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Dear  Mr.  Schotte : 

This  publication,  "Financing  Modern  Highways  for  Montana",  is  submitted  as  my  report  to  the  Fact 
Finding  Committee. 

The  report  presents  a  financial  plan  to  accomplish  the  objectives  of  the  Automotive  Safety  Founda- 
tion's engineering  appraisal  of  Montana's  Highway  Needs.  It  includes  a  report  on  the  allocation  of  costs 
among  the  various  beneficiaries  of  highway  development.  It  also  includes  specific  suggestions  of  tax 
rates  to  recover  those  costs  and  a  program  to  establish  Montana's  control  and  taxation  of  motor  vehicles 
on  a  sound  basis. 

As  mentioned  in  the  preface'  to  the  report,  I  have  been  assisted  in  the  work  by  many  persons,  most 
of  whom  are  Montana  citizens.  Regardless  of  this  assistance,  however,  the  work  was  under  my  close  di- 
rection and  the  conclusions  and  recommendations  are  my  sole  responsibility. 

It  has  been  a  pleasure  to  work  with  you  and  your  Committee  in  this  undertaking. 

Very  Truly  Yours, 
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Wm.  L.  Hall, 

Executive  Director. 
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PREFACE 
A  Report  to  the  Fact  Finding  Committee 


It  is  a  reasonable  assumption  that  a  program  for 
better  highways  and  streets  in  Montana  was 
uppermost  in  the  thoughts  of  Montana's  1955  legis- 
lative assembly  when  it  established  the  Fact  Finding 
Committee  on  Highways,  Streets,  and  Bridges.  Any 
lesser  goal  would  not  have  justified  the  broad  study 
outlined  by  that  assembly.  Following  the  directives 
of  that  assembly,  your  Committee  employed  the 
writer  as  director  in  July  1955.  Soon  thereafter  it 
was  determined  that  the  required  studies  would  in- 
volve an  extensive  engineering  analysis  of  the  costs 
of  modernizing  Montana's  72,500  miles  of  roads  and 
streets,  as  well  as  a  detailed  financial  study  of  how 
these  costs  might  be  financed.  It  was  recognized 
that  the  funds  provided  for  the  operation  of  the 
Committee  would  not  begin  to  pay  the  costs  in- 
volved, but  it  was  realized  that  any  lesser  approach 
would  fail  in  the  end  product  desired.  Accordingly, 
it  was  arranged  to  have  much  of  the  work  jointly 
financed  by  the  State  Highway  Commission,  the 
U.  S.  Bureau  of  Public  Roads,  and  the  Committee 
funds.  Joint  financing  is  particularly  apparent  in 
the  report  entitled,  "Moving  Ahead  on  Montana 
Highways",  which  is  published  separately  as  a 
report  of  the  Automotive  Safety  Foundation. 

The  work  of  preparing  the  engineering  needs 
analysis  was  absorbed  entirely  by  Automotive 
Safety  Foundation  and  State  Highway  employees, 
ably  assisted  by  local  county,  city,  and  Federal  engi- 
neers. The  work  of  the  Financial  Study  was  coordi- 
nated by  the  writer  who  also  acted  as  executive 
director  of  the  Committee.  The  double  assignment, 
which  is  somewhat  unusual  in  this  type  of  work, 
had  its  disadvantages  in  time  demands,  but  was 
advantageous  from  the  point  of  overall  coordina- 
tion of  the  work. 

Certainly  the  staff  assigned  to  the  financial  studies 
was  of  the  highest  order.  This  staff  was  tireless  in 
efforts  directed  toward  the  collection  and  analysis 
of  necessary  information.  Special  acknowledgment 
is  due  to  Mrs.  Marjorie  Kennett,  Secretary,  who 
tended  to  all  those  details  that  keep  an  office  oper- 
ating smoothly.  Ralph  D.  Johnson,  Research  Engi- 
neer, loaned  by  the  State  Highway  Department, 
developed  procedures  and  assembled  data  for  cost 
allocations  among  various  highway  users  that 
gained  wide  support  among  national  and  local  stu- 
dents of  this  complex  problem.  He  was  ably  assisted 
by  James  Hand  and  Leonard  Larson.  Daniel  Shea, 
Economist,  assembled  and  checked  most  of  the  data 
on  the  history  of  highways  and  highway  finance  in 
Montana,  as  well  as  the  impact  of  highway  taxation 
on  the  economy  of  the  State.  Arthur  Nelson,  work- 
ing as  my  assistant,  was  invaluable  in  public  con- 
tact work  and  in  gathering  data  on  laws  and  pro- 
cedures in  Montana  and  other  states  in  relation  to 


motor  vehicle  departments,  commercial  vehicle  tax- 
ation, Ports  of  Entry  and  similar  items. 

In  addition  to  the  immediate  staff,  we  were  as- 
sisted by  a  study  of  Highway  Cost  Allocation,  under 
direction  of  Professor  Maurice  Taylor  and  Carl 
Infanger,  Montana  State  College  ;  and  by  a  study 
of  the  highway  taxation  increment  of  truck  costs 
and  consumer  prices  by  Dr.  William  Peters  and 
Frederick  W.  Harris  of  the  Montana  State  Uni- 
versity. 

The  Highway  Commission  and  their  entire  staff 
were  helpful  in  many  ways.  In  fact,  the  study  could 
not  have  been  made  without  the  efforts  of  Scott  P. 
Hart,  State  Highway  Engineer,  and  Henry  C. 
Helland,  who  so  effectively  coordinated  the  assist- 
ance of  that  department.  Others  in  the  department 
to  whom  special  thanks  are  sincerely  extended  are 
Maurice  RiChey,  Traffic  Engineer ;  Robert  O'Leary, 
Chief  Accountant ;  Charles  S.  King,  Planning  Sur- 
vey Engineer,  and  his  assistants,  Howard  Buswell, 
Paul  DeVine,  Carl  Wirth,  and  William  Mortieau. 

Abundant  assistance  was  provided  by  John  Sar- 
gent, Portland,  Oregon;  G.  P.  St.  Clair,  Hugo 
Duzan,  and  C.  A.  Steele,  Washington,  D.  C,  and 
Mort  Flint,  William  Huffine,  and  Richard  Arenz  of 
Missoula,  all  employees  of  the  U.  S.  Bureau  of 
Public  Roads. 

Valuable  counsel  was  provided  by  Dr.  E.  R. 
Dodge,  Dean  of  Engineering,  Montana  State  Col- 
lege, in  connection  with  incremental  cost  studies. 

The  Montana  Motor  Transport  Association  pro- 
vided generous  field  assistance  in  collecting  data 
on  commercial  vehicle  operation. 

Conclusions  of  the  writer  are  presented  in  the 
last  chapter.  The  appendices  include  statistical 
tables,  a  discussion  of  the  possible  establishment  of 
a  motor  vehicle  department  in  Montana,  and  pos- 
sible laws  to  effectuate  some  of  the  findings. 

In  addition  to  the  engineering  and  financial  studies 
staff  reports  have  been  prepared  on  Traffic  Safety 
and  Periodic  Motor  Vehicle  Inspection,  The  Effect 
of  Truck  Taxation  on  Consumer  Prices,  and  User 
and  Non-User  Benefits  from  Highway  Develop- 
ment. These  reports  are  available  in  limited  quan- 
tity for  official  use.  Also,  a  complete  technical  re- 
port on  procedures  of  the  Incremental  Analysis  of 
Highway  Costs  will  be  published  about  Januarv 
1,  1957. 

It  should  be  realized  that  no  report  of  this  nature 
can  be  accepted  as  final  for  all  time.  Changes  of 
traffic  patterns  and  highway  usage  can  easily  indi- 
cate marked  adjustments  of  fiscal  policy.  Periodic 
review,  therefore,  becomes  a  desirable  procedure  for 
any  State  interested  in  sustained  equity  in  its  high- 
way program. 
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EARLr    LAND    TRANSPORT 
IN    MONTANA 


The  Horse  Travois 
The  Blackfoot  horse  travois  was  made  and  owned  by  Indian  women.  The 
French  name,  "Travois"  was  applied  by  the  Whites  who  came  to  the  region 
in  the  19th  century.  Each  family  generally  made  its  own  travois,  but  a  good 
travois  would  bring  as  much  as  a  horse  in  trade.  It  was  probably  the  first 
method  of  land  transport  in  the  area,  except  for  that  provided  on  backs  of  pack 
animals  The  travois  consisted  of  two  stout  poles  of  lodge-pole  pine  fastened 
in  the  form  of  an  "A".  It  was  attached  to  the  horse  with  an  ingenious  hitch. 
The  loading  platform  was  secured  to  the  poles  less  than  2  feet  from  the  horse's 
tail.    The  complete  rig  weighed  less  than  50  pounds,  ready  for  loading. 
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Chapter  1 

HISTORICAL  DEVELOPMENT  OF 
HIGHWAYS  IN  MONTANA 


Early  Roads. 

Era  of  Fur  Trading.  The  history  of  highways  in 
the  State  of  Montana  dates  back  to  the  Lewis  & 
Clark  expedition  in  1805.  In  fact,  the  history  of 
the  highways  parallels  the  history  of  the  develop- 
ment of  the  State. 

Although  Montana  was  not  settled  until  the 
middle  of  the  nineteenth  century,  it  had  been  the 
mecca  of  fur  traders  and  trappers  ever  since  Lewis 
and  Clark  returned  from  their  expedition.  Great 
fur  trading  posts  had  been  established  on  all  the 
rivers,  and  although  many  trails  existed  for  man 
and  horse,  there  were  no  roads,  as  we  now  know 
them.  By  far  the  larger  number  of  traders  and 
trappers  reached  the  scene  of  their  labor  by  way  of 
the  Missouri  River.  This  stream  was  the  great 
highway  leading  to  Montana  in  the  days  of  fur 
trading. 

Era  of  Gold  Mining.  Gold  had  been  found  in 
Montana  as  early  as  1852;  gradually  excitement  and 
interest  spread  until  between  1862  and  1864  fever 
height  was  reached.  People  came  from  every  direc- 
tion. Time  being  an  important  element,  the  shortest 
routes  were  sought.  After  many  experiments  and 
many  failures,  a  few  main  routes  of  travel  came  to 
be  followed  to  the  exclusion  of  others.  These  roads, 
such  as  Mullan  Road,  Bozeman's  Trail,  Bridger's 
Trail,  the  Corine  Wagon  Road,  and  Graham's 
Wagon  Road,  to  mention  a  few,  were  the  early  emi- 
grant roads  to  Montana  and  are  well  known  his- 
torical landmarks  today. 

Beginning  of  Permanent  Settlements  in  Montana. 

After  the  mines  were  in  full  production,  other  in- 
dustries sprang  up  and  the  new  and  enlarged  popu- 
lation became  relatively  permanent.  However,  the 
early  gold  miners  sought  quick  fortunes  and  were 
content  with  the  construction  of  trails,  roads  and 
bridges  which  were  temporary  or  makeshift  in 
character.  As  a  result,  the  new  communities  and 
farming  areas  were  cut  off  from  communication  with 
markets  and  sources  of  supplies  when  the  roads 
became  impassable.  Citizens  would  offer  their  serv- 
ices for  building  and  maintaining  roads  running 
through  or  past  their  lands.  Volunteer  labor  was  a 
reasonable  method  of  distribution  of  the  road  burden 
only  so  long  as  everyone  contributed  his  fair  share. 

It  soon  became  necessary  to  require  men  to  work 
a  specified  number  of  days  or  to  pay  a  tax  in  lieu 
of  labor  in  order  to  provide  adequate  roads.  The 
Fifth  Legislative  Assembly  of  Montana  Territory 
in  1869  placed  public  road  building  and  maintenance 
into  the  hands  of  the  counties  and  county  commis- 


sioners. It  also  provided  for  a  tax  of  one  mill  on  the 
dollar  and  a  per  capita  tax  of  $3,  labor  or  money, 
for  support  of  the  public  roads.  Certain  counties 
were  also  permitted  to  levy  taxes  for  bridge  pur- 
poses. 

Advent  of  the  Railroad. 

The  Missouri  River  had  done  its  part  in  opening 
up  the  West,  but  little  by  little  it  was  forced  to 
give  way  to  the  better  methods  of  transportation. 
The  railroad  in  the  West  was  the  greatest  enemy  of 
the  river.  The  path  of  the  railroad  followed  the 
river  valley,  gradually  destroying  all  river  trade. 
The  final  blow  was  dealt  in  1887  when  the  Great 
Northern  reached  Helena.  In  1902,  Congress  passed 
an  act  abolishing  the  Missouri  River  Commission, 
thus  abandoning  the  river  as  a  commercial  highway. 

Although  the  railroads  replaced  the  old  emigrant 
roads  and  the  Missouri  River  as  commercial  high- 
ways, they  increased  the  need  for  adequate  feeder 
roads.  The  railroads  provided  a  means  of  getting 
the  produce  and  livestock  to  the  eastern  and  western 
markets,  which,  in  turn,  encouraged  the  cultivation 
of  new  land  and  the  raising  of  livestock.  More  and 
better  roads  were  needed  to  serve  these  new  farms 
and  ranches  and  to  connect  with  shipping  points 
along  the  railroads.  Feeder  roads  became  the  pri- 
mary need  in  this  era. 

Good  Roads  Movement. 

It  was  about  this  time  that  people  throughout  the 
State  were  becoming  aroused  to  the  need  for  better 
rural  roads.  This  was  also  a  time  when  the  impor- 
tance of  the  automobile  was  being  realized.  In  fact, 
in  1905,  sufficient  interest  was  aroused  to  bring 
about  the  enactment  of  a  law  providing  for  the 
regulation  of  the  operation  of  motor  vehicles  upon 
the  highways  of  the  State. 

With  the  farmer  in  need  of  farm-to-market  roads, 
and  the  motorists  being  greatly  restricted  by  the 
poor  condition  of  the  unsurfaced  rural  roads,  a  good 
roads  movement  was  inaugurated.  A  convention 
was  held  in  1910  at  Billings  and  a  permanent  organi- 
zation was  created  and  called,  "The  Montana  Good 
Roads  Congress." 

Fundamentally,  the  movement  for  road  reform 
sought  to  remove  some  of  the  economic  and  social 
disparities  between  rural  and  urban  areas  by  bring- 
ing the  standards  of  rural  road  transportation  up 
to  the  level  enjoyed  by  the  communities  served  by 
the  railroads.  The  "Good  Roads"  objectives  were  to 
"get  the  farmer  out  of  the  mud."  provide  farm-to- 
market  roads,  and  build  rural  roads  for  the  light 
traffic  of  the  period. 


The  "Good  Roads  Congress"  was  composed  of 
two  separate  groups,  the  farmers  and  the  motorists. 
The  farmers  and  local  interests  believed  in  the 
autonomy  and  self  sufficiency  of  the  local  commu- 
nities and  stressed  that  primary  emphasis  in  road 
building  should  be  given  to  the  feeder  roads  running 
north  and  south  within  the  State.  It  was  contended 
that  the  railroads  provided  the  most  economical 
means  of  intercommunity  transportation  and  that 
it  was  the  State's  first  duty  to  better  the  roads  for 
the  delivery  of  products  to  the  railway  shipping 
points.  The  early  motorists  and  others  who  bene- 
fited by  the  development  of  touring  trade  in  turn 
favored  the  main  highway  connecting  the  principal 
trade  centers  of  the  State.  This  group  claimed  that 
it  was  of  first  importance  to  concentrate  upon  high- 
ways through  the  State  from  the  Dakotas  to  the 
Idaho  state  line,  and  later  to  provide  feeder  roads 
north  and  south  to  connect  with  these  highways. 

Both  groups  realized  that  regardless  of  which 
system  was  inaugurated,  State  aid  would  be  neces- 
sary since  the  range  of  travel  was  reaching  beyond 
local  limits,  and  the  financing  of  some  of  these 
highways  was  a  State-wide  problem. 

Creation  of  the  State  Highway  System. 

As  a  result  of  the  Good  Roads  movement,  the 
State  Highway  Commission  was  created  in  1913. 
The  law  creating  the  Commission  was  vague.  The 
appointment  of  two  regular  State  employees  as  ex- 
officio  members  of  the  Board,  and  the  loosely 
worded  authorization  of  the  duties  of  the  Commis- 
sion indicated  that,  even  in  1913,  the  State  Legis- 
lature was  hesitant  to  assume  much  authority  or 
responsibility  for  construction  and  maintenance  of 
public  roads. 

The  designation  of  State  highways  was  left  to 
the  appointed  commissioners.  A  State  highway  at 
this  time  was  defined  as  any  Primary  road  desig- 
nated by  the  Highway  Commission  and  the  county 
commissioners,  and  that  was  constructed  or  im- 
proved under  the  act. 

Inauguration  of  Federal-Aid 

The  increase  in  highway  traffic  brought  about  by 
the  development  of  the  automobile  was  demanding 
attention  throughout  the  country.  The  Federal  gov- 
ernment recognized  this  condition  and  the  economic 
necessity  of  doing  something  about  it.  With  this 
background,  the  Federal  government  in  1916  became 
a  participant  in  the  furnishing  of  funds  for  highway 
purposes.  In  Montana,  State  funds  being  very  lim- 
ited, these  Federal  funds  were  matched  largely  from 
the  proceeds  of  county  bond  issues,  but  surveys  and 
plans  were  made  and  construction  supervised  by  the 
Highway  Department. 

The  Federal  Highway  Act  of  1921  established  the 
Primary  Federal  Aid  Highway  System,  and  re- 
stricted Federal-aid  appropriations  to  it.  By  this 
time,  it  was  becoming  apparent  that  the  State  High- 
way Commission  needed  more  funds  to  match  Fed- 
eral money.  Hinder  the  various  laws  that  gave  a 
limited  revenue  to  the  State  Highway  fund  up  to 
1926,  the  only  funds  of  consequence  that  were  ap- 
plied to  State  road  purposes  were  appropriations  for 
engineering,  administration  and  overhead. 


In  1926,  an  initiative  measure  was  approved  pro- 
viding for  a  three-cent  gasoline  tax  with  100  percent 
of  net  revenue  being  apportioned  to  the  State  High- 
way fund.  For  the  first  time  in  the  history  of  the 
State  Highway  Commission,  State  funds  were  avail- 
able for  matching  Federal-aid.  With  this  money  the 
Commission  started  a  comprehensive  road-building 
program. 

Current  Importance  of  Highways  in  the  State. 

Currently,  highway  transportation  assumes  great 
importance  in  Montana  with  its  vast  area  and  wide 
distribution  of  population.  Service  for  isolated  rural 
areas  requires  an  extensive  network  of  roads.  As 
an  illustration,  one  mile  of  rural  road  in  Montana 
serves  5  persons  of  rural  population.  In  Montana, 
each  mile  of  rural  road  must  serve  two  miles  of 
area.  The  national  average  is  one  mile  of  rural  road 
to  each  0.9  mile  of  area. 

Although  progress  has  been  made  in  improving 
the  condition  of  rural  roads,  much  remains  to  be 
accomplished.  In  Montana,  53  percent  of  the  farms 
are  still  located  on  earth  or  unimproved  roads.  Also, 
about  36  percent  of  the  farm  residents  must  travel 
over  5  miles  or  more  of  unimproved  roads  in  order 
to  reach  the  nearest  trading  center.  The  national 
average  is  much  superior  to  this. 

The  city  resident  is  highly  dependent  on  the 
transportation  service  provided  by  the  principal 
highways.  As  a  group,  the  city  resident  comprises 
55  percent  of  the  population,  owns  57  percent  of 
the  passenger  cars,  22  percent  of  the  trucks,  47 
percent  of  all  motor  vehicles  and  accounts  for  52 
percent  of  the  travel  performed  by  Montana  resi- 
dents. 

Of  505  cities,  towns  and  small  communities  in  the 
State,  137  are  located  at  points  which  are  not  served 
by  railroads  and  are  completely  dependent  on  high- 
way transportation.  Six  of  these  places  are  incor- 
porated cities,  including  two  county  seats. 

The  city  resident  is  also  dependent  on  the  com- 
mercial aspects  of  highway  transportation.  Many 
retail  and  wholesale  establishments  depend  entirely 
on  truck  transportation  for  incoming  and  outgoing 
shipments. 

Montana  is  a  bridge  state  between  the  mid-west 
and  the  rapidly  growing  northern  Pacific  coast 
states.  There  is  considerable  interstate  traffic  mov- 
ing through  Montana  between  these  areas.  The 
natural  geographic  position  of  the  State  accounts 
for  much  of  this  traffic.  The  topographic  features 
of  relatively  low  mountain  passes  and  broad  river 
valleys  also  attract  such  movements.  It  is  for  these 
reasons  that  the  problems  of  providing  adequate 
highways  through  the  State  assumes  national  im- 
portance. 

All  types  of  motor  vehicle  owners  and  operators, 
both  rural  and  urban,  passenger  car  and  truck,  have 
a  vital  interest  in  the  improvement  of  highways 
throughout  the  State.  It  has  been  proven  many 
times  that  good  highways  don't  cost,  they  pay.  In 
mam  instances,  the  benefits  received  from  new 
highway  construction  far  exceed  the  cost  to  the 
motoring  public. 
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EARLY    ROAD    FINANCE 
IN    MONTANA 


Historical  Toll  Road  Through 
Wolf  Creek  Canyon   Near  Helena 


Photograph  of  one  of  ten  oil  paintings  in  home  office  of  Western  Life  Insurance 
Company,  Helena,  Montana,  depicting  historical  events  in  early  Montana. 


Courtesy:     Western  Life  Insurance  Co. 


Chapter  2 
HIGHWAY  FINANCE  IN  MONTANA 


State  Highways. 

Size  of  System.  According  to  official  road  logs 
of  the  State  Highway  Department,  Montana's  high- 
way mileage  totaled  72,925  miles  in  1955,  of  which 
5,896,  or  8.1  percent,  were  on  the  State  system.  The 
State  system  of  highways  consists  of  mileage  en- 
compassed in  the  Federal-aid  Interstate  and  Pri- 
mary systems.  In  1955,  two-thirds  of  all  travel  in 
the  State  was  on  these  systems.  In  addition,  there 
are  24  miles  which  were  classified  as  "other  state 
system." 

The  Federal-aid  Interstate  amounts  to  1,246  miles, 
of  which  1,198  are  rural,  and  48  miles,  urban. 

An  additional  4,024  miles  of  Federal-aid  secondary 
highways  are  under  State  jurisdiction  for  construc- 
tion purposes  only.  The  counties  are  responsible 
for  the  administration  and  maintenance  of  these 
roads. 

Types  of  Roads.  The  State  system  includes  5,731 
miles  of  rural  highways.  This  can  be  further  clas- 
sified into  309  miles,  soil-surfaced;  171  miles,  gravel- 
surfaced;  and  5,251   miles,  surface-treated. 

The  Primary  system  in  urban  areas  totals  165 
miles,  of  which  3  miles  are  soil-surfaced ;  1  mile, 
gravel-surfaced;  and  161  miles,  surface-treated. 

Source  of  Receipts.  In  the  42-year  period  since 
the  creation  of  the  State  Highway  Commission,  total 
revenues  available  for  State  administered  highways 
have  been  approximately  $346,608,000.  In  the  year 
1955  receipts  for  this  purpose  were  $27,230,000. 
Chart  2-1  shows  the  relative  magnitude  of  receipt 
sources  in  selected  years.  The  same  years  are  shown 
in  other  charts  for  counties,  cities  and  total  in  this 
chapter.  The  year  1937  has  been  chosen  as  an  illus- 
tration because  it  is  the  first  year  for  which  data  are 
available  for  all  units.  The  years  1941  and  1946  are 
used  because  of  relation  to  war  years  and  1950, 
1953,  1954,  and  1955  show  current  trends. 

1913-1955  1955  Only 

Amount  Percent    Amount     Percent 

(000)  (000) 

I  [ighway 

User    Taxes $185,721  5,U>  $18,607  68.4 

Federal  Aid                  129,851  ,^7.5  7,950  29. 2 

Fed.  Oil  Royalties          3,926  1.1  461  1.7 

Misc.  and  Unclas.  2.134  0.6  64  0.2 
Transfer 

from  Counties                5.476  1.6  148  0.5 

Borrowings    19,500  5.6 

Total  $346,608  100.0  $27 .230  100.0 


Contributions  from  Counties.  In  the  early  years, 
the  State  Highway  Commission  was  dependent  on 
the  counties  for  matching  Federal-aid.  The  counties 
issued  bonds  to  secure  necessary  funds  and  from 
1919  to  1935  contributed  approximately  $5  million 
for  State  administered  highways. 

Highway  User  Fees.  Highway  user  fees  have  pro- 
vided $186  million,  or  53.6  percent  of  all  State  High- 
way revenue. 

Registration  Fees.  The  first  user  tax  in  Montana 
was  the  registration  fee  on  motor  vehicles.  The  first 
registration  law  in  1913  was  declared  unconstitu- 
tional but  was  reenacted  in  new  form  in  1917,  and 
has  been  in  force  ever  since. 

The  fees  under  this  law  were  based  on  a  gradu- 
ated horsepower  rating  for  passenger  vehicles  and 
a  weight  basis  for  trucks.  In  1929,  the  passenger 
car  fee  was  changed  to  a  weight  basis.  The  pas- 
senger car  fees  of  $5,  if  under  2,850  pounds,  and  $10, 
if  over,  have  remained  the  same  since  1933. 

Registration  fees  are  normally  considered  as  State 
imposts.  Since  1923  these  fees  have  been  re- 
tained by  the  county  treasurers  for  deposit  in 
the  county  road  funds.  Prior  to  1923,  registration 
fees  had  produced  approximately  $2  million  for 
State   administered   highways. 

The  State  Registrar  of  Motor  Vehicles  admin- 
isters the  registration  law  and  is  responsible  for  the 
making  and  delivering  of  license  plates  to  the  coun- 
ties. It  is  his  duty  to  keep  records  of  all  motor 
vehicles  in  the  State,  and  of  all  dealers  in  motor 
vehicles.  The  registrar  receives  revenue  derived 
from  miscellaneous  fees,  such  as  certificates  of 
title,  duplicate  licenses,  dealers'  permits  and  the  like 
to  cover  the  administration  expenses  of  that  de- 
partment. Although  these  fees  could  be  considered 
user  fees,  they  are  not  used  directly  for  highway 
purposes. 

Motor  Vehicle  Use  Tax  and  Gross  Vehicle  Weight 
Fees.  In  1950  a  Motor  Vehicle  Use  Tax  was  enacted. 
This  act  provided  that  in  consideration  of  the  right 
to  use  the  highways  of  Montana,  various  fees  were 
to  be  imposed  upon  vehicles  registered  in  the  State. 
These  fees  were  $3  for  passenger  vehicles,  $5  to  $100 
for  trucks,  based  upon  their  manufacturers'  rated 
capacity,  and  $2  to  $100  for  trailers.  This  tax  was 
temporary  and  the  two  years  it  was  in  effect  pro- 
duced approximately  $3  million  which  was  deposited 
in  the  State   1 1  ighway   fund. 

The  firs'  Gross  Vehicle  Weight  tax  was  put  into 
effect  beginning  January  1.  1952.  This  law  has  since 
been  amended  by  the  1953  and  1955  legislative  as- 
semblies.   The  fees  in  effect  todav  range   from  54 
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for  vehicles  of  6,000  pounds,  to  $435  for  vehicles  of 
42,000  pounds.  Trailers  are  licensed  separately  from 
power  units  and  at  substantially  the  same  rate  sched- 
ule. These  fees  replaced  the  graduated  registration 
fees  in  the  regular  registration  law.  All  commercial 
vehicles  now  pay  a  flat  $10  registration  fee. 

In  addition  to  these  graduated  gross  weight  fees, 
the  law  provides  for  a  sales  tax  on  new  automobiles. 
This  sales  tax  is  from  three-eights  of  one  percent 
to  one  and  one-half  percent  of  the  list  price  of  the 
automobile,  depending  on  the  annual  quarter  in 
which  the  automobile  is  purchased.  This  tax  may 
be  considered  to  be  in  lieu  of  the  first  year  county 
property  tax. 

The  Gross  Vehicle  Weight  Law  is  administered 
by  the  State  Highway  Department.  County  Treas- 
urers collect  the  fees  and  retain  5  percent  to  cover 
collection  costs.  The  remainder  is  credited  to  the 
State  highway  fund. 

Proceeds  from  1952  to  1955  amounted  to  $8  mil- 
lion. Currently,  the  Gross  Vehicle  Weight  fees  pro- 
vide 8.4  percent  of  total  revenue  for  State  admin- 
istered highways. 

Caravan  Fees.  In  1953,  an  act  was  passed  to  pro- 
vide for  the  payment  of  fees  for  the  transportation 
of  new  vehicles  over  the  highways  by  drive-away 
or  tow-away  methods.  The  caravan  fees  are  $100 
for  an  annual  permit,  $5  trip  fees  per  driven  vehicle, 
and  $1  for  each  pair  of  transit  plates.  The  Regis- 
trar retains  the  permit  and  plate  fees  to  defray  costs 
of  administering  the  act.  The  $5  trip  fee  is  appor- 
tioned five  percent  to  the  Registrar  and  the  remain- 
ing ninety-five  percent  is  remitted  to  the  State 
Treasurer  for  deposit  in  the  State  highway  fund. 
Since  the  caravan  law  has  been  in  effect,  it  has  pro- 
duced approximately  $22,000.  In  1955  it  produced 
about  $9,000. 

Fuel  Tax. 

Gasoline.  The  first  fuel  tax  in  Montana  was  en- 
acted in  1921.  This  tax  was  one  cent  per  gallon  on 
all  gasoline  used  in  motor  vehicles  but  none  of  this 
money  was  dedicated  for  highway  purposes. 

The  law  was  amended  in  1923  to  provide  a  tax 
of  two  cents  per  gallon.    The  revenue  was  divided 


40  percent  each  to  the  State  general  fund  and  to 
counties,  and  20  percent  to  the  State  highway  fund. 
At  this  -time,  registration  revenues  were  dedicated 
100  percent  to  the  counties.  As  a  result,  there  was 
no  net  increase  in  revenue  for  State  administered 
highways. 

In  1926,  through  an  initiative  measure,  the  gas 
tax  was  raised  to  3  cents  per  gallon  with  100  percent 
of  the  net  revenue  going  to  the  State  highway 
fund.  With  this  substantial  increase  in  funds,  the 
Highway  Commission  was  able  to  match  Federal 
aid  on  its  own,  and  start  a  comprehensive  road 
building  program. 

The  3  cent  tax  was  renewed  in  1927  with  pro- 
visions for  refunds  of  fuel  used  for  non-highway 
purposes.  It  was  raised  to  5  cents  in  1929,  6  cents 
in  1949,  and  finally  to  7  cents  in  1955. 

Special  Fuel.  The  use  of  diesel  oil  and  similar 
low-test  fuels  in  motor  vehicles  began  to  pose  new 
problems  in  the  early  1930's.  The  1935  legislative 
assembly  passed  a  law  to  include  low-test  fuels  used 
on  the  highways  within  the  fuel  tax  law. 

In  1945,  a  use  tax  law  was  enacted.  This  law  re- 
quired that  a  diesel  user  could  purchase  and  use 
diesel  fuel  for  propelling  motor  vehicles  upon  public 
highways  and  streets  within  the  State,  provided  he 
applied  for  a  use  permit  and,  in  turn  paid  the  tax 
directly  to  the  State  Board  of  Equalization.  This 
law  imposed  a  levy  of  5  cents  per  gallon,  the  same 
rate  that  applied  to  gasoline. 

The  permit  system  was  considered  necessary 
since  the  majority  of  the  consumers  of  low-test 
fuels  were  non-highway-users.  Administration  ex- 
pense involved  in  refunding,  in  addition  to  incon- 
venience to  taxpayers,  made  a  generally  applied 
tax  undesirable. 

In  an  attempt  to  overcome  certain  deficiencies  in 
this  law,  a  revised  special  fuel  tax  law  was  enacted 
in  1955.  Under  this  law  each  special  fuel  user  must 
obtain  a  license  and  file  a  surety  bond.  The  tax 
rate  on  these  special  fuels  is  2  cents  per  gallon 
higher  than  the  regular  gasoline  tax  rate.  The  user 
pays  the  current  9  cent  tax  at  the  time  of  purchase, 
if  purchase  is  for  highway  use  and  from  a  licensed 
dealer.     If    the    special    fuels    are    acquired    by    the 


Table  2-1 
MONTANA'S  HIGHWAY  MILEAGE,  1955 

Gravel 

Soil  Surfaced  Surfaced 

Primary  Rural 309  171 

Secondary  Rural 649  2,229 

Other  State  System  Rural  1  14 

Local  Rural 48,368  12,731 

Sub-total 49,327  15,145 

Primary  Municipal 3  1 

Secondary  Municipal 2  14 

Other  State  System  Municipal 

Local  Municipal  337  474 

Sub-Total 342  489 

TOTAL  ALL  ROADS  49,669  15,634 

Source:     1955  Montana   Federal-Aid   Road  Log. 
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Surface 
Treated 

Total 

5,251 
1,093 

5 

5,731 

3,971 

20 

539 
6,888 

61,638 
71,360 

161 

165 

i7 

53 

4 

4 

532 
734 

•1,343 

1,565 

7,622 


72,925 


highway  user  from  other  than  a  licensed  dealer,  he 
pays  the  tax  directly  to  the  State  Board  of  Equaliza- 
tion on  a  monthly  basis.  In  any  case,  each  dealer 
and  user  is  required  to  make  a  monthly  report  to 
the  Board. 

Total  proceeds  from  both  motor  fuel  tax  and  spe- 
cial fuel  tax  for  road  purposes  for  State  adminis- 
tered highways  through  1955  amounted  to  $172  mil- 
lion. Currently,  the  fuel  tax  provides  about  $17  mil- 
lion annually,  60  percent  of  total  revenue  for  State 
administered  highways. 

Dri.ers'  Licenses.  Montana  did  not  have  a  drivers' 
license  law  for  operators  prior  to  1935.  The  chauf- 
feurs' license,  with  a  fee  of  $2.00,  was  part  of  the 
first  Montana  State  Motor  Vehicle  law  in  1913. 

In  1935,  with  the  creation  of  the  Highway  Patrol, 
every  owner  or  driver  of  motor  vehicles  was  re- 
quired to  procure  a  driver's  license.  The  fee  was 
set  at  seventy-five  cents  for  an  annual  permit. 

In  1947,  the  Montana  Uniform  Vehicle  Operators 
and  Chauffeurs  license  law  was  enacted  which  di- 
rected that  the  permits  be  purchased  once  every  2 
years  for  a  fee  of  $3.00. 

These  fees  are  not  applied  to  State  highways,  but 
are  deposited  in  the  State  general  fund.  The  High- 
way Patrol,  in  turn,  operates  on  an  appropriation 
from  the  State  general  fund. 

Motcr-Carrier  Fees.  Common  and  contract  motor 
carriers  are  required  to  pay  certain  special  fees  to 
operate  within  Montana.  The  proceeds  from  these 
charges  are  deposited  in  the  General  fund,  osten- 
sibly for  use  of  the  Montana  Railroad  Commission 
to  defray  costs  of  administration.  The  fees  are  regu- 
latory in  nature  and  should  not  be  regarded  as  high- 
way-user imposts.  In  1955,  these  fees  produced 
$279,334.  Administration  and  operating  costs  of 
the  Railroad  Commission  amounted  to  $104,089. 
The    fact   that    the    fees   collected   normally    exceed 


regulatory  costs  leads  to  the  conclusion  that  regula- 
tion activity  should  be  accelerated  or  fees  reduced 
accordingly. 

Borrowing  for  State  Highways.  Since  1931  $19.5 
million  of  bonds  have  been  issued  for  State  adminis- 
tered highways.  This  amounts  to  5.6  percent  of  total 
State  highway  revenue. 

1931-1934  Issue,  $4.5  Million.  In  1930,  the  State 
found  itself  again  with  inadequate  funds  to  match 
Federal  aid.  In  recognition  of  this  problem,  the 
voters  of  the  State  approved  Referendum  Measure 
Xo.  .'iS  in  1931,  providing  for  the  issuance  of  $6  mil- 
lion in  highway  bonds.  The>e  bonds,  which  were 
supported  by  a  pledge  of  gasoline  tax  revenues,  were 
to  be  sold  at  the  rate  of  $1,500,000  per  year.  Bonds 
were  sold  in  the  years  of  1931,  1933,  and  1934.  No 
bonds  were  sold  in  1032. 

1939  Issue,  $3  Million.  By  1937  the  bond  money 
had  been  exhausted  and  the  financial  situation  made 
it  necessary  that  additional  State  money  be  pro- 
vided.  Initiative  Measure  Xo.  41  was  approved  at 
the  polls  in  1939,  providing  $3  million  in  new  bond 
proceeds. 

1946-1949  Issue,  $12  Million.  During  the  war  pe- 
riod, gasoline  rationing  and  other  factors  reduced 
traffic  to  the  point  where  the  motor  fuel  tax  col- 
lections were  sufficient  only  to  pay  for  the  general 
operational  and  maintenance  obligations  of  the  State 
Highway  Commission.  Since  practically  all  of  the 
Commission's  revenue  was  derived  from  this  source, 
it  was  evident  that  additional  revenue  had  to  be 
raised  immediately  to  provide  the  necessary  funds 
to  match  both  the  accumulation  of  Federal  aid  and 
the  extra  apportionment  resulting  from  the  Federal 
Aid  Highway  Act  of  1944.  The  State  again  turned 
to  bond  financing  and  authori  :ation  was  received 
for  the  issuance  of  $12  million  in  new  bonds.    These 


Table  2-2 
FUTURE   STATE   HIGHWAY    DEBT    SERVICE    REQUIREMENTS 


Assets 


Sink.  Fund  Bal. 

8/15/56  

Investments  

$1,200,000 

Earnings:  2.38% 

Dec.   1956  

....$ 

14,280 

lune    1957 

14,280 

Dec.    1957 

14,280 

lune    1958  

14,280 

Sub-Total   

....$ 

57,120 

$      57.120 

$    183,998 


Fuel  Tax  Deposits 

at  $106,000  per  mo. 

Dec.  1956  $    424,000 

Dec.  1957 1,272,000 

lulv  1958 742,000 


Sub-total  $2,438,000     $2,438,000 

Sub-total  

Total  Income.. 


$3,995,120    $3,695,120 


$3,879,118 


Liabilities 

( )bligations  (  Hitstanding  .. 
Accrued  Interest  

Interest   Due:    1.9% 

Ian.  1957  S  28,500 

July  1957 28.500 

Jan.  1958  28.5HO 

lulv  1958    28.501) 


Total  Amt.  Due 
7/15/58 

Excess  Income  by 
7,15   58 


$\000,000 
3,648 


Total  $114,000         $    114.000 


$5,117,648 
761,470 

$3.87l',118 
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bonds  were  sold  over  a  period  extending  from  June 
15,  1946  to  March  15,  1949. 

Although  the  1946-1949  debentures  are  scheduled 
to  be  retired  by  July  15,  1958,  fuel  tax  deposits  and 
investment  earnings  should  provide  enough  income 
to  retire  outstanding  obligations  and  pay  interest  by 
December  31,  1957.  The  above  figures  from  the 
State  Treasurer's  office  indicate  that  total  income 
by  December  31,  1957  will  amount  to  $3,122,838. 

All  fuel  tax  revenue  except  the  special  1  cent  levy 
of  1955  which  expires  April  1,  1957  is  pledged  to 
the  support  of  bond  retirements.  It  appears  that 
the  fuel  tax  may  thereby  expire  at  the  time  the  final 
bond  is  redeemed.  With  this  in  view  an  inquiry  was 
directed  to  the  Attorney  General  as  to  the  legal 
status  of  this  fuel  tax  fee.  The  following  is  quoted 
from  the  answer  to  this  inquiry. 

"This  is  to  reply  to  your  inquiry  of  May  1st, 
regarding  those  gasoline  taxes  dedicated  to  re- 
tirement of  the  debenture  indebtedness  created  by 
Chapter  39,  Laws  of  1945.  Neither  that  Act,  nor 
amendatory  acts,  provide  an  expiration  date  for 
the  basic  license  dealers  tax  upon  gasoline." 

"Further,  there  is  language  contained  therein 
(Section  10)  which  a  court  might  possibly  declare 
terminative  of  the  tax  by  operation  of  the  statute 
itself.  It  is  suggested  that  failure  to  present  cura- 
tive legislation  may  result  in  the  purchase  of  a 
lawsuit  and  a  strong  possibility  of  loss  of  vital 
tax  monies." 

It  appears  that  corrective  legislation  would  be  in 
order. 

Federal  Aid. 

From  time  to  time  Congress  has  enacted  legisla- 
tion and  has  appropriated  funds  for  the  purpose  of 
aiding  the  states  prosecuting  certain  activities  of 
national  interest  and  importance.  Federal  aid  for 
roads  simply  means  that  under  certain  conditions 
and  restrictions  the  Federal  government,  through 
Congressional  appropriations,  will  contribute  toward 
the  cost  of  building  highways  and  bridges  within 
the  several  states. 

Rural  Post  Roads.  Federal  aid  for  highway  im- 
provements became  a  fixed  policy  of  the  Federal 
government  with  the  passage  and  approval  of  the 
Congressional  Act  of  July  11,  1916,  known  as  the 
Federal  Aid  Road  Act.  This  act  carried  an  appro- 
priation of  $75  million  "to  aid  the  states  in  the  con- 
struction of  rural  post  roads  and  for  other  pur- 
poses." The  annual  appropriations  were  apportioned 
to  the  states  on  the  bases  of  area,  population  and 
post-road  mileage. 

Federal-Aid  Primary  System.  On  November  9, 
1921,  the  Federal  Highway  Act  was  passed  carrying 
an  appropriation  of  $75  million.  The  Act  was 
amended  in  1922,  making  provision  for  a  three-year 
program  of  Federal-Aid  carrying  an  additional  ap- 
propriation of  $190  million. 

The  apportionments  to  the  states  under  this  Act 
were  restricted  to  a  system  of  highways  in  each 
state,  which  were  not  to  exceed  seven  percent  of  the 
total  road  mileage  of  the  state. 


The  Emergency  Relief  and  Construction  Act  of 
1932  permitted  this  seven  percent,  or  Federal-Aid 
Primary  System,  to  be  increased  in  one  percent  in- 
crements of  the  total  certified  mileage  when  ninety 
percent  of  the  existing  Federal-Aid  system  had  been 
completed  and  its  maintenance  assured. 

Upon  the  recommendations  of  the  State  Highway 
Commission,  the  U.  S.  Secretary  of  Agriculture  on 
(  )ctober  9,  1922,  approved  approximately  4,366  miles 
for  the  Federal-Aid  Primary  System  within  Mon- 
tana. 

Subsequent  legislation  has  continued  regular  Fed- 
eral-Aid apportionments  for  the  Primary  System 
except  for  a  few  years  in  the  early  "thirties"  and 
during  World  War  II. 

The  1944  Federal-Aid  Highway  Act  extended  the 
use  of  Federal-Aid  funds  and,  along  with  other 
measures,  designated  three  systems  within  the  orig- 
inal Primary  system.  They  were  the  Federal-Aid 
Interstate,  Urban,  and  Primary  systems.  In  1955, 
the  designated  Urban  system,  amounting  to  68  miles 
in  Montana,  was  abolished.  This  mileage  is  still 
eligible  for  Federal-Aid  expenditure  but  as  part  of 
the  Primary  or  Interstate  systems. 

Currently,  the  Federal-Aid  Primary  System  in 
Montana  contains  approximately  5,896  miles.  Actual 
seven  percent  system  mileage  outside  Federal  reser- 
vations is  approximately  4,676  miles,  but  system 
mileage  within  Federal  reservations  is  not  charged 
against  the  allowable  seven  percent. 

Federal-Aid  Interstate.  This  system,  within  the 
Primary  system,  consists  of  41,000  miles  of  roads 
throughout  the  United  States  selected  so  as  to  con- 
nect principal  metropolitan  areas,  coastal  and  border 
points,  and  serve  national  defense.  Prior  to  the  1952 
Highway  Act,  no  funds  had  been  earmarked  or 
authorized  specifically  for  this  network.  An  authori- 
zation of  $25  million  was  included  in  the  1952  Act. 
The  Federal-Aid  Highway-  Act  of  1954  increased 
the  amount  to  $175  million  annually  in  recognition 
of  the  network's  value  as  the  backbone  of  the  na- 
tional transportation  system. 

In  Montana,  the  Interstate  system  is  about  1,246 
miles  in  net  length. 

Federal-Aid  Secondary.  Legislation  creating  the 
Federal-Aid  system  had  the  effect  of  restricting  the 
system  to  primary  highways.  This  caused  the  exclu- 
sion of  many  tributary  roads  carrying  comparatively 
large  traffic.  In  recognition  of  the  need  for  the  im- 
provement of  high  traffic  roads  off  the  Federal-Aid 
System,  the  Hayden-Cartwright  Act,  approved  June 
18,  1934,  provided  funds  for  the  construction  of  sec- 
ondary or  feeder  roads,  including  farm-to-market 
roads,  mail  routes,  and  school  bus  routes. 

The  1944  Federal-Aid  Highway  Act  directed  that 
an  official  Federal-Aid  Secondary  System  be  estab- 
lished of  such  size  as  could  be  improved  within  a 
reasonable  period.  The  size  of  the  ultimate  system 
was  tentatively  established  at  10  percent  of  the  total 
rural  road  mileage  within  the  State,  although  there 
is  no  Federal  restriction  on  the  extent  of  this  sys- 
tem. The  Bureau  of  Public  Roads  approved  2,465 
miles  for  this  system  in  Montana  on  November  9, 
1945.    This  has  now  grown  to  over  4,000  miles. 
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MULLAN     ROAD 


THE    FIRST    "FEDERAL-AID 
ON    MONTANA    ROADS 

Courtesy:     Montana  State  Highway  Commission 


// 


A  typical  Historical  Marker  along  Montana's  Highways 

Reproduced  here  through  courtesy  ol  R.  H.  Fletcher 
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Apportionment  of  Federal-Aid  Funds.  The  present 
method  of  apportioning  Federal-Aid  funds  is  as 
follows : 

Primary  funds  are  apportioned  to  the  State  by  a 
formula  based  equally  on  factors  of  area,  rural  road 
mileages  and  population.  The  normal  matching  ratio 
of  State  and  Federal  funds  is  50-50  but  public  lands 
states  have  a  more  favorable  position.  In  Montana, 
the  matching  ratio  is  56.91  percent  Federal  funds, 
and  43.09  percent  State  funds.  Federal-Aid  funds 
are  apportioned  by  State  law  to  the  twelve  financial 
districts  within  the  State  on  the  basis  of  incom- 
pleted system  mileage  in  each  district. 

The  distribution  formulae  to  the  states  for  the 
Interstate  system  are  basically  the  same  as  the  Pri- 
mary, but  the  matching  ratios  under  the  1954  Act 
were  65.53  percent  Federal,  and  34.47  percent  State 
for  Montana.  Under  the  1956  Act,  the  matching 
ratio  in  Montana  for  the  Interstate  was  changed  to 
91.4  percent  Federal  and  8.6  for  the  State.  It  is 
probable  that  funds  for  this  system  will  eventually 
be  apportioned  to  states  on  the  basis  of  need.  Need 
of  each  state  is  to  be  based  on  the  cost  of  completion 
of  this  system  within  a  thirteen  year  period. 

Secondary  funds  are  apportioned  in  the  same  man- 
ner as  Primary  funds,  except  that  rural  population 
is  substituted  for  total  population  in  the  formula. 
The  matching  ratio  of  State  and  Federal  funds  is 
the  same  as  the  Primary.  State  law  directs  that  the 
total  be  apportioned  to  the  counties  of  the  State  on 
the  basis  of  equal  value  to  land  area,  rural  popula- 
tion, rural  road  mileage,  and  value  of  rural  lands. 

Urban  funds  are  apportioned  to  states  on  the  basis 
of  urban  population  in  urban  areas  of  over  5,000  in- 
habitants. The  matching  ratio  is  the  same  as  the 
Primary  and  Secondary  systems.  This  money  is 
then  apportioned  by  the  State  to  cities  over  5,000 
population  in  proportion  to  urban  population  in 
each  city.  There  are  13  cities  in  Montana  that  are 
included  under  these  provisions. 

Montana's  Share.  Total  Federal-Aid  allotments 
to  Montana  from  1916  through  1955  have  been  ap- 
proximately $144  million. 

Federal-Aid  Primary $  85,111,000 

Federal-Aid  Secondary 30,153,000 

Federal-Aid  Urban 2,673,000 

Federal-Aid  Interstate 1,007,000 

Federal-Aid  Grade  Crossing 

Elimination 2,509,000 

Emergency  Work  Relief 3,863,000 


National  Industrial  Recovery  Act....     11,210,000 

Works  Progress  Administration 6,399,000 

Defense  Highway  Act 707,000 


Total  $143,632,000 

Of  this  amount  the  State  has  received  approxi- 
mately $129,851,000  on  the  basis  of  completed  con- 
struction through  1955.  The  lag  of  $13,781,000  be- 
tween total  allotments  and  reimbursements  repre- 
sents encumbrances  for  construction  projects  under 
way  and  balances  of  funds  not  programmed  or  under 
agreement  for  specific  improvements. 

Current  Legislation.  In  June  of  1956  Congress 
gave  final  approval  to  a  $32.9  billion  Federal-Aid 
Highway  Act.  The  bill  calls  for  a  thirteen-year  pro- 
gram for  the  improvement  of  the  Interstate  System 
and  a  three-year  plan  for  the  improvement  of  the 
Federal-Aid  Primary  and  Secondary  systems.  This 
proposed  highway  construction  program,  along  with 
previous  195.6  and  1957  apportionments,  will  provide 
approximately  $124  million  in  Federal  road  con- 
struction funds  for  Montana  during  the  next  three 
fiscal  years  and  $440  million  by  1969  if  the  intent  of 
Congress  implied  in  the  1956  Act  has  been  correctly 
interpreted. 

Other  Federal  Funds.  In  addition  to  regular  al- 
lotments of  Federal-Aid  funds,  the  State  receives 
revenue  from  other  Federal  sources.  The  State 
Highway  Department,  since  1920,  has  received  18.5 
percent  of  all  U.  S.  oil  royalties  derived  from  leased 
oil  lands  within  the  State.  This  has  amounted  to 
approximately  $4  million  since  that  time.  Currently 
this  source  is  providing  about  two  percent  of  total 
revenue  for  State  administered  highways. 

Direct  Federal  Expenditures.  There  are  certain 
cases  where  the  Federal  Government  spends  directly 
for  construction  of  Forest  highways  and  Forest 
Service  roads.  These  funds  are  not  handled  through 
the  State  Highway  Commission.  In  1955,  the  Fed- 
eral Government  expended  $5,351,000  directly  on 
certain  roads  within  the  State.  This  was  distributed 
to:  $1,728,000  on  Forest  highways;  $2,204,000  on 
Forest  Development  roads;  and  $1,419,000  on  other 
roads  such  as  Indian  Reservations  and  National 
Parks. 

The  Bureau  of  Public  Roads  maintains  completed 
Forest  Highway  projects  for  a  period  of  one  or  two 
years  after  construction.  At  the  end  of  this  period 
the  project  is  released  to  State  or  county  responsi- 
bility in  this  regard.  Forest  Development  roads  are 
often  maintained  by  Federal  forces,  but  where  the 


Table  2-3 
Status  of  Federal  Aid  Funds  and  State  Matching  Funds  in  Montana  June  30,  1956 


Federal  Funds 
Available 


Fiscal  Year  1955 $  9,167,781 

Fiscal  Year  1956 13,531,734 

Fiscal  Year  1957 29,873,963 

Fiscal  Year  19583 37,906,096 


Federal  Funds 
Now  Matched  l 

$  8,066,766 
6,819.817 

740,144 
0 


Balance  of 

Federal  Funds 

Not  Matched 

$  1,101,015 

6,711,917 

29,133,819 

37,906,096 


$ 


State  Funds 

Necessary  to 

Match  Balances 

843,212 

4,607,862 

12,107,722 

12.480,000 


"Actually  let  to  contract. 

"State  funds  in  the  amount  of  $1,300,000  were  available  to  provide  matching  money  June  30,  1956,  although  this  might  be 

considered  as  working  capital  and  not  reasonably  available. 
3These  funds,  while  allocated,  can  not  be  drawn  upon  as  cash  until  July  1,  1957. 
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roads  are  in  general  use,  the  Federal  government 
usually  prefers  to  turn  them  over  to  local  agencies 
for  maintenance. 

State  Highway  Expenditures.  State  revenues  for 
highway  purposes  are  used  in  part  directly  for  col- 
lection and  administration  of  revenues,  for  the  con- 
struction, improvements,  and  maintenance  of  State 
highways,  and  for  debt  service  on  outstanding  State 
highway  obligations. 

Since  1913,  construction  and  maintenance  ex- 
penditures have  accounted  for  87  percent  of  total 
State  highway  disbursements.  Most  of  this  has  been 
expended  on  the  Primary  rural  system  and  the 
Primary  urban  and  for  construction  purposes  on 
the  Secondary. 

Total  expenditures  on  State  administered  high- 
ways during  the  period  1913  through  1955  were  ap- 
proximately $337  million.  In  the  year  1955  they 
were  $25.5  million. 

1913-1955  1955  Only 

•p.      _  Amount     Percent     Amount     Percent 

Purpose                     (ooo)  (ooo) 

1.  Construction  ....$210,009  62       $17,432       68 

2.  Maintenance  ....     83.720  25           4,997       20 

3.  Administrative 

and 

miscellaneous       23,641         7  1,799         7 

4.  Debt  Service  ....     19,598         6  1,310         5 


Total    $336,968     100      $25,538     100 

Statistical  finance  data  for  State  administered 
highways  is  readily  available  since  1937.  Informa- 
tion prior  to  this  time  was  compiled  from  various 
surveys,  histories,  and  early  annual  reports.  The 
last  highway  report  was  prepared  for  the  biennium 
ending  December  1932. 

Along  with  the  complex  methods  required  in 
gathering  early  statistical  data  it  was  a  time  con- 
suming task  gathering  consistent  information  from 
numerous  sources  to  supplement  and  explain  these 
data.  While  compiling  the  data,  it  was  apparent  that 
a  Highway  Department  annual  or  biennial  report 
would  have  simplified  this  problem.  In  this  connec- 
tion it  is  noted  that  periodic  reports  of  highway 
departments  have  been  accepted  methods  of  bring- 
ing the  highway  program  to  the  highway  user  in 
many  states.  Similar  use  in  Montana  would  be  de- 
sirable. 

County  Road  Finance 

Size  of  Present  System.  Of  the  total  72.{>25  miles 
of  highways  within  the  State,  the  local  Rural  S}  stem 
comprises  61,638  miles  and  the  Federal-Aid  Sec- 
ondary, 4,024  miles.  This  mileage  amounts  to  ap- 
proximately 90  percent  of  total  mileage  throughout 
the  State.  The  counties  are  responsible  for  the  main- 
tenance of  all  this  mileage,  except  for  Federal  roads 
in  Forests,  National  Parks,  and  Indian  Reservations 
that  have  not  been  turned  over  to  local  agencies. 
At  present  there  are  about  6,800  miles  of  Federal 
roads  on  the  local  rural  system  and  173  miles  on 
the  Secondary. 

The  local  rural  and  Secondary  rural  consist  of 
-!(',017  miles  of  soil-surfaced,  14, '>(>()  miles  of  gravel- 
surfaced,  and  1,632  miles  of  surface-treated  roads. 
Connecting  links  of  the  Secondary  system  in  cities 


total  53  miles  with  2  miles  soil-surfaced,   14  miles 
gravel-surfaced,  and  37  miles  hard-surfaced. 

Source  of  Receipts.  Public  road  building  and 
maintenance  was  placed  in  the  hands  of  the  coun- 
ties and  county  commissioners  as  early  as  1869. 
County  road  and  bridge  revenues  at  this  time,  and 
up  to  1913,  came  from  two  sources,  the  ad  valorem 
property  tax  and  the  poll  tax. 

Finance  data  is  not  readily  available  for  county 
roads  prior  to  1931.  Since  that  time  total  county 
road  revenues  have  been  approximately  $133  million. 

1931-1955  1955  Only 

S  _,,___  Amount    Percent  Amount  Percent 

ource  (000)  (000) 

Property  Taxes  $  81,794  61.3  $5,606     60.7 

Highway  User  Taxes...  42,859  32.2  3.261     35.4 

Misc.  &  Unclassified  ....  3,862  2.9  155       1.7 

borrowings   - 2,965  2.2        

Federal   Funds 1.888  1.4  209       2.2 

Total    $133,368  100.0    $9,231   100.0 

Property  Tax  and  Poll  Tax.  The  special  road  tax, 
or  poll  tax,  was  $3,  or  one  day's  labor  in  lieu  of  the 
fee.  The  option  to  work  remained  in  effect  until 
1913,  and  in  1939  the  tax  was  declared  void.  While 
this  tax  was  in  effect,  it  produced  approximately 
$75,000  a  year. 

In  general,  funds  for  financing  county  and  State 
roads  until  1922  had  been  derived  from  county  tax 
levies.  The  road  levy  on  property  then,  as  today, 
was  not  assessed  against  property  within  cities.  The 
county  bridge  levy  applies  to  all  taxable  property 
within  the  county. 

Currently,  the  road  levy  is  set  at  a  ten  mill  maxi- 
mum. A  three  mill  maximum  is  provided  for  bridges 
with  increase  to  five  mills  permitted  in  certain 
counties. 

In  1955,  the  county  road  levy  produced  approxi- 
mately $3.7  million,  and  the  bridge  levy  $1.6  million 
for  a  total  of  $5.3  million.  This  was  61  percent  of 
total  county  road  and  bridge  revenue. 

Registration  Fees.  From  1917  to  1921  the  counties 
were  apportioned  25  per  cent  and  from  1  c>_?  1  to  1923, 
50  percent  of  all  motor  vehicle  registration  fees. 
Since  1923  they  have  received  100  percent  of  the 
regular  registration  fees,  with  minor  exceptions  in 
two   counties. 

Since  1933,  Silver  Bow  County  has  transferred 
a  portion  of  its  registration  revenue  to  the  city  of 
Butte  equal  to  50  percent  of  the  total  fees  paid  1>\ 
the  people  within  this  city.  Walkerville.  another 
incorporated  city  within  the  same  county,  came 
tinder  a  similar  provision  in  1945.  Anaconda,  in 
Deer  Lodge  County  has  received  25  percent  of  the 
registration  revenues  since  1945  with  the  same  lim- 
itations mentioned  above. 

In  1955,  registration  fees  amounted  to  approxi- 
mately $3  million,  or  34  percent  of  total  county  road 
revenue. 

Since  1950,  the  counties  have  retained  5  percent 
of  the  use  fees  in  effect  from  1950  to  \^52.  and  the 
(iro>s  Vehicle  Weight  fees  which  are  in  effect  today. 
(  >ver  this  six-year  period,  the  counties  have  received 
approximately  $580,000  from  this  source. 
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THE  MULL  AN    ROAD 


THE    RESULTS     OF    FEDERAL    AID 
THE    MULLAN    ROAD    IN     USE 


There  are  over  14,000  miles  of  road  in  use  in  Montana  today  on  which  some 
type  of  direct  or  indirect  Federal-Aid  money  has  been  spent.  This  includes 
practically  all  of  the  State  Primary,  2,500  miles  of  Secondary,  and  over  6,000 
miles  of  Forest  Development  Roads. 


Courtesy:      Montana   State   Highway  Commission 
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Federal  and  State-Aid  to  County  Secondary 
Roads.  Since  the  Federal-Aid  Secondary  System 
was  officially  designated  in  1944,  total  Federal  ap- 
portionments and  State  matching  funds  have  con- 
tributed approximately  $39  million  to  this  system. 
Of  this  the  Federal  apportionments  amounted  to  ap- 
proximately $22  million  and  the  State's  share  ap- 
proximately $17  million.  The  counties  do  not  re- 
ceive this  money  directly,  but  it  is  certainly  no  less 
a  direct  aid  to  these  units.  These  are  legally  county 
roads.  Only  construction  funds  come  from  State 
and  Federal  levels.  Maintenance  and  administration 
funds  come  from  the  local  level,  exclusively. 

The  counties  have  received  approximately  $2  mil- 
lion in  direct  Federal  funds  since  1931.  These  ap- 
portionments are  from  Forest  Reserve  appropria- 
tions, and  other  miscellaneous  items.  In  1955,  these 
appropriations  provided  $209,000,  or  2  percent  of 
total  county  road   revenue. 

Borrowing  for  County  Roads:  Since  complete 
finance  data  is  not  available  for  county  roads  prior 
to  1931,  it  is  impossible  to  determine  the  total 
amount  of  county  road  and  bridge  bond  issues  prior 
to  that  time.  We  do  know  that  in  the  Fall  of  1919 
the  people  approved  highway  bonds  of  $6.5  million. 

Since  1931  the  counties  have  issued  approximately 
$3  million  in  road  and  bridge  debentures. 

The  counties  are  permitted  to  issue  bonds  for  all 
purposes  up  to  5  percent  of  assessed  valuation  of 
total  county  property.  The  amount  currently  per- 
mitted under  this  limitation  is  about  $101  million. 
The  total  debt  outstanding  is  approximately  $6 
million  which  leaves  $95  million  permissible  addi- 
tion to  the  debt. 

At  the  end  of  1955,  four  counties  accounted  for 
all  the  road  and  bridge  bonds  outstanding.  This  was 
a  total  of  only  $236,000  or  4  percent  of  total  county 
debt  for  all  purposes. 

County  Road  Expenditures.  For  the  four-year 
period  of  1916  through  1919  the  average  expenditure 
by  all  counties  in  the  State  for  road  and  bridge  con- 
struction and  maintenance  was  $3,790,000  per  year. 
That  was  equivalent  to  less  than  $57  for  each  mile 
of  public  highway. 

County  expenditures  for  road  construction  during 
the  years  1920  to  1926  were  relatively  large.  This 
was  the  period  when  financial  responsibility  for  road 
construction  rested  almost  entirely  upon  the 
counties. 

As  the  county  road  system  expanded  and  the 
State  began  to  assume  greater  responsibility  for  con- 
struction purposes  county  construction  expenditures 
began  to  decrease  and  maintenance  expenditures  to 
increase.  Since  1931,  maintenance  expenditures  have 
been  the  major  purpose  of  expenditures  from  county 
road  funds.  Maintenance  expenditures  have  in- 
creased steadily,  both  in  absolute  terms  and  as  a 
ratio  of  total  expenditures. 

Debt  service  payments  reached  $1,864,000  in  1937 
but  had  decreased'  to  $53,000  in  1955.  The  ratio  of 
debt  service  expenditures  to  total  expenditures  was 
32.0  percent  in  1 ( '37.  The  ratio  had  decreased  to 
0.6  percent  in  1955. 


During  the  period  1931  through  1955,  the  county 
governments  of  Montana  expended  $132  million  for 
road  purposes.  In  1955,  expenditures  were  $9  mil- 
lion. The  shift  in  emphasis  of  expenditures  is  sub- 
stantial. 

1931-1955  1955  Only 

Amount        Percent     Amount  Percent 
(000)  (000) 

Construction   $  12,817  9.7  $    947  10.3 

Maintenance    98,863  74.5  7,653  83.5 

Administration  and 

Miscellaneous  6.408  4.8  449  4.9 

Transfers  to  Cities....  1,297  1.0  61  0.7 

Debt  Service 13,329  10.0  53  0.6 

Total  $132,714     100.0    $9,163     100.0 

Variations  Between  Counties.  Total  local  ex- 
penditures for  road  purposes  in  the  counties  ranged 
from  $794,000  in  Cascade  to  $29,000  in  Petroleum 
County  in  1055.  State-Aid  in  the  form  of  Highway 
Department  expenditures  on  Federal-Aid  Secondary 
routes  in  various  counties  must  be  added  to  these 
figures  to  get  total  expenditures  on  county  roads. 

The  great  variation  in  expenditures  in  the  differ- 
ent counties  reflects  a  number  of  factors.  Among 
the  more  important  ones  are  variations  in  popula- 
tion, road  mileage,  traffic,  standards,  condition  of 
existing  roads,  revenues  available,  and  efficiency  of 
road   administration. 

Expenditures  Per  Mile  of  Road.  Data  showing 
county  expenditures  per  mile  of  county  road  are 
inetresting.  For  instance,  Cascade  County  expended 
$794,000  in  1055,  almost  twice  as  much  as  the  next 
highest  county  which  was  Silver  Bow  with  $400,000. 
But  in  expenditures  per  mile,  Silver  Bow  with  $1,169 
was  almost  twice  as  high  as  Cascade  with  $597. 

Deer  Lodge  was  the  only  other  county  with  ex- 
penditures over  $500  per  mile;  Gallatin,  Missoula, 
Park  and  Yellowstone  expended  between  $200  and 
$275  per  mile.  The  forty-eight  other  counties  ex- 
pended less  than  $200  per  mile.  Seventeen  counties 
expended  under  $100  per  mile  and  three  counties 
under  $50  per  mile.  Petroleum  County  was  the 
lowest  with  $40  per  mile.  Expenditures  per  mile  for 
all  counties  in  1955  averaged  $140.  Detail  is  included 
in  Appendix  "A." 

City  Street  Finance 

Size  and  Surface  Types.  In  1955,  total  city  street 
mileage  in  Montana  was  1,565  miles.  A  total  of  222 
miles  (14.2  percent)  of  city  streets  are  urban  exten- 
sions of  State  and  county  roads.  The  remaining 
1,343  miles  of  residential  streets  can  be  further 
classified  as  ^^^T  miles  soil-surfaced;  474  miles 
gravel-surfaced;  and  ?>2  miles  surface-  treated. 

Of  the  123  incorporated  cities  within  Montana, 
only  13  are  over  5,000  in  population,  and  there  are 
680  miles  of  streets  within  these  cities. 

Source  of  Receipts.  City  and  town  councils  in 
Montana  have  authority  to  levy  taxes  for  streets 
and  alleys  within  a  10-mill  limitation  on  property 
within  incorporated  limits. 

When  a  district  is  created  for  the  purpose  of  mak- 
ing special  improvements  of  any  kind,  city  or  town 
councils  must   assess  costs  against   property  within 
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the  district.  Payments  for  improvements  may  be 
spread  over  a  term  not  exceeding  20  years,  install- 
ments being  payable  annually. 

Complete  records  showing  city  street  receipts  in 
Montana  are  available  only  for  the  years  1937 
through  1955.  Total  annual  receipts  increased  from 
$822,000  in  1937  to  $3,985,000  in  1955.  Along  with 
this  steady  increase  in  revenue  there  has  also  been 
a  significant  shift  in  the  relative  importance  of  the 
various  sources  of  receipts.  Ad  valorem  levies  and 
special  assessments  as  a  source  of  street  funds  have 
been  steadily  increasing  since  1946.  The  increase  in 
special  assessments  is  reflected  in  an  increase  in  bor- 
rowing through  the  issue  of  special  assessment  cer- 
tificates. This  has  accounted  for  a  significant  por- 
tion of  the  increase  in  city  borrowing  from  1947 
through  1955. 

During  this  eighteen-year  period,  the  cities  of 
the  State  received  $34,677,000  for  streets.  During 
1955,  only,  these  receipts  amounted  to  $3,985,000. 

1937-1955  1955  Only 

Amount    Percent  Amount  Percent 
(000)  (000) 

Propertv  Taxes  and 

Special  Assessments  ..$25,783  74.4  $2,530  63  5 

Borrowings   5,555  16.0  784  19.7 

Appropriation  from 

General  Fund  1,034  3.0  447  11.2 

Misc.   &   Unclassified 1,264  3.6  149  3.7 

Highway  User  Taxes  ....  957  2.8  55  1.4 

Federal' Funds   84  0.2  20  0.5 

TOTAL    $34,677  100.0     $3,985  100.0 

Although  road-user  taxes  accounted  for  2.8  per- 
cent of  total  revenue  for  all  cities,  these  revenues 
were  secured  by  the  cities  of  Butte,  Walkerville,  and 
Anaconda  only. 

Allied  City  Street  Receipts.  In  addition  to  regular 
street  revenues,  the  cities  also  collect  taxes  for  allied 
city  street  facilities,  such  as  street  lighting,  side- 
walks, storm  sewers,  and  parking  facilities.  Such 
receipts  during  1955  totalled  $1,608,000.  Of  this 
amount  $746,000  (46.4  percent)  came  from  parking 
facility  revenue;  $611,000  (38  percent)  from  gen- 
eral property  and  special  assessment  levies ;  $151,000 
(9.4  percent)  from  transfers  from  general  funds  ;  and 
$100,000  (6.2  percent)  from  bond  issues.  Historical 
data  on  these  functions  are  not  readily  available. 

Expenditures  on  City  Streets.  Total  expendi- 
tures during  the  period  1937-1955  amounted  to 
$34,619,000;  annual  expenditures  increased  from 
$886,000  in  1937  to  $4,043,000  in  1955. 

1937-1955  1955  Only 

Amount       Percent    Amount  Percent 
(000)  (000) 

Construction   $  8,536  24.7  $1,007  24.9 

Maintenance   19,057  55.0  2,184  54.0 

Administration  and 

Miscellaneous   520  1.5  37  1.0 

Debt  Service  6,027  17.4  754  18.6 

Non-Highway 

Purposes    478  1.4  61  1.5 

Total    ......$34,618     100.0     $4,043     100.0 


In  addition  to  the  total  amount  expended  by  cities, 

the    State,    with    matching    Federal-Aid    funds,    has 

'expended  $3,560,000  since  1950  for  construction  and 

maintenance    on     urban    extensions    on    the    State 

system. 

Allied  Street  Expenditures.  Allied  street  expendi- 
tures for  all  incorporated  cities  in  1955  amounted  to 
$1,711,000.  This  amount  was  distributed  to:  parking 
facilities,  $826,000  (48.3  percent)  ;  street  lighting, 
$699,000  (40.8  percent);  sidewalks,  $138,000  (8.1 
percent)  ;  and  storm  sewers,  $48,000  (2.8  percent). 

Bond  Issues  for  Street  Purposes.  The  city  or 
town  councils  in  Montana  may  contract  an  indebted- 
ness by  borrowing  money  or  issuing  bonds  within 
the  constitutional  limit  of  5  percent  of  taxable  prop- 
erty valuation,  upon  favorable  vote  of  the  taxpayers. 
The  amount  permitted  under  this  limitation  is  ap- 
proximately $29  million.  Cities  now  have  outstand- 
ing debts  of  about  $6  million,  which  leaves  a  ^>23 
million  permissible  addition  to  the  debt. 

The  majority  of  Montana  cities  have  no  general 
city  street  debt.  At  the  end  of  the  1955  fiscal  year, 
$201,000  in  general  city  street  obligations  were  out- 
standing. Great  Falls  had  $121,000  and  the  remain- 
ing $80,000  were  distributed,  $59,000  in  cities  with  a 
population  0  to  1,000;  and  $21,000  in  cities  with  a 
population  2,501  to  5,000. 

Outstanding  special  improvement  district  obli- 
gations for  citv  streets  at  the  end  of  1955  totalled 
$3,668,000. 


Population  Group 


Amount 
Outstanding 


0  to     1,000 

1,001   to     2,500 

2,501  to     5,000 

5,001   to  10.000 

10,001   to  25,000 

Billings 

Butte 

Great  Falls 


$ 


51,000 

79,000 

1,038,000 

978,000 

892,000 

434,000 

55,000 

141,000 


In  addition  to  these  city  street  obligations,  Mon- 
tana's cities  have  allied  city  street  obligations  for 
street  lighting,  sidewalks,  and  similar  items.  At  the 
end  of  the  1955  fiscal  year  these  outstanding  special 
improvement  and  general  obligations  amounted  to 
$743,000,  as  follows: 

Amount  Outstanding 


Population  Group 

Special 
Improvement 

General 
Obligation 

0  to     1,000 

$  27.000 

1,001  to     2,500 

66,000 

2,501  to     5.000 

38,000 

$38,000 

5,001  to  10,000 

107,000 

10,001  to  25,000 

50,000 

Billings 

353,000 

Butte 

11.000 

Great  Falls 

53,000 

15  — 


Glacier    National     Park 
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NEEDS    GOOD    HIGHWAYS 


The  scenic  wonders  that  attract  tourists  from  all  over  the  Nation. 
Montana's  Third  Largest  Industry. 
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Chapter  3 
HIGHWAY  NEEDS  vs.  HIGHWAY  REVENUES 


The  people  of  Montana  have  accepted  what  is 
generally  considered  a  high  tax  structure  for  the  im- 
provement of  their  highways.  Actually,  when  this 
tax  structure  is  evaluated  alongside  of  other  costs 
of  operation  of  a  vehicle,  it  does  not  appear  so  large. 
As  an  example,  one  might  take  an  ordinary  pas- 
senger car  about  one  or  two  years  old.  If  this  car 
travels  9,000  miles  a  year  and  gets  15  miles  to  the 
gallon  of  fuel  it  has  annual  costs  totaling  about  $960. 

Depreciation $400 

Insurance  100 

Interest  on  investment  @  4% 100 

Personal  Property  Tax 40 

Gasoline— 700  gals.  @  $0.35 168 

(Less  State  Tax) 

Oil,  tires,  parking,   Misc 100 

Registration  Fee 10 

State  Gas  Tax 42 

Total  $960 

Of  the  $960,  only  $52  represents  State  user  taxes 
under  current  schedules.  This  is  only  5.4  percent  of 
the  total  cost  of  operating  the  vehicle.  This  is  a  very 
modest  percentage  for  the  smooth  highway  these 
dollars  could  assure.  If  a  few  more  dollars  or  per- 
centage points  are  necessary  to  put  the  highway 
plant  in  proper  shape  to  serve  the  greater  invest- 
ment in  vehicles,  it  would  only  be  prudent  to  pro- 
vide those  dollars.  And  so  we  lead  into  the  dis- 
cussion of  Highway  needs,  what  we  should  have  in 
the  form  of  roads  and  streets  versus  highway  reve- 
nues ;  what  we  are  providing  and  what  we  should. 


At  the  close  of  the  engineering  phases  of  this 
study,  when  all  costs  had  been  totaled  and  evaluated 
alongside  of  revenues  and  travel  it  appeared  that 
costs  of  providing  highways  would  amount  to  about 
2.1  cents  per  vehicle  mile  of  travel  over  the  next 
twenty  years.  Persons  experienced  in  this  type  work 
were  exceedingly  surprised  at  such  a  high  per  vehicle 
mile  figure.  But  this  was  before  it  was  realized  that 
a  large  segment  of  this  cost  will  be  borne  by  the 
Federal  Government  throuh  Federal-Aid  allotments, 
Forest  Highway  funds,  and  other  lesser  aids.  This 
makes  the  matching  dollars  possible  at  the  same 
time  that  additional  local  revenues  are  provided  for 
those  roads  and  streets  not  eligible  for  Federal 
support. 

Highway  funds  in  Montana  have  been  in  a  rela- 
tively constant  rise  since  the  arrival  of  the  first 
motor  vehicle.  Even  without  change  in  the  current 
tax  structures  they  will  probably  continue  to  rise 
in  future  years  due  to  increase  motor  vehicle  usage, 
increases  in  general  economic  activity,  area  develop- 
ment, population  increases,  long  term  inflationary 
trends  and  other  factors. 

In  the  report  of  the  engineering  needs  of  the 
State,  average  annual  and  total  program  costs  have 
been  calculated  for  10,  13,  15,  and  20  year  catch-up 
periods.  The  "catch-up"  period  refers  to  the  time 
necessary  to  overcome  the  existing  backlog  of  de- 
ficiencies. These  are  the  figures  used  in  the  calcula- 
tions of  this  financial  study.  They  are  based  on 
sound  engineering  appraisal  of  costs,  assuming  fore- 
casts of  future  traffic  demands  have  been  reason- 
ably correct.  They  are  also  based  on  an  assumption 
of  constant  costs — no  inflationary  price  trends — in 
the  future.  Traffic  forecasts  for  past  purposes  have, 
with  little  variance,  always  been  on  the  low  side. 
Also,  inflationary  trends  of  the  past  lead  to  a  con- 


Table  3-1 
Highway  Revenue  Trends  in  Montana 

1937         1946         1950         1955  1960 

(000)        (000)        (000)        (000)  (000) 

Total    $15,535      $17,201       $33,404       $46,775  $72,644 

Other  971           2,027             823            1.619  1,638 

Property   Tax    3,013           4,558          6,648           8.135  10.817 

Federal-Aid 5,397           2,992         10,658          13,971  34,015 

Highway   User    6,154           7,624         15,275          23,050  26,174 


1965 
(000) 

1970 
(000) 

1975 
(000) 

$78,529 

$68,941 

$74,828 

1,893 

2.148 

2,404 

12.528 

14,247 

15,957 

34,015 

18,530 

18,530 

30,093 

34,016 

37,937 
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elusion  that  constant  costs  just  don't  happen  his- 
torically and  higher  costs,  or  less  value  per  dollar, 
might  be  expected  in  the  future.  It  would  seem 
that  the  possibility  of  inflationary  trends  in  future 
highway  costs  has  been  increased  by  the  impact  of 
the  large  Federal-Aid  program  in  all  states  which 
is  now  a  reality. 

Regardless  of  these  features,  it  becomes  necessary 
to   accept  the  costs   developed    in   the   engineering 

analysis  as  valid,  at  the  same  time  realizing  the  con- 
servative nature  of  the  estimates. 

The  estimate  of  total  revenue  needed  to  accom- 
plish the  programs  outlined  in  the  engineering 
analysis  is  large  but  it  must  be  recognized  that  the 
number  of  years  for  accomplishment  is  also  consider- 
able, and  the  life  of  the  investment  dollars  is  even 
longer.  The  twenty  year  costs  over  the  several  ac- 
celerated periods  studied  are : 


Total  Program 

Estimated  Funds  Total  Revenue 
Available;;  Shortage 


Catch-up 
Period 

Cost  for  20 
yearsl 

10  Years 
13  Years 
20  Years 

(000) 

$1,580,444 
1,580.389 
1,580.274 

(000)  (000) 

$1,528,659  $51,785 
1,528.659  51,730 
1.528.659         51,615 


'Includes  construction,  maintenance,  administration.  In  all 
cases  the  Interstate  System  is  included  at  1.3  years,  the 
expressed   intent   of   Congress. 

!See  Appendix  tables  for  details  of  forecast 


One  cannot  help  being  impressed  by  the  fact  that 
regardless  of  the  length  of  the  catch-up  period,  the 
total  outlay  over  the  20-year  period  remains  about 
the  same — about  one  and  a  half  billion  dollars.  If 
this  fact  is  coupled  with  obvious  benefits  from  high- 
way improvements,  it  becomes  a  graphic  illustration 
of  the  adage  that  good  roads  don't  cost,  they  pay. 
Estimated  revenues  are  the  same  regardless  of  the 
catch-up  period  but  it  is  probable  the  shorter  period 
would  induce  more  traffic  and  consequently  more 
revenue.  Based  on  these  figures,  it  appears  that 
there  will  be  a  total  shortage  on  Montana  of  meet- 
ing all  program  costs  in  the  next  20  years  of  about 
$52  million.  This  is  regardless  of  the  acceleration 
period  and  represents  a  revenue  shortage  of  about 
$2.6  million  per  year.  A  closer  analysis  will  show 
that  while  this  is  the  total  shortage  the  situation  on 
a  year-to-year  basis  varies.  As  an  example,  the  addi- 
tional revenue  requirements  each  year  for  the  first 
10  years  of  the  20-year  catch-up  program  would  be 
substantially  above  the  $2.6  million,  while  in  the  last 
10  years,  annual  revenues  would.be  greater  than  an- 
nual expenditure  requirements.  This  calls  for  a  de- 
tailed analysis  of  credit  financing,  a  subject  covered 
in  Chapter  4. 

Also,  while  the  $2.6  million  shortage  is  the  average 
annual  figure  for  all  units,  county,  city  and  State, 
it  does  not  fully  reflect  the  critical  situation  at  each 
level.  This  can  be  shown  better  by  a  more  detailed 
look  at  a  particular  catch-up  period. 


Table  3-2 

Total  Needed  Expenditure  and  Revenue  for  20 — Years 
To  Implement  13 — Year  Catch-up  Period 

First  13  years  Next  7  Years 

Unit                                                                                                                                   (000)  (000) 

State1 

Program  Costs  $    755,07^  $127,015 

Available  Revenue  670,682  289,218 

Revenue  Needed  .                $      84,397  *$162,203 

County1 

Program  Costs  $    434, 226  $155,155 

Available  Revenue  295.714  179,910 

Revenue  Needed  $    138,512  *$  24.7^? 

City 

Program  Costs  $      75,^7  $33,397 

Available    Revenue    54,965  38.170 

Revenue  Needed $      20,552  S     4.773 

Total 

Program  Costs $1,264,822  $315,567 

Available    Revenue    1,021,361  507,298 

Revenue  Needed $    243,461  *$191,731 

*Surplus 

'Federal-Aid   Secondary   funds  and  matching  revenue  included   under  counties.     Forest    Highway   funds  are 
revenues.      State    Highways   through   cities   are   included   under  State. 


Total  20  Years 
(000) 

$  882,094 
959.900 

*$  77,806 

$  589,381 
475,624 

$  113,757 

$    108AH4 
93,135 

$     15,779 

$1,580,389 
1,528,659 

S      51.730 


under   State 
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As  a  means  of  illustration,  the  13-year  catch-up 
period  has  been  used.  It  would  seem  that  a  lesser 
period,  say  10  years,  as  found  feasible  engineering- 
wise,  might  be  better  but  the  13-year  catch-up  period 
adopted  by  Congress  has  set  the  tempo.  If  13  years 
is  to  be  the  catch-up  time  for  the  most  important 
traffic  arteries  it  would  normally  be  difficult  to 
justify  a  shorter  period  for  routes  of  relatively  lesser 
importance. 

One  additional  feature  is  not  shown  directly  in 
these  figures.  If  we  examine  the  data  further,  we 
find  that  one  county  may  have  a  surplus  of  funds 
over  the  total  20-year  period  while  others  may  have 
a  deficiency  much  greater  percentage-wise  than  indi- 
cated here.  The  same  variations  can  exist  among 
cities.  It  is  for  this  reason  that  frequent  mention 
is  made  that  Statewide  revenue  should  be  allocated 
on  a  needs  basis.  This  is  an  easy  step  for  Montana 
since  its  financial  district  law  has  operated  on  at 
least  a  theoretical  needs  basis  for  many  years.  One 
feature  not  specifically  mentioned  would  be  a  pre- 
supposition that  all  counties  and  cities  would  levy 
property  taxes  to  the  maximum  permissible  for 
roads  and  streets  since  that  assumption  has  been 
made  in  estimating  total  revenues  available.  Indeed 
there  are  but  few  units  that  do  not  now  levy  to  the 
fullest  extent  permitted  by  law. 

Referring  to  table  3-2  the  surplus  of  funds  in  the 
last  7  years  for  all  units  and  actually  for  the  full 
20-year  period  under  the  State  category  is  perhaps 
the     most    spectacular    observation.    The     revenue 


items  included  in  the  table  are  all  current  sources 
and  rates  merely  expanded  on  a  conservative  basis 
to  future  years.  A  portion  of  this  indicated  surplus 
could  easily  be  shifted  to  the  local  problem  by  allo- 
cation to  the  cities  and  counties  of  a  specific  amount 
to  be  apportioned  on  the  basis  of  need.  This  revenue 
along  with  Federal-Aid  and  matching  funds  could 
be  administered  through  a  special  State-Aid  division 
of  the  State  Highway  Department  with  certain  pre- 
qualification  requirements  regarding  administrative 
and  technical  arrangements. 

The  revenue  shortage  as  noted  is  about  $52  mil- 
lion, the  same  $2.6  million  annually,  mentioned  pre- 
viously. This  leaves  a  total  problem  over  the  twenty 
years  of  providing  about  this  amount  additionally 
each  year  and  arranging  to  have  the  funds  and  sur- 
pluses allocated  to  those  units  of  government  where 
the  need  exists. 

The  alternative  to  a  user  tax  increase  of  substan- 
tial proportions  in  catch-up  years  would  be  some 
type  of  credit  financing  for  the  relatively  long  in- 
vestment life  improvements  that  will  be  built  on  the 
Interstate,  Primary  and  higher  type  secondary  roads 
with  a  pay-as-you-go  process  for  lower  type  roads 
and  streets  with  short  investment  life.  The  possible 
alternates  along  this  line  are  covered  in  the  follow- 
ing Chapter. 

Actually  the  big  problem  is  not  this  additional 
revenue  but  rather  how  to  get  it  back  to  the  unit 
and  roadway  where  the  need  exists.  This  will  be 
covered  in  more  detail  in  Chapter  7. 


19- 


—  20 


THE    HIGHWAY     IS    PAID    FOR— 
ARE    THE    VEHICLES? 

Which     Wears    Out    The     Faster 
Vehicle    Or     Highway? 
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Chapter  4 
HIGHWAYS  ON  THE  INSTALLMENT  PLAN 


In  the  preceding  chapter  it  was  noted  that  cur- 
rent revenue  sources  will  provide  a  surplus  of  reve- 
nue over  the  next  twenty  years  as  far  as  the  State 
Primary  program  is  concerned.  However,  a  marked 
deficiency  in  revenue  for  the  Secondary  and  local 
systems  was  observed.  It  was  also  noted  that  reve- 
nues in  the  early  part  of  the  period  would  be  inade- 
quate to  provide  a  reasonabl  catch-up  construction 
program — say,  13  years — for  the  major  systems  even 
though  a  State  surplus  did  result  over  the  total 
period. 

Pay-as-You-Go  vs.  Pay-as-You-Use. 

Being  able  to  point  to  a  large  construction  back- 
log is  not  an  uncommon  situation  in  the  highway 
and  street  picture  of  any  state  today.  It  is  a  result 
of  inadequate  expenditures  for  highways  in  past 
years  to  even  keep  abreast  of  the  current  needs. 
These  needs  have  now  accumulated  into  a  backlog 
that  can  hardly  be  taken  care  of  in  any  reasonable 
period  on  a  pay-as-you-go  basis  unless  user  fees  are 
increased  to  prohibitive  levels.  If  fees  are  not  to  be 
raised  to  excessive  levels  there  remain  only  two 
clear-cut  alternatives — one,  to  increase  fees  mod- 
erately and  make-do  with  existing  facilities  until 
the  backlog  of  needs  can  be  gradually  worn  away 
and  the  other,  to  borrow  the  money  for  the  facilities 


and  pay  for  them  as  they  are  used.  The  first  pro- 
cedure has  the  appearance  of  avoiding  direct  interest 
payments  but  this  is  rather  imaginary.  Interest  costs 
are  never  really  avoided  by  a  pay-as-you-go  pro- 
cedure since  current  users  are  required  to  pay  more 
in  taxes  and  are  thus  deprived  of  funds  that  have 
value  to  them.  It  should  be  remembered  that  in 
economic  terms,  interest  is  a  cost  associated  with 
any  capital  investment  whether  it  is  or  is  not  actu- 
ally paid  to  lenders. 

The  second  procedure,  borrowing,  which  we 
might  term  pay-as-you-use,  has  the  advantage  of 
providing  safe  and  adequate  facilities  at  the  earliest 
possible  date.  These  facilities  will  save  the  users  in 
operating  costs  of  their  vehicles,  in  reduced  accident 
costs,  in  travel  time  and  numerous  other  ways.  In 
addition,  it  is  likely  that  the  better  facilities  will 
induce  additional  traffic  which  could  permit  accel- 
erated reduction  of  the  debt  incurred. 

Certainly,  the  method  of  stretching  the  costs  of 
highways  over  many  years  has  a  less  shocking  effect 
on  the  pocketbook  nerve  of  the  highway  users.  This 
procedure  of  stretching  costs  over  the  years  is  one  of 
the  factors  permiting  the  citizen  of  this  country  to 
enjoy  the  use  of  homes,  furnishings,  electrical  appli- 
ances, television  sets  and  other  necessities  and  lux- 
uries that  would  gather  dust  in  the  warehouse  if  a 
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cash  economy,  or  pay-as-you-go  concept  were  fol- 
lowed in  acquiring  these  conveniences.  It  is  esti- 
mated that  65  to  70  percent  of  the  automobiles  of 
the  country,  new  and  used,  are  paid  for  on  some 
type  of  credit  terms.  It  is  reported  further  that  new 
credit  in  the  amount  of  over  $12  billion  each  year  is 
extended  on  the  rolling  stock  on  our  highways  and 
the  amount  outstanding  at  any  one  time  is  in  excess 
of  $15  billion.  This  is  over  half  of  all  installment 
credit  outstanding  for  all  purposes.  This  credit  is 
extended  on  a  product  that  has  relatively  short  life 
so  far  as  collateral  is  concerned  while  we  attempt  to 
place  our  really  long-term  investment  in  highways 
into  a  pay-as-you-go  situation.  This  is  upside  down 
so  far  as  economic  theory  is  concerned. 

Financial  Planning 

The  long-term  investment  life  of  highways  may 
be  considered  as  susceptible  to  credit  financing. 
This  is  particularly  true  of  the  high  type  highway 
but  is  also  true  for  some  aspects  of  even  the  lowest 
type  road.  Right-of-way  for  example,  has  a  prac- 
tically perpetual  investment  life.  Grading  of  any 
highway,  while  it  remains  in  the  same  traffic  carry- 
ing category,  has  a  long  life  span.  Structures  of  steel 
and  concrete  can  be  assigned  long  life  expectancies 
and  high  type  pavements  can  be  expected  to  remain 
in  service  in  excess  of  thirty  years  if  they  are  prop- 
erly designed  and  do  not  become  functionally 
obsolete. 

The  problem  of  designing  a  financial  plan  for 
highways  is  just  as  important  as  that  of  determin- 
ing the  physical  needs  and  estimating  the  direct 
costs.  In  designing  a  financial  plan,  there  are  sev- 
eral features  that  must  be  weighed.  First,  the  plan 
should  provide  for  an  accelerated  improvement  pro- 
gram that  will  afford  the  desired  adequacy  in  a 
stated  number  of  years.  The  highway  needs  reported 
in  the  engineering  study  have  been  compiled  on  the 
basis  of  urgency.  The  term,  "urgency"  implies 
the  need  for  prompt  attention  and  since  a  20-year 
period  is  usually  considered  as  a  generation,  it  is 
not  likely  that  such  a  long  period  could  be  used 
in  fitting  a  program  classified  as  urgent.  In  think- 
ing of  such  plans  a  term  of  5  to  15  years  is  fre- 
quently fixed  upon  and  for  analysis  in  Montana,  it 
is  believed  a  13-year  catch-up  program  period  might 
be  feasible  for  the  major  systems.  A  second  feature 
of  a  financial  plan  is  that  it  should  provide  for 
administration,  maintenance  and  other  normal  obli- 
gations which  will  accure  through  the  years.  Third, 
the  plan  should  provide  for  meeting  all  interest  and 
principal  charges  on  any  debt  incurred  in  financing 
the  accelerated  program,  and  fourth,  the  plan  should 
provide  such  revenues,  in  addition  to  other  com- 
mitments, as  are  necessary  to  meet  the  gradually 
increasing   needs   for  replacement    and    expansion. 

In  analyzing  problems  of  this  nature  in  other 
stall's,  a  procedure  has  been  adopted  known  as  the 
"cut  and  fill  concept."  This  concept  assumes  that 
only  minimum  rise-  in  tax  rates  is  necessary  since 
the  capital  investments  are  spread  over  a  great 
many  years.  Certainly  without  this  concept,  it 
would  be  necessary  to  have  a  large  tax  increase 
in    the    earlv    years    of    an    accelerated    program    to 


defray  the  immediate  costs  and  then  a  sharp  tax 
reduction  in  the  years  following  the  accelerated 
period. 

Long  Range  Projections 

As  a  method  of  positioning  the  really  long-term 
aspects  of  highway  construction  in  Montana,  the 
point  of  departure  is  provided  by  the  annual  pro- 
ram  costs  developed  for  the  next  twenty-year  period. 
These  figures  are  developed  for  various  catch-up 
periods  in  the  engineering  analysis  and  presented 
in  the  publication  entitled,  "Moving  Ahead  on  Mon- 
tana Highways." 

Techniques  for  projecting  life  expectancies  of 
highway  facilities  have  been  developed  to  rather 
tine  points  by  specialists  in  the  Bureau  of  Public 
Roads.  Since  annual  program  costs  were  developed 
in  the  engineering  analysis  for  only  a  twenty  year 
span,  the  assistance  of  the  Bureau  of  Public  Roads 
was  called  upon  in  the  extension  of  the  20-year 
figures  into  a  third  and  fourth  decade.  Unfortu- 
nately, it  was  not  possible  in  the  time  available  to 
undertake  a  thorough-going  investment  analysis 
wdiich  would  lead  to  the  most  reasonable  forecast 
of  needs  for  this  second  twenty  year  period  (1977- 
1996).  In  spite  of  this  short  coming,  valuable  guides 
were  available  from  data  presented  for  correspond- 
ing systems  and  on  a  forty  year  basis,  to  the  Na- 
tional Congress  in  connection  with  the  so-called 
Section  13  Study."  The  total  results  of  these  esti- 
mates are  shown  in  program  costs  columns  of  Tables 
30  to  33  in  Appendix  A.  As  an  overall  evaluation  of 
these  forecasts  it  might  be  noted  that  they  are  based 
on  current  dollar  values.  Any  inflationary  trend 
would  tend  to  make  the  costs  higher  than  shown. 
On  the  other  side  of  the  ledger  it  should  be  noted 
that  it  appears  to  be  the  consensus  among  those 
responsible  for  the  first  20-year  estimates  (1957- 
1976)  that  the  second  20-year'estimau-  i  l{ '77-1996) 
may  be  somewhat  too  high.  In  view  of  the  quality 
of  construction  proposed  in  the  first  20-year  period. 
it  is  possible  that  replacement  costs  are  figured 
at  too  high  a  level  in  the  second  twenty  years.  Since 
this  would  he  in  the  direction  of  conservative  calcula- 
tion and  to  a  degree  counters  the  possibility  of  infla- 
tionary trends,  it  is  believed  these  figures  are  suf- 
ficiently firm  for  planning  purposes. 

Charts  4-1,  4-2,  4-3,  and  4-4  show  a  year  by  year 
appraisal  of  revenue  trends  versus  program  ex- 
penditures at  State,  county,  city  and  local  levels.  In 
drawing  these  profiles  it  was  assumed  that  the 
major  systems,  primary  and  secondary  in  both  urban 
and  rural  areas,  would  be  completed  in  a  13-year 
catch-up  period  and  local  systems  in  a  20-year  per- 
iod. The  total  deficit  at  the  county  and  city  levels 
amounts  to  about  $6.5  million  per  year,  average, 
lor  the  first  20-year  period.  After  that  time,  if 
earlier  deficits  have  been  met.  city  revenues  appear 
to  he  slightly  more  than  adequate  to  cover  continu- 
ing programs.  State  sources  appear  to  he  abun- 
dantly adequate  to  meet  requirements  at  any  time 
after  the  13th  year.  Current  county  sources,  on  the 
other  hand,  are  grossly  inadequate  in  the  first  13 
years,  become  adequate  between  the  13th  and  23rd 
year,    (assuming   earlier   deficits    are    covered)    and 
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HIGHWAY      PROGRAM     COSTS    COMPARED    WITH    REVENUES  -  PRIMARY     HIGHWAYS 
(13    YCAR    CftTCH-UP    PERIOD- INCLUDING     INTERSTATE     8    URBAN     EXTENSIONS) 
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CHART     4-2 

HIGHWAY     PROGRAM     COSTS    COMPARED    WITH    REVENUES- COUNTY    SYSTEMS 

(13    YEAR     CATCH-UP     PERIOD      FOR      SECONDARY      SYSTEM     a     20    YEARS      FOR     LOCAL     ROADS) 
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CHART    4-3 

HIGHWAY     PROGRAM    COSTS    COMPARED    WITH    REVENUES  -C I TY    STREETS 

(13    YEAR    CATCH-UP    PERIOD      FOR     ARTERIALS-  20     YEARS      FOR     LOCAL     STREETS, 
URBAN     EXTENSIONS      ARE     INCLUDED      IN     "CHART    4  -  l"  ) 
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CHART  4-5 
PLAN- I 

3     YEAR     CATCH-UP     PROGRAM      FOR      PRIMARY      HIGHWAYS,    WITH     BORROWING 
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THIS     CHART     ASSUMES     THAT     A     13     YEAR     CATCH-UP 
PERIOD     WILL     BE     ACCOMPLISHED      FOR     PRIMARY 
HIGHWAYS      ONLY,  WITH    STATE      REVENUES      ALSO      BEING 
USED     TO      MATCH      FEDERAL     AID     SECONDARY      FUNDS 
AS      THEY       BECOME       AVAILABLE.    NO      PROVISION      IS 
MADE       FOR       TOTAL      NEEDS       ON      THE     SECONDARY 
SYSTEM       OR     THE     DEFICITS      TO      COVER      NEEDS       ON 
OTHER       ROADS      AND      STREETS. 
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CHART  4-6 
PLAN  2 

13  YEAR  CATCH-UP  PROGRAM   FOR  PRIMARY  HIGHWAYS 
AND  SECONDARY  RURAL  HIGHWAYS  WITH  BORROWINGS 
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THIS  CHART  ASSUMES  THAT  ALL   SECONDARY 
HIGHWAYS  HAVE  IN  EFFECT  BEEN  TAKEN   OVER 
BY  THE  STATE    S   THAT  ALL  PROGRAM   COSTS 
(CONSTRUCTION, MAINTENANCE   a  ADMINIS- 
TRATION) WILL  BE  TAKEN  CARE  OF  FROM  FED  - 
ERAL  AID  a  STATE  FUNDS  ASSISTED   BY  BOR- 
ROWINGS  IN  ORDER  TO  ACCOMPLISH   THIS  IT 
WOULD  BE  NECESSARY  TO  BOLSTER    STATE 
REVENUES  FROM  SOME  SOURCE    SINCE  A  LARGE 
_  BURDEN  WOULD  BE  REMOVED  FROM  COUNTIES 
IT  HAS  BEEN  ASSUMED  THAT  THIS  SOURCE 
WOULD  BE  MOTOR  VEHICLE    REGISTRATION  FEES. 
THIS  PROCEDURE  WOULD  PROVIDE  A  CATCH-UP 
PERIOD    OF    13  YEARS  FOR  PRIMARY  HIGHWAYS, 

URBAN  a  RURAL,  a  SECONDARY  HIGHWAYS  (12,100 

MILES)  RURAL  ONLY 


ANNUAL    REVENUE 
AVAILABLE 


13  YEAR  CATCH-UP 


30 


20 


10 


ANNUAL  AMOUNTS  FOR  CONSTRUCTION,  MAINTENANCE  a 
ADMINISTRATION    ON    PRIMARY    AND   SECONDARY  HIGHWAYS 
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1962  1967 

YEARS 
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1977       1979 


then  again  become  inadequate.  It  is  difficult  to 
suggest  any  plan  for  the  inadequacies  that  develop 
in  the  23rd  year  in  counties.  It  could  be  adjusted 
in  those  years  by  some  debt  refunding  or  similar 
procedure.  Nevertheless,  the  profile  of  revenue  and 
needs  for  all  units  of  government  suggest  a  bond 
issue  of  fairly  large  proportions  in  the  first  12  or 
13  years  to  be  retired  over  the  following  years.  The 
amount  of  bonds  issued  and  the  period  of  retire- 
ment depend  on  the  scope  of  the  plan.  Three  plans 
designated,  Plan  I,  II,  and  III  are  presented  here 
for  evaluation.  The  figures  for  the  several  plans 
are  shown  in  Table  4-1,  4-2  and  4-3,  and  are  shown 
graphically   in   Charts   4-5,   4-6   and   4-7. 

An  infinite  variety  of  analyses  of  credit  financing 
can  be  made.  Actually,  many  were  made  bv  the 
staff  arriving  at  the  particular  presentations  in- 
cluded here.  Many  analyses  attempted  proved  im- 
practical in  that  sufficient  revenues  could  not  be 
anticipated  to  encompass  all  requirements  of  a 
financial  plan.  Any  one  of  the  three  plans  pre- 
sented could  be  adopted  to  accomplish  the  high- 
way needs  of  the  state  and  local  governments  in 
the  varying  degrees  indicated.  The  degree  of  attain- 
ment of  highway  adequacy  is  a  matter  of  policy 
to  be  set  by  the  legislative  assembly. 

FINANCIAL  PLAN  I 

This  plan  would  provide  an  adequate  primary 
system,  urban  and  rural,  within  a  13-year  catch-up 
period.  It  would  also  provide  necessary  money  to 
match  Federal-Aid  Secondary  funds  as  they  be- 
come available.  This  latter  would  require  State  funds 
of  about  $4.2  million  per  year.  It  should  be  noted 
that    matching    Federal-Aid    Secondary    funds,    as 


they  become  available,  will  fall  far  short  of  acceler- 
ating improvement  of  this  total  system  (12,100  miles 
recommended)  into  a  13-year  catch-up  program. 
Also,  this  plan  would  do  nothing  to  improve  the 
situation  in  other  local  roads  or  in  the  city  street 
problem  except  for  urban  extensions  of  the  primary 
routes. 

Figures  for  Plan  I  are  shown  on  Table  4-1  and  the 
same  plan  is  shown  graphically  on  Chart  4-5.  This 
plan  is  a  19-year  plan  in  that  all  bonds,  $137,587,000, 
would  be  issued  in  11  years  and  be  retired  in 
the  ensuing  8  years.  Interest  costs  would  be 
$38,986,000  at  3%  over  the  period.  Interest  costs  of 
this  19-year  program  in  relation  to  direct  highway 
costs  that  would  be  covered  under  the  plan  in  the 
same  period  are  shown  below : 

19-Year  Credit  Financing  Costs 
Program  Costs  (19  years)  A(™oo)nt 

Primary  Highways  $    862,202 

Secondary  Highways1 192,369 


Per 

cent 

78.8 
17.6 


Total    $1,054,571       96.4 

Amount  Borrowed  (137,587)    

Interest  at  3% $      38,986         3.6 


Total  Program  Cost  and  Interest..$l .093,557     100.0 

'Federal-Aid  funds  and  State  matching  funds  for  construc- 
tion only. 

The  interest  cost  appears  large  but  in  relation 
to  the  total  solution  is  only  3.6%.  This  program 
is  similar  in  approach  to  the  present  policy  in 
Montana  where  the  primary  system  is  the  re- 
sponsibility of  the  State  and  Federal-Aid  Secondary 


Table  4-1 
Financial  Plan  I 
PROVIDING     13-YEAR    CATCH-UP    FOR    PRIMARY     SYSTEM     AND     NECESSARY 
FUNDS  FOR  MATCHING  FEDERAL-AID  SECONDARY  FUNDS 


Year 


Cost 


(000) 

1957  $  54,492 

1958  55,675 

1959  58.130 

1960  60,585 

1961  63,040 

1962  65,495 

1963 67,336 

1964  67,336 

1965 67,336 

1966  67,336 

1967  54,448 

1968  42,788 

1969  32,354 

1970  15,474 

1971  16,287 

1972  17,100 

1973  17,913 

1974  18,726 

1975  ■  20,351 


iterest  on  New 
inane  ing  at  3% 

Total 
Requirements 

Current 
Revenue 

Bondsi 
Issued 

Bondsi 
Retired 

Bondsi 
Outstanding 

(000) 

$          51 

(000) 

$    54,543 
55,815 
58,281 
61,146 
64,077 
67,077 
69.515 
70,107 
70,696 
71,281 
58,576 
46,916 
36,293 
18,883 
19,088 
19,277 
19,450 
19,607 
20,560 

(000) 

$    52,856 
52,820 
57,944 
47,477 
48,199 
48,913 
49,627 
50,349 
51,063 
51,777 
52,502 
53,217 
53,938 
39,167 
39,881 
40,603 
41,320 
42,020 
42,756 

(000) 

$      1 ,687 

2,995 

337 

13.669 

15.878 

18,164 

19.888 

19,758 

19.633 

19,504 

6,074 

(000) 

$         

(000) 

$      1,687 

140 

4,682 

151 

5,019 

561 

18,688 

1,037 

34,566 

1,582 

52,730 

2.179 

72,618 

2,771 

92,376 

3,360 

112,009 

3,945 

131,513 

4,128 

137,587 

4,128 

6,301 
17,645 
20.284 
20,793 
21.326 
21,870 
22,413 

6,955 

131,286 

3,939 

113,641 

3,409 

93,357 

2,801 

72,564 

2,177 

51,238 

1,537 

29,368 

881 

6.955 

209 

STATE 


Surplus 


(000) 


15.241 


TOTAL  ....$862,202   $  38,986   $901,188   $916,429   $137,587   $137,587   $  $  15,241 

3ond  issuance  and   retirement   calculations  are  based   on  the  assumptions  that  no  bonds  will  be  retired  during  the  issuing 
period  and   that  the  bonds  for  each  year  are  issued  at  the  beginning  of  the  year. 
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matching  funds  are  also  a  State  responsibility.  It 
differs  from  present  procedures  in  that  it  provides 
for  full  assignment  of  State  responsibility  for  con- 
struction and  maintenance  of  urban  extensions  of 
the  primary   system. 

FINANCIAL  PLAN   II 

A  second  plan  presented  would  provide  for  a 
13-year  catch-up  program  for  the  primary  system, 
urban  and  rural,  and  a  similar  catch-up  period  for 
the  12,000  miles  of  rural  secondary.  This  would 
also  provide  for  maintenance  of  the  secondary  sys- 
tem from  State  funds.  It  would  be  impossible  to 
accomplish  this  plan  without  providing  additional 
funds  at  the  State  level.  Since  all  construction  and 
maintenance  on  the  extensive  12,000  miles  of  sec-  - 
ondary  roads  would  be  removed  as  a  county  bur- 
den it  is  reasonable  to  suggest  that  this  additional 
revenue  could  come  from  full  assignment  of  regis- 
tration fee  money  to  the  State. 

Figures  for  Plan  II  are  shown  on  Table  4-2  and 
the  plan  is  shown  graphically  on  Chart  4-6.  This 
might  be  called  a  22-year  plan  as  bonds  are  issued 
in  the  total  amount  of  $215,268,000  in  the  first  12 
years  and  retired  over  the  following  10  years.  In- 
terest payments  for  the  entire  period  would  be 
$74,117,000  figured  at  3%. 

Interest  costs  of  this  22-year  program  in  relation 
to  direct  highway  costs  that  would  be  covered 
under  the  plan  over  the  same  period  are  shown 
below : 

22-Year  Credit  Financing  Costs 

Program  Costs  (22  years)  Amount  cpeenrt 

Primary  Highways    $    933,034  69.0 

Secondary  Highways  344,640  25.5 


Total   $1,277,674      94.5 

Amount  Borrowed  (215,268)    

Interest  at  3% $      74,117         5.5 


Total  Program  Cost  and  Interest..$l,351,791      100.0 

Interest  payment  is  again  a  modest  part  of  the 
total  accomplishment  even  though  a  sizeable  amount 
in  dollars. 

It  should  be  noted  that  this  plan  does  provide  an 
accelerated  program  for  the  primary  and  secondary 
rural  highways  and  the  primary  extensions  in 
cities.  The  rural  systems  so  improved  carry  92% 
of  all  rural  traffic  and  the  urban  extensions  carry 
39%  of  all  city  traffic.  The  plan  takes  care  of 
this  improvement  partly  at  the  expense  of  the 
counties  through  loss  of  registration  revenues  but 
the  responsibilities  removed  from  counties  far  ex- 
ceed the  loss  of  revenue. 

FINANCIAL  PLAN  III 

This  is  the  broadest  of  all  plans  presented.  It 
provides  for  an  accelerated  13-year  catch-up  period 
for  backlog  needs  on  the  primary  system,  both 
urban  and  rural,  for  matching  all  Federal-Aid 
Secondary  funds  as  they  become  available,  and  for 
allocation  of  $6,477,000  per  year  for  20  years  to 
counties  and  cities  to  provide  a  20-year  catch-up 
program  at  those  levels.  All  this  could  be  accom- 
pished  in  a  32-year  period  without  change  in  cur- 


rent revenue  sources,  and  assuming  increases  in 
user  revenues  through  increased  vehicle  use  and 
increase  in  county  and  city  property  taxes  to  the 
existing  permissible  maximums. 

This  32-year  plan  of  meeting  all  backlog  needs 
in  an  accelerated  period  and  providing  all  other 
necessary  funds  as  required,  is  shown  in  Table  4-3 
and  graphically  in  Chart  4-7.  It  should  be  pointed 
out  that  Chart  4-7  does  not  show  all  revenue  avail- 
able for  highways  to  State,  counties,  and  cities.  In 
fact,  it  shows  only  those  revenues  that  are  available 
to  the  State  from  current  sources,  as  augmented 
by  a  proposed  bond  issue.  It  does  not  include  Fed- 
c-ral-Aid  Secondary  funds  from  Federal  sources  or 
any  strictly  local  revenues  such  as  property  taxes, 
registration   fees   and   other  funds. 

A  question  might  be  raised  as  to  why  revenues 
would  be  sent  to  counties  in  the  period  1970  to 
1976  when  these  units  appear  to  have  a  surplus. 
Actually  the  annual  amounts  indicated  for  counties 
are  on  an  average  annual  basis.  County  needs  exist 
beyond  all  revenues  in  the  early  years  and  these 
could  be  handled  only  by  delay  until  these  sur- 
pluses appear  in  the  years  1970-1976  or  by  some 
type  of  local  credit  financing  in  anticipation  of 
these  surpluses. 

The  cost  of  credit  financing  in  relation  to  all 
of  the  other  highway  and  street  costs  that  would  be 
covered  in  the  total  32-year  period  are  shown  below. 
It  should  be  noted  that  interest  costs,  although 
formidable,  are  only  4.3  percent  of  all  the  high- 
way costs  of  the  period. 

32-Year  Credit  Financing  Costs 

(13-year  catch-up,  Primary  and  Secondary 
20-year  catch-up,  other  roads  and  streets) 

Program  Costs  (32  years)  Amount  Per 

State-Primary    $1,296,655  50.4 

County-Secondary  and  Local 981.6lX)  38.1 

City  Arterial  and  Local 184.917  7.2 

Total    2,463.262  95.7 

Amount   Borrowed  (226,368)    

Interest  at  1% 110.478  4.3 


Total   Program   Cost  and  Interest. .S2. 573. 740     100.0 

It  is  believed  that  some  emphasis  should  be  given 
to  Plan  III  since  it  provides  for  total  road  and  street 
needs  at  all  levels  of  government  within  a  reasonable 
period  of  time.  All  of  this  could  be  accomplished 
without  increase  in  present  total  highway  user  rev- 
enue rates  even  though  adjustments  among  users 
might  be  indicated  in  later  chapters. 

In  the  program  depicted  in  Chart  4-7,  the  rev- 
enues available  for  matching  Federal-Aid  Primary 
funds  art  not  quite  adequate  in  the  first  and  third 
year  of  the  catch-up  period.  In  all  other  catch-up 
years,  the  matching  funds  are  adequate  and  in 
several  years  a  considerable  amount  of  State  funds 
would  be  available  for  construction  beyond  match- 
ing requirements.  The  shortage  of  funds  for  match- 
ing Federal-Aid  money  in  the  first  and  third  year- 
is  not  serious.  This  could  be  adjusted  by  allocat- 
ing some  Federal-Aid  money  to  so-called  100  per- 
cent  projects,   during  these   years.     These    100  per- 
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cent  projects  arc  items  such  as  grade  crossings,  and 
highways  through  Indian  lands,  which  arc  eligible 
for  construction  entirely  with  Federal-Aid  funds. 
The  matter  could  also  he  adjusted  by  extending 
the  Federal-Aid  money  to  future  years  which  can  he 
easily  accomplished  through  stretching  the  funds 
to  the   full   3-year  availability   period. 

Effect  of  Borrowing  on  Federal-Aid 

In  V)50  the  Federal  Government  recognized  the 
national  trend  in  State  finance  of  borrowing  against 
future  revenues  to  provide  current  facilities.  As  a 
result  of  this  recognition,  the  1951  Federal-Aid 
Act  included  the  following  provision: 

"Any  State,  county,  city  or  other  political  sub- 
division that  shall  issue  bonds  and  use  the  pro- 
ceeds of  such  bonds  for  the  construction  of  toll- 
free  facilities  in  order  to  accelerate  the  improve- 
ment of  the  National  system  of  Interstate 
Highways,  the  Federal-Aid  primary  highway  sys- 
tem or  the  Federal-Aid  highway  system  in  urban 
areas,  may  apply  any  portion  of  the  funds  herein, 
or  hereafter,  authorized  for  expenditure  on  said 
systems  of  highways  and  apportioned  to  such 
State  under  the  provisions  of  section  1  of  the 
Federal-Aid  Highway  Act  of  1950  to  aid  in  re- 
tirement of  annual  maturities  of  the  principal 
indebtedness  of  such  bonds  to  the  extent  that  the 
proceeds  of  such  bonds  are  actually  expended 
in  the  construction  of  said  systems  of  highways: 
Provided,  That  payment  of  Federal  funds  on  the 
principal  indebtedness  of  such  bonds  shall  be 
made  only  on  account  of  any  such  facility  that  is 
constructed  in  accordance  with  plans  and  speci- 
fications approved  in  advance  of  construction  by 
the  Commissioner  of  Public  Roads:  Provided 
further,  That  payment  of  Federal  funds  pursuant 
to  this  section  shall  not  exceed  the  pro  rata  basis 
authorized  by  section  1  of  the  Federal-Aid  High- 
way Act  of  1950:  And  provided  further:  That 
payments  to  any  State  pursuant  to  this  section 
shall  be  made  exclusively  from  apportionments  to 
such  State  from  funds  authorized  by  the  Congress 
to  be  apportioned  for  expenditure  on  said  systems 


ol  highways  and  this  section  shall  not  be  con- 
strued as  a  commitment  or  obligation  on  the  part 
of  the  United  States  to  provide  such  funds.  (Sept. 
7.  1950,  c.  912,  5,  64  Stat.  788.)" 

This  makes  Federal-Aid  funds  available  for  bond 
redemption  when  the  projects  financed  by  bond 
funds  have  been  constructed  under  regular  Federal- 
Aid  controls. 

In  view  of  the  provisions  of  Federal  law  it  is 
necessary  that  any  state  with  limited  local  highway 
resources  take  full  advantage  of  these  provisions 
in    launching   a   bond   financed   program. 

Alternate  to  Credit  Financing 

As  pointed  out  previously,  if  the  motor  vehicle 
public  wants  to  take  early  steps  toward  "Moving 
Ahead  On  Montana  Highways,"  the  only  alternate 
to  some  type  of  credit  financing  is  increased  taxa- 
tion. It  might  be  interesting  to  note  just  how  much 
this  increase  would  have  to  be  in  the  terms  of  cents 
per  gallon  of  fuel  if  Financial  Plan  HI  were  to  be 
pursued.  This  is  not  to  imply  that  all  such  tax 
would  have  to  come  from  fuel  taxes,  but  this  is  a 
unit  of  measure  perhaps  most  easily  visualized  by 
the  average   motor  vehicle  user. 

It  is  unrealistic  to  assume  that  revenues  could 
be  forced  upward  in  the  heavy  expenditure  years 
as  indicated  in  Table  4-4.  An  increase  of  10.2  cents 
in  1962,  for  example,  would  be  over  and  above  the 
current  7-cent  rate,  or  a  total  of  17.2  cents  per 
gallon.  There  is  understandable  reluctance  to  ac- 
cept this  Spartan  tax  rate.  This  leads  to  the  tempta- 
tion of  lowering  the  sights  to  a  policy  of  "make-do" 
with  something  less  than  an  adequate  highway 
plant.  Credit  financing  offers  one  solution.  It  has 
been  presented  here  as  one  realistic  answer  to  the 
total  problem.  Its  use  is  a  question  of  policy  to 
be  set  by  the  legislative  assembly  and  passed  upon 
by  vote  of  the  people.  Such  procedures  are  time 
consuming  but  this  time  can  he  used  to  advantage 
to  put  improved  highway  management  and  co- 
ordinating processes  in  order  at  State,  county  and 
city  levels  in  preparation  for  the  big  undertaking 
ahead. 


Tabh  4-4 

Pay-As-You-Go  Revenue  Requirements  to  Accomplish  Plan  III 

Estimated 

Total  Program               Estimated  Annual  Annual  Highway  Fuel 

Costs                              Revenues  l  Deficit  Consumption 

Year                                               (000)                                    (000)  (000)  (thousand  gallons) 

1957 $93,989        $$2}>22  $11,067  249.028 

1958  95,177         76,559  1S.618  257.763 

1959  ....        97,637         82,447  15,190  266.499 

1960  100,089         72,644  27.445  275,234 

1961  102.508         73,819  28,689  283.W 

1962  ....         .  104,944         74,993  29,946  2(>2.705 

1963  106.771         76,176  30.595  301.440 

1964  106.777         77.352  29,425  310.175 

1965  106.782         78,529  28,253  318.911 

1966    106.788         79,707  27.081  327.646 

1967...       93,906         80,895  13,011  366,381 

1968  82,251         82.064  187  345.117 


Deficit  in  Cents 
Per  Gallon 


'See    Appendix-Table   33. 
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OVER    THE     ROCKIES 
WITHOUT    A    HIGHWAY 


Without  highways,  the  trucks  would  not  roll.    This  is  their  place  of  business. 


Courtesy:     U.  S.  Bureau  of  Public  Roads 
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Chapter  5 

THE  BENEFICIARIES  OF  HIGHWAYS  and 
THEIR  RESPONSIBILITY 


Part  1 
THE  DIVISION  OF  BENEFITS  BETWEEN  USER  and  NON-USER 


Introduction 

It  is  generally  held  that  highway  users,  property 
owners,  and  other  segments  of  the  general  public 
all  benefit  from  the  availability  of  highway,  road, 
and  street  facilities.  And  there  is  considerable 
justification,  both  from  the  theoretical  and  the 
practical  point  of  view,  for  some  division  of  high- 
way responsibility  between  highway  users  and  non- 
users.  Many  local  type  roads  do  not  generate  suf- 
ficient traffic  to  pay  their  cost  at  any  reasonable 
rate  of  user  taxation.  Then  too,  certain  legal  re- 
straints may  make  it  impossible  for  local  units  of 
government  to  obtain  user  revenues.  The  property 
tax  often  remains  the  only  practical  revenue  source 
for  local  governments. 

Historically,  Montana  has  received  a  considerable 
portion  of  its  highway,  street  and  road  funds  from 
non-user  sources.  From  1936  to  1954,  the  State, 
county  and  city  units  combined  received  23  per- 
cent of  the  total  revenue  from  the  property  tax. 
During  the  same  period,  48  percent  of  the  revenue 
came  from  users,  21  percent  from  Federal-Aid,  and 
S  percent  from  miscellaneous  sources. 

The  State  highway  system  has  been  financed 
almost  entirely  from  user  revenues  and  Federal-Aid. 
During  1936-55,  60  percent  of  the  money  for  the 
state  system  came  from  user  taxes,  33  percent 
came  from  Federal-Aid  and  7  percent  from  mis- 
cellaneous sources.  The  miscellaneous  category  is 
composed  largely  of  borrowing.  And  since  the 
bonds  are  retired  with  subsequent  user  revenues, 
roughly  one-third  of  the  State  highway  revenue 
has  come  from  the  highway  user. 

At  the  county  level  in  Montana,  about  61  percent 
of  the  revenue  has  come  from  the  property  tax, 
32  percent  from  user  sources,1  about  two  per- 
cent from  Federal-Aid,  and  5  percent  from  mis- 
cellaneous sources. 

City  governments  in  Montana  raise  about  81  per- 
cent of  their  street  and  road  revenue  from  the 
property  tax.  User  revenues  account  for  about  4 
percent,  and  the  remainder  comes  from  miscellane- 
ous and  unclassified  sources.2 


'The  motor  vehicle  registration  fee  remains  in  the  county 
where  collected. 

2The  main  sources  of  user  revenue  are  parking  meter  re- 
ceipts and  the  motor  vehicle  registration  receipts  which 
go  to  Butte,  Anaconda,  and  Walkerville. 


General  Theory  of  Highway  Benefits 

It  is  generally  held  that  there  are  three  identifi- 
able groups  of  highway  development  beneficiaries: 
highway  (motor  vehicle)  users,  property  owners, 
and  the  general  public.  To  these  a  fourth  group, 
loosely  termed -the  "automotive  industry,"  might 
be  added.  It  is  obvious  that  firms  engaged  in  the 
manufacture,  sale  and  service  of  automotive  equip- 
ment benefit  directly  from  highway  development. 
The  demand  for  automotive  equipment  is  tied  more 
or  less  directly  to  the  availability  of  highway  facil- 
ities. 

Highway  Users 

Highway  users  benefit  from  highway  develop- 
ment either  through  reduced  travel  costs  or  in- 
creased revenue  or  more  likely  a  combination  of 
both.  For  commercial  users  the  benefits  are  fairly 
straight  forward.  Improved  highways  subtract  from 
costs  and/or  add  to  revenue.  These  increments 
result  in  increased  profits.  And  the  profit  incre- 
ment represents  the  benefit  to  the  commercial  user. 
Needless  to  say,  these  profit  increments  may  be 
a  function  of  savings  in  time,  distance,  or  basic 
cost,  or  combinations  thereof. 

From  a  theoretical  point  of  view,  highway  bene- 
fits to  commercial  users  could  best  be  measured 
through  the  effect  of  highway  improvement  upon 
the  profit  stream  flowing  to  such  users.  Benefits 
to  non-commercial  users  are  a  bit  more  difficult, 
both  from  the  conceptual  and  the  practical  point  of 
view.  Their  benefits  accrue  through  savings  in 
travel  cost  and/or  the  expanded  range  of  travel 
made  available  by  highway  improvement.  Since 
there  is  no  empirical  counterpart  of  commercial  rev- 
enue for  non-commercial  users,  measurement  be- 
comes impractical. 

Property  Owners  (Land  Occupants) 

It  is  generally  held  that  property  owners  con- 
stitute a  specific  beneficiary  ^group  with  respect  to 
highway  development.  Land  occupants  are  pre- 
sumed to  enjoy  certain  access  benefits.  Access 
benefits  are  of  course  widely  distributed,  and  it 
is  difficult  to  assign  benefits  to  specific  individuals 
or  parcels.  Access  benefits  cannot  be  logically  lim- 
ited to  abutting  or  adjacent  property.  Access  is 
"two  directional."  Property  owners  enjoy  benefits 
by  virtue  of  access  to  external  points  and  by  virtue 
of  the  access  available  to  others  from  external  points. 
On  the  other  hand,  outsiders  enjoy  benefits  by  virtue 
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of  having  access  to  the  property  and  the  land  occup- 
pant.  The  former  which  we  may  term  "internal 
access  benefits,"  would  presumably  be  capitalized 
into  property  values  and  paid  for,  in  an  opportunity 
cost  sense,  through  interest  and  tax  charges.  The 
other  type,  "external  access  benefits,"  enjoyed  by 
commercial  firms  are  perhaps  also  capitalized  ex- 
ternally.' Those  external  access  benefits  enjoyed 
by  individuals  on  a  social  basis  would  not  be  cap- 
italized. 

What  we  have  termed  "internal  access  benefits" 
above,  are  benefits  of  a  short-run  windfall  nature 
that  accrue  to  those  who  happen  to  own  the  prop- 
erty at  the  time  particular  developments  become 
effective.  Such  benefits  presumably  affect  the  in- 
come producing  and  aesthetic  qualities  of  the  prop- 
erty and  are  subsequently  capitalized  into  property 
values.  After  such  capitalization,  under  a  competi- 
tive economic  structure,  capital  charges  and  prop- 
erty and  income  tax  charges  would  rise  and  access 
benefits  as  far  as  the  individual  (economic  unit)  is 
concerned  would  be  "spent."  This  suggests  that 
many  of  the  internal  access  benefits  from  prior  de- 
velopment may  already  be  incorporated  into  the 
tax  system.  The  value  of  the  facility  to  property 
owners  would  be  equal  to  the  increment  of  capital- 
ized value  added.  This  also  suggests  that  the  only 
practical  way  of  capturing  such  benefits  for  high- 
way financing  may  be  through  property  and  income 
taxes.  It  would  seem  desirable  to  determine  the 
proportion  of  the  property  tax  value  base  that  can 
be  considered  a  function  of  highway  development. 
Then  a  tax  rate  equal  to  the  capitalization  rate 
would  yield  highway  revenue  equal  to  the  annual 
internal  access  benefits. 

The  General  Public 

There  are  at  least  two  types  of  highway  develop- 
ment benefits  to  the  general  public. 

The  first  of  these  might  be  called  "public  vehicle 
user  benefits."  This  category  includes  the  user 
benefits  which  arise  through  the  use  of  highways 
by  public  or  quasi-public  vehicles  such  as  those  used 
in  fire  and  police  protection,  mail  delivery,  and 
public  school  student  transportation.  It  has  often 
been  suggested  that  the  extent  of  highway  use  by 
public  vehicles  be  determined  and  an  obligation 
equal  to  the  private  user  cost  assigned  to  the  govern- 
ment unit  concerned.  Since  traffic  of  public  vehicles 
is  of  relatively  minor  magnitude,  this  procedure 
should  suffice  for  taking  care  of  benefits  to  the  pub- 
lic through  vehicle  use. 

The  other  general  type  of  general  public  benefit 
might  be  termed  "income  generation  benefits."  It 
is  generally  agreed  that  highway  development 
serves  to  promote  economic  activity  within  and 
among  communities  (local,  state  and  national).  It 
is  obvious,  of  course,  that  highway  developments 
which  promote  general  economic  activity  result  in 
direct  benefits  to  highway  users.  And  the  separa- 
tion of  these  benefits  is  no  easy  matter,  particularly 
at   the   empirical   level.     Conceptually,   the   problem 

'If  one  assumes  a  perfectly  competitive  economy  these  bene- 
fits would  be  passed  largely  to  consumers  (land  occu- 
pants) and  would  thus  be  capitalized  as  internal  access 
benefits. 


may  be  approached  like  this.  Highway  development 
results  in  certain  direct  benefits  to  highway  users 
(and  perhaps  to  property  owners).  These  benefits 
are  in  the  form  of  either  reduced  costs  and  or  in- 
creased revenue.  If  user  costs  are  reduced,  funds 
are  releaser!  for  expenditure  on  other  types  of  econ- 
omic activity.  If  the  highway  improvement  results 
in  increased  revenue  to  the  user  firms,  an  expanded 
demand  for  other  goods  and  services  has  occurred 
simultaneously.  And  these  expanded  user  revenues 
are  then  available  for  stimulation  of  general  econ- 
omic activity  within  the  community.  The  over-all 
benefits  to  the  general  public  would  be  measured 
by  the  increment  in  the  income  stream  flowing  to 
the    community    (state,    county,    or    city). 

The  Automotive  Industry 

The  term  "automotive  industry"  as  here  used  is 
defined  as  consisting  of  those  business  firms  which 
engage  in  the  production  of  motor  vehicles  and 
those  which  engage  in  the  production  of  materials 
used  in  the  operation  and  maintenance  of  motor 
vehicles.  By  and  large  the  industry  so  defined  would 
consist  of  the  producers  of  automobiles  and  parts, 
petroleum  products,  and  tires,  and  the  firms  that 
service  the  industry. 

It  is  obvious  that  the  automotive  industry  bene- 
fits more  or  less  directly  from  highway  develop- 
ment. Highway  development,  among  other  things, 
provides  an  expanded  base  for  automotive  trans- 
portation. This  expanded  base  provides  for  an 
expansion  in  the  demand  for  automotive  equipment 
and  for  automotive  materials  and  supplies.  Such 
expansion  is  presumed  to  improve  the  profit  posi- 
tion of  automotive  firms  and  to  provide  a  base  for 
the  growth  of  the  industry. 

The  work  done  by  Montana  State  College  in 
conjunction  with  the  Fact  Finding  Committee  con- 
sists of  three  phases:  (1)  A  theoretical  study  of 
the  general  nature  of  highway  benefits,  much  along 
the  lines  presented  above;  (2)  A  study  of  the 
effects  of  secondary  highway  improvement  upon 
rural  property  values  in  the  areas  served  by  the 
secondary  highways,  together  with  some  analysis  of 
the  effects  on  trading  centers  which  serve  the 
areas;  (3)  An  earnings-credit  analysis  of  the  allo- 
cation of  highway  costs  between  motor  vehicle 
users  and  non-users. 

Benefits  from  the  Development  of  Secondary 
Highways 

The  time  and  funds  available  made  it  impossible 
to  conduct  an  extensive  study  of  the  effects  of 
highway  development  upon  property  values  in  the 
State  of  Montana.  In  light  of  these  limitations  it 
was  decided  that  pilot  studies  be  made  in  areas 
where  improvement  bad  been  recent  and  signifi- 
cant.   Two  such  pilot  areas   were  selected. 

The  principal  sample  area  is  served  by  the  Boze- 
man-Norris  cut-off  route  designated  as  Federal-Aid 
Secondary  Route  289.  This  route  extends  from  its 
junction  with  US  1"1  approximately  seven  miles 
west  of  Bozeman  to  Norris  a  total  length  of  ap- 
proximately 30  miles.  Approximately  17  miles  of 
the  road  is  in  Gallatin  Count}'  and  the  balance   (13 
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miles)  is  in  Madison  County.  Prior  to  grading  and 
surfacing  the  road  over  the  1953-55  construction 
periods  the  road  had  been  of  roughly  two  types. 
The  section  lying  in  Gallatin  County  had  been  grad- 
ed and  graveled  in  about  1931-33.  The  section  in 
Madison  County  was  much  the  same  as  when  Mad- 
ison River  bridge  was  built  in  1890 — a  natural  sand 
and  gravel  that  was  occasionally  maintained.  Some 
of  the  natural  gravel  would  run  about  6  to  8  inches 
in  diameter  and  was  exposed  nearly  one-fourth  in 
many  places.  With  the  exception  of  indifferent 
snow  removal  it  was  largely  an  all  season  road ; 
i.e.,  mud  and  spring  breakup  infrequently  made  it 
impassable.  The  surfacing  can  be  considered  to  have 
raised  this  section  from  a  primitive  standard  so 
that  more  of  an  increase  in  road  service  occurred 
along  this  section  than  did  along  the  gravel  section. 

This  route  (289)  connects  with  Montana  ( 1 )  at 
Norris  which  has  been  a  surfaced  road  for  approxi- 
mately 20  years.  Montana  ( 1  )  in  turn  connects  with 
US  10  at  Sappington  Junction.  It  was  possible, 
then,  to  travel  an  oiled  route  from  Norris  to  Boze- 
man  prior  to  surfacing  route  289 ;  but  it  was  62 
miles  long  as  compared  to  37  over  13  miles  of  prim- 
itive, 17  miles  of  gravel,  and  7  miles  of  oil  on  the 
cut-off  (now  289).  For  those  who  preferred  to 
travel  oil  routes  a  new  decision  as  to  where  to 
shop  or  market  could  be  made  at  Sappington  Junc- 
tion where  it  was  51  miles  to  Butte  and  45  to  Boze- 
man.  The  decision  would  depend  upon  what  items 
or  services  were  being  sought.  Home  supplies 
could  be  bought  in  either  city,  as  could  autos  and 
trucks.  Both  had  livestock  auctions  for  marketing 
purposes.  Bozeman  is  much  more  populated  with 
farm  machinery  and  supply  houses  ;  also  grain  mar- 
keting facilities  are  available. 

In  addition  to  Butte  and  Bozeman  the  residents 
along  Montana  ( 1 )  could  shop  at  Norris  for  grocer- 
ies, wholesale  oil  and  gasoline  supplies,  and  some 
repair  services — at  Ennis  17  miles  south  of  Norris 
for  most  food  supplies  but  little  clothing  or  no  bank- 
ing, medical,  or  legal  service.  A  third  possibility 
was  Harrison  north  of  Norris  10  miles  where  gro- 
ceries and  limited  hardware,  machinery,  and  auto 
service  and  sales  were  available.  Grain  elevators 
are  available  there.  To  the  residents  along  this 
Montana  (1)  then  a  much  shorter  (25  miles)  oiled 
route  from  Norris  to  Bozeman  was  offered,  with 
the  surfacing  of  route  289,  to  a  city  where  relatively 
complete  marketing  and  shopping  services  were 
offered.  Savings  and  values  to  farmers  and  ranchers 
beyond  the  end  of  the  289  cut-off  did  apparently 
occur. 

Interspersed  in  the  improvement  of  the  289  cut- 
off was  the  age-old  question  of  how  much  trade 
might  be  drawn  from  the  small  towns  of  one  county 
to  the  larger  ones  of  another.  A  question  which  can 
only  be  partially  answered. 

The  second  and  smaller  sample  area  is  served  by 
the  Bozeman-Bridger  Canyon-Wilsall  cut-off  (a  pro- 
posed extension  of  US  191)  Federal-Aid  System  293. 
The  road  through  the  sample  area  was  built  from 
dirt  to  gravel  in  a  series  of  comparatively  short  sec- 
tions beginning  in  1936  when  1.76  miles  were  built. 
Additional  sections  of  1.61,  1.59,  2.47,  and  3.32  miles 


were  built  in  1939,  1940,  1942  and  1948.  The  final 
section  of  7.07  miles  was  also  completed  in  1948.  It 
is  now  proposed  that  during  the  1957  construction 
season  the  first  6-8  miles  of  this  road  be  sur- 
faced. No  expected  shift  in  trade  is  expected  as 
Bozeman  seems  the  most  likely  shopping  and  mar- 
keting center. 

Survey  Methods 

An  attempt  was  made  to  get  information  for 
analysis  through  estimates  of  farmers  and  business- 
men. A  preliminary  letter  was  sent  to  the  farmers 
and  ranchers  along  the  Bozeman-Norris  cut-off 
route  for  whom  addresses  were  available.  These 
farmers  were  subsequently  interviewed  personally. 
The  survey  questionnaire  was  designed  to  get  in- 
formation relating  to  size  of  farm,  type  of  produc- 
tion, distance  from  shopping  and  marketing  center, 
estimated  effect  of  road  improvement  on  land  value, 
and  estimates  of  cost  savings  resulting  from  road  im- 
provement. 

General  comments  on  advantages  and  disadvan- 
tages were  asked  for  and  recorded  when  given. 
Farmers  were  interviewed  along  either  side  of  the 
cut-off  road  until  it  became  apparent  that  alternate 
routes  were  used  for  access  to  the  particular  farm. 
The  sample  was  considered  to  be  100  percent.  A 
more  selective  sample  was  used  along  Montana  ( 1 ) 
between  Ncrris  and  Harrison  or  Ennis  in  that  ranch- 
ers who  lived  long  distances  off  the  road  up  side 
roads  serving  small  valleys  were  not  interviewed. 
A  total  of  6S  farmers,  ranchers,  and  acreage  owners 
or  renters  were  contacted  in  the  sample  area.  In 
the  area  along  the  Bozeman-Bridger  road,  an  at- 
tempt was  made  to  determine  the  increase  in  land 
value  when  the  road  was  graveled  over  the  value 
when  only  a  dirt  road  was  present  :  and  further  to 
get  estimates  of  the  expected  increase  in  land  value 
from  the  proposed  hard-surfacing  of  the  road.  Due 
perhaps  to  the  intermittent  times  and  short  stretches 
of  road  that  were  graveled,  little  specific  informa- 
tion was  obtained.  Too,  many  of  the  places  further 
out  had  changed  ownership  since  the  road  was 
graveled.  Personal  interviews  were  made  with  all 
farmers  or  ranchers  who  controlled  more  than  twen- 
ty acres;  otherwise  a  100  percent  sample,  a  total 
of  37  farms,  was  also  drawn  in  this  area. 

The  concrete  results  obtained  in  this  study  are 
in  the  nature  of  estimates  and  opinions  by  the 
farmers  in  the  area.  Farmers  along  the  Bozeman- 
Norris  road,  for  example,  were  asked  to  estimate 
the  effect  of  the  road  improvement  on  the  sales  value 
of  their  farms.  At  best  these  estimates  would  be 
only  a  rough  approximation  of  the  actual  conditions. 
But  there  seemed  to  be  no  practical  alternative  to 
this  method.  Sales  of  farms  in  this  area,  as  in  most 
rural  areas  in  Montana,  have  been  scant,  and  re- 
course to  actual  sales  records  was  impossible. 

Results   and   Interpretation   of   Sample    Data 

In  both  sample  areas  a  wide  variety  of  sizes  and 
types  of  farming  and  ranching  were  found.  In  the 
Bozeman-Xorris  cut-off  area,  farms  ranged  from 
a  minimum  of  49  acres  to  a  maximum  of  35,000 
acres.  The  mean  size  was  2,401  acres,  but  the 
modal  size  was  between  251  and  500  acres.     Pro- 
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duction  was  generally  of  a  diversified  nature.  Grain, 
hay,  and  cattle  were  the  predominate  products.  Of 
a  number  of  questions  asked  these  farm  owners,  two 
were  of  particular  importance.  The  first  was  con- 
cerned with  the  amount  of  reduced  access  cost  and 
the  second  was  the  estimate  of  increase  in  land 
value.  Only  9  percent  of  those  interviewed  felt 
that  there  was  no  savings  in  access  cost.  About 
13  percent  gave  no  answer,  and  the  balance,  78 
percent,  though  that  savings  in  access  were  being 
made  since  the  road  was  surfaced.  A  large  variation 
in  the  estimates  of  saving  were  given  from  a  low  of 
25  percent  to  a  high  of  500  percent.  Average  sav- 
ings of  46.7  percent  was  estimated.  No  attempt 
was  made  to  correlate  greater  distance  from  town 
to  the  greater  estimates  of  saving.  Neither  djd 
any  of  those  interviewed  feel  that  the  records  they 
kept  were  sufficiently  detailed  to  substantiate  their 
estimate. 

Eight  of  the  68  persons  interviewed  gave  dollar 
estimates  of  savings.  These  estimates  had  a  range 
of  from  $50  to  $300  per  year,  with  a  mean  of  $153. 
The  present  value  of  this  mean,  over  a  20  year 
period  is  $1,908.19  at  5  percent,  irrespective  of  dis- 
tance from  town.  To  save  this  $153  per  year 
on  travelling  a  surfaced  road  compared  to  a  road 
in  poor  repair  would  require  about  3,700  miles  of 
travel,  not  an  unreasonable  figure.  Additional  sav- 
ings on  trucks  would  further  reduce  this  required 
mileage. 

Forty-two  of  the  68  persons  interviewed  esti- 
mated that  their  property  had  increased  in  value 
as  a  result  of  the  road  being  hard  surfaced.  The 
average  percentage  estimate  was  12.81  percent.  The 
highest  estimates  came  from  some  of  those  located 
about  30  miles  from  Bozeman  along  the  more 
primitive  section  of  the  road. 

From  secondary  sources  of  information,  it  was 
estimated  that  the  average  farm-ranch  in  the  area 
has  a  market  value  of  roughly  $100,000.  This  would 
mean  that  the  average  farm  or  ranch  would  have 
increased  about  $12,8C0  as  a  result  of  the  road 
improvement.  On  an  aggregate  basis,  this  would 
result  in  a  capital  gain  of  about  $870,000  to  the 
farmers  in  the  area.  The  $12,800  figure  compares  to 
an  estimated  capital  gain  of  about  $3,000  per  farm, 
or  an  aggregate  of  $204,000,  when  the  capitalized 
value  of  the  savings  in  access  cost  are  taken. 

This  apparent  discrepancy  may  have  many  caus- 
es. The  value  estimates  may  contain  significant 
errors.  The  market  for  land  in  the  area  is  not  well 
established,  and  farmers  were  put  in  the  position 
of  making  estimates  assuming  "other  things  re- 
main equal."  The  calculations  of  average  savings 
in  access  cost  were  based  upon  a  small  number  of 
cases,  and  there  may  be  considerable  error  in 
these  estimates.  It  is  also  likely  that  many  benefits 
to  the  home  and  family  would  not  be  reflected  in 
reduced  access  cost.  The  improved  highway  no 
doubt  makes  a  wider  range  of  social  and  economic 
activity  available  to  the  family,  and  thereby  adds 
to  its  utility  stream.  It  appears  that  these  gains, 
along  with  savings  in  time,  would  not  be  reflected 
in   cost  savings. 


The  size  and  type  of  farms  along  the  Bozeman- 
Bridger  were  similar  to  those  found  in  the  Bozeman- 
Xorris  area.  The  data  for  estimating  the  value  of 
a  gravel  access  road  over  a  dirt  access  road  was 
not  obtainable  in  this  area  as  was  originally  hoped. 
Intermittent  and  short  lengths  of  graveling  and 
changes  in  ownership  were  largely  responsible.  The 
estimates  obtained  did  serve  as  a  cross  check  on  the 
primary  data.  The  farmers  in  this  area  estimated 
that  land  values  would  increase  an  average  of  15.8 
percent  if  the  road  were  hard  surfaced.  This  esti- 
mate compares  favorably  with  the  12.81  percent 
estimated  by  those  in  the  area  where  the  road  had 
recently  been  surfaced. 

The  Earnings-Credit  Study 

For  purposes  of  the  incremental  cost  analysis 
being  done  by  the  Fact  Finding  Committee  staff, 
it  was  necessary  to  make  specific  allocations  of  the 
anticipated  program  cost  for  each  system  between 
users  and  non-users.  The  earnings-credit  method 
is  a  convenient  and  amenable  method  of  making 
such  allocations. 

The  earnings-credit  solution  is  a  modification 
of  the  relative-use  solution.  Both  are  based  upon 
the  thought  that  highway  users  should  not  be  as- 
signed the  entire  cost  of  providing  highways,  roads, 
and  streets,  since  benefits  accrue  to  other  interests. 
The  earnings-credit  solution  attempts  to  compen- 
sate for  the  difficulty  logically  occurring  from  al- 
locating highway  or  street  costs  by  dividing  traffic 
into  access,  neighborhood,  and  through  traffic  com- 
ponents, and  from  these  components  allocating  re- 
sponsibility to  the  property  owners,  the  community, 
and  the  motor  vehicle  users  on  the  basis  of  this 
classification.  Critics  are  prone  to  point  out  that 
all  traffic  so  divided  is  motor  vehicle  traffic  and 
mad  user  taxes  are  generated  by  all  three. 

The  earnings-credit  solution  attempts  to  find 
what  might  be  called  an  easy  solution,  which  is 
based  on  summary  data  produced  by  engineering- 
needs  studies  and  the  regular  annual  data  produced 
by  the  planning  surveys.  The  earnings-credit  solu- 
tion attempts  to  make  an  allowance  for  the  road- 
user  tax  earnings  of  such  systems  through  a  study 
of  the  number  of  vehicle  miles  in  each  classification 
of  systems  in  both  urban  and  rural  developments. 
The  earnings-credit  solution  further  tries  to  avoid 
subsidization  of  rural  roads  by  urban  earnings  or 
of  earnings  on  a  given  classification  subsidizing 
those  of  another.  While  this  subsidization  may  not 
have  a  sound  basis  in  theory,  it  seems  in  principle 
at  least  that  the  primary  roads  would  be  of  little 
value  without  a  feeder  system.  Too.  urban  areas 
still  depend  upon  rural  areas,  by  and  large,  for 
their  basic   food  and   raw   materials. 

Three  general  principles  underlie  the  earnings- 
credit  solution  :  I  1  )  each  system  of  roads  and  streets 
shall  be  credited  with  its  motor-vehicle-tax  earnings 
on  the  basis  of  vehicle-miles  traveled  on  the  s\  stem  : 
(2)  the  first  principle  shall  be  modified  to  take  ac- 
count of  the  lower  level  ^i  costs  per  vehicle-mile 
on  urban  systems  as  a  whole:  and  (3)  the  non- 
motor-vehicle  component  of  tax  responsibility  shall 
be  determined  separately  for  the  rural  and  urban 
s\  stems. 
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TABLE  5-1 
SCHEDULE  1  -  A 


MONTANA  REVISED  EARNINGS  -  CREDIT  ANALYSIS,  MODIFIED  COMPROMISE  SOLUTION 
20-Year  Catchup  Program 


System 


Average 


Motor  Vehicle 


Calculated  Non- 


Annual  Net  User  Respon-  Program  Cost  Calculated  Motor  Vehicle 
Program  Federal  Program  sibility  Per  Mile  Motor  Vehicle  User  Responsi- 
Cost Aid Costs   Rate  Per  Mile  Local  System  Responsibility bility 


(000)    (000)    (000)     (Mills) 


(000) 


Revised  Non-Motor 
Program  Vehicle  User  Res-  Remaining 

Total  Calculated  Revenue    ponsibility     Excess  or 
Excess  Deficit    Calculations      Deficit 

(000) 


(000) 


(000) 
.77660) 


(000) 


(000) 


Rural : 
Interstate 
Primary 

$16,419 
25.406 

$12,503 
10.152 

$  3,916 
15.254 

Sub-Total 

$41,825 

$22,655 

$19,170 

8.71236 

$   407.137 

$19,170 

$  2,415 

$  2,415 

Secondary 

Local 

$16,097 
13.366 

$  5,916 
463 

$10,181 
12.903 

8.71236 
8.71236 

$   407.137 
407.137 

$  4,241 
3.127 

$  4,919 
12.903 

3.127 

Total  Rural 

$71,288 

$29,034 

$42,254 

8.71236 

$   407.137 

$26,538 

$20,237 

$  4,521 

Urban : 
Interstate 
Primary 

$   598 
1.682 

$   486 
537 

$   112 
1.145 

Sub-Total 

$  2,280 

$  1,023 

$  1,257 

5.1690 

$  3,019.410 

$  1,257 

$   507 

$   507 

Arterials 
Local 

$  1,557 
3.889 

$  1,557 
3.889 

5.1690 
5.1690 

$  3,019.410 
3.019.410 

$   689 
1.033 

$   631 
3.889 

$  1.033 

Total  -  Urban 

$  7,726 

$  1,023 

$  6,703 

5.1690 

$  3,019.410 

$  2,979 

$  5,027 

$  1,303 

$  1,021 


$   237 


$  1,876 


$   376 

$   467 
2.881 

$  3,724 


-  $  1,876 


$  3,820 
10.020 

*  $  2,120 
244 

$15,716 

$     0 

(.740800) 

$   376 


401 
_2£ 


Total  Rural  &  Urban  $79,014  $30,057  $48,957 


$29,517 


$25,264 


$  5,823 


$19,440 


ADJUSTMENT  OF  EARNINGS  -  CREDIT  ANALYSIS  FOR  AVAILABILITY  OF  REVENUES 


System 


Excess  Revenue    Total  Revenue    Total  Revenue 
Required  From     Required  From    Required  From    Non-User 
Motor  Vehicle     Motor  Vehicle    Non-Motor  Ve-    Revenues 
User User hide  User Available 


Additional  Revenue 

Available  From 
Motor  Vehicle  User 


Total  Revenue  Adjusted  Total 

Available  From  Revenue  Required 

Motor  Vehicle  From  Non-Motor 

User  Vehicle  User 


Rural : 
Interstate 
Primary 


Secondary 

Local 


Total  -  Rural 


(000) 


$  1,876 

$  0 
0 

$  1,876 


(000) 


$21,046 

$  4,241 
3-127 

$28,414 


(000) 


$  3,820 

10."--"'' 

$13,840 


(000) 


$  1,022 

9.335 

$10,357 


(000) 
(5.933694*) 


$  1,249 


252 
185 


$  1,686 


(000) 


$22,295 

$  4,493 
3.312 

$30,100  * 


(000) 
(87.817919*) 


$  3,355 
8.799 

•$12,154 


Program  deficit     -  12,154  -  10,357  -  $1,797  (x  103) 
For  20-year  program  ■  $35,940,000 


Urban : 
Interstate 
Primary 


Arterials 
Local 


Total  -  Urban 


Total  Rural  &  Urban    $  1,876 


$  1,257 

$   689 
1.033 

$  2,979 


$31,393 


868 
2.856 


$  3,724 


$17,564 


$   725 
3.932 

$  4,657 


$15, 014 


(57.804632?) 


$   727 


-  $   398 

-  m 


-  $    36 


$   530 
$   291 

426 

$  1,257  * 


(146.240601*) 


$  1,269 
4.177 

$  5,446 


Program  deficit  -  5,446  -  4,657  -  $789  (x  103) 
For  20-year  program  =  $15,780,000 


$31,357 


$17,600 


Net  Program  deficit  =  17,600  -  15,014  -  $2,586  (x  103) 
For  20-year  program  »  $51,720,000 


*  User  Responsibility  applied  to  Incremental  Analysis 


Assumptions  and  Qualifications  for  this  Analysis 

While  various  methods  of  approach  have  been 
used  in  the  earnings-credit  solutions  of  various 
states,  some  modification  was  felt  necessary  to 
meet  the  changing  situation  in  the  face  of  the  1956 
Federal  Highway  Act.  In  general  it  is  considered 
best  to  deduct  estimated  Federal-Aid  receipts  in 
arriving  at  net  state  costs  to  be  distributed.  It  is 
possible  also  that  calculations  may  indicate  a  local 
tax  support  too  large  to  be  met  from  property  taxa- 
tion permissible  in  a  particular  county.  Some  mat- 
ter of  judgment  and  weighing  tax  potentials  may 
have  to  enter  into  such  a  picture. 

Local  property  taxes  are  presently  limited  by 
law  to  10  mills  for  county  roads  and  city  streets. 
Nearly  all  of  the  counties  and  cities  levy  some  or 
all  of  the  statutory  limit. 

The  population-mileage  ratio  in  Montana  is  also 
a  limiting  factor  in  that  a  few  people  must,  by 
and  large,  support  a  long  set  of  highway  systems. 
It  has  always  been  a  difficult  task  to  secure  the 
necessary  funds  to  match  the  available  Federal-Aid 
and  keep  up  with  maintenance  and  administration 
costs.  Little  or  no  State  aid  has  gone  to  cities 
and  counties  and  these  units  of  government  have 
had  to  rely  on  the  property  tax  and  registration 
fees  for  road  funds. 

The  road  system  classification  is  similar  to  those 
used  in  the  Oregon  and  Michigan  solutions.  These 
classifications  were  made  largely  independent  of 
the  road  surface  type  in  contrast  to  the  Louisiana 
Solution  which  used  surface  types  as  a  basis  for 
analysis.  Where  more  than  one  surface  type  (in 
some  cases  four  types  are  used)  occurs  in  a  given 
system,  the  costs  are  averaged,  without  weighing, 
to  arrive  at  the  program  cost. 

Basically,  the  earnings-credit  method  makes  use 
of  two  opposing  hypotheses:  (1)  That  all  costs  on 
the  Primary  System  should  be  assigned  to  the  high- 


way user.  (2)  That  all  costs  on  low  traffic  roads 
and  streets  should  be  assigned  to  the  property  own- 
er. Lrsing  these  assumptions  and  maintaining  the 
principle  that  each  road  system  should  be  credited 
with  its  motor  vehicle  earnings  results  in  a  surplus 
of  responsibility  on  the  Primary  System,  and  a 
shortage  or  deficit  of  responsibility  for  rural  sec- 
ondaries and  urban  arterials.  The  earnings-credit 
solution  provides  a  mechanical  method  for  compro- 
mising the  results  of  the  assumptions,  so  that  the 
sum  of  the  responsibilities  exactly  equals  the  total 
program  cost. 

The  Solution  for  Montana 

The  earnings-credit  solution  for  Montana  results 
in  certain  complications.  With  the  present  restric- 
tions on  property  tax  levies  for  road  purposes,  the 
rural  secondaries  could  not  be  financed  according 
to  the  regular  earnings-credit  results.  On  the  other 
hand,  the  rural  Primary  and  Interstate  systems 
generate  revenues  in  excess  of  program  costs.  It 
is  certain  that  a  reduction  in  present  motor-vehicle 
revenues,  despite  excess  earnings  on  some  systems, 
would  not  allow  the  construction  and  maintenance 
of  the  new  highways  which  are  indispensable  to 
the  continuing  economic  welfare  of  Montana's  cit- 
izenry. Consequently,  the  results  of  the  earnings- 
credit  solution  were  modified  by  permitting  a  sur- 
plus of  user  revenue  on  the  Primary  and  Inter- 
state Systems  to  be  used  on  the  deficit  of  the  Sec- 
ondary System.  Further  adjustments  were  made 
when  it  became  apparent  that  more  users'  revenue 
is  available  to  overcome  remaining  deficits. 

The  details  of  the  manipulation  are  set  forth 
in  Table  5-1.  The  upper  half  of  the  table  shows 
the  results  of  a  modified  earnings-credit  analysis 
considered  most  applicable  to  this  State.  The  lower 
half  of  the  table  shows  the  adjustments  for  the 
availability  of  present  revenues.  The  results  may 
be  summarized  as  follows: 


Total  Revenue  Available  from 
Motor  Vehicle  Users 

System 

(000)  % 

Rural : 

Primary    $  22,295  100.00 

Secondary 4,493  57.25 

Local  3.312  27.35 

Total  Rural  $  30,100  71.24 

Urban : 

Primary $  530  100.00 

Arterial  291  18.66 

Local  436  9.45 

Total  Urban -  $     1,257  18.75 

Total  Rural  and  Urban $  31.357  64.05 


Total  Revenue  Required  from 
Non-Motor-Vehicle  Users 


(000) 


3,355 
8,799 


$  12,154 


% 


42.75 
72.65 

28.76 


1.269 

4,177 

81.34 
90.55 

$     5,446 
$  17.600 

81.25 
35.95 

33  — 


Part  2 A 

THE  CHARACTERISTICS  OF  MOTOR  VEHICLE  USE  AND 

TAXATION   IN  MONTANA 

WITH  A  TON  MILE  ALLOCATION 


The  Gross  Ton-Mile  Theory  of  Costs  Allocation 
has  had  the  support  of  many  tax  analysts  in  re- 
cent years  as  a  credible  method  of  determining 
motor-vehicle  tax  responsibility.  It  is  one  of  the 
most  commonly  used  yardsticks  applied  to  the  prob- 
lem. It  has  the  approval  of  a  number  of  leading 
economists  in  the  highway  field,  and  the  whole- 
hearted support  of  some  economists  who  consider 
it  to  be  a  superior  philosophy  in  its  own  right. 

The  underlying  philosophy  is  that  each  user  of  the 
highways  should  pay  for  the  benefits  he  receives 
from  them.  It  is  asserted  that  the  product  of  weight 
times  distance  is  a  measure  of  these  benefits  ;  of  the 
value  of  service  rendered  by  the  highway  facility. 
Although  there  is  no  way  of  proving  that  the  prod- 
uct is  a  direct  measure  of  such  value,  it  is  obvious 
that  the  transportation  of  weight  does  provide  mon- 
etary remuneration  to  a  large  segment  of  the  motor- 
vehicle  population — notably  all  trucks  and  busses. 
Whether  or  not  the  passenger  car  may  be  legiti- 
mately fitted  with  this  common  cloak,  this  common 
unit  of  measurement,  is  a  moot  point.  If  direct 
monetary  remuneration  is  the  determinant,  then 
the  ton-mile  philosophy  would  not  seem  to  be  ap- 
plicable across  the  board. 

However,  this  method  is  probably  the  least  com- 
plicated of  all  methods  of  determining  supportable 
motor-vehicle  tax  responsibility.  The  data  required 
for  the  calculations  is  generally  available,  or  easy 
to  procure.  It  may  be  derived  from  the  usual  ve- 
hicle registration  data;  traffic  classification  counts, 
and  loadometer  studies  ;  and  it  involves  only  total 
highway   expenditures. 

It  was  decided  early  in  the  Montana  stud)  to 
make  a  ton-mile  allocation  for  a  twofold  purpose: 
first,  to  use  the  results  as  a  measuring  stick  against 
the  much  more  complicated  incremental  analysis; 
second,  to  determine,  by  means  of  the  assembled 
data,  what  tax  contributions  vehicles  of  different 
sizes  and  weights  are  making  in  Montana  on  a 
vehicle-mile  as  well  as  a  ton-mile  basis.  This  latter 
purpose  allows  comparison  with  other  states  such 
as  Colorado,  that  have  obviously  applied  ton-mile 
theory  to  calculate'  their  tax  schedules.  The  totals 
also  make  possible  a  reconciliation  of  the  traffic 
data  which  has  been  used  for  the  incremental  and 
fiscal  analyst's  with  revenues  actually  collected.  In 
this  respect  it  is  noteworthy  that  the  calculated 
revenues  for  the  year  1955  differ  from  actual  reve- 
nues collected  during  that  year  by  3.5  percent  which 
indicates  that  the  traffic  data  developed  for  these 
studies  is  substantially  correct.  The  small  error, 
itself,   is   easily   accounted   for.      The   largest    single 


item  not  included  in  the  vehicle  by  vehicle  calcula- 
tion i-  the  "sales  tax"  on  new  automobiles.  These 
fees  amounted  to  about  $537,000  in  1  (>55.  Since  the 
fee  is  paid  only  once  in  the  automobile's  lifetime,  it 
hardly  belongs  in  an  annual  per  vehicle  computation. 
The  fee  is  largely  in  the  same  class  as  personal  prop- 
erty taxes  which  naturally  have  not  been  included 
in  the  computation.  Also  there  is  always  the  pos- 
sibility that  some  taxpayers  may  have  neglected  to 
claim  their  full  entitlement  to  refunds  of  the  gaso- 
line tax.  Working  in  the  other  direction,  of  course 
would  be  the  fact  that  7-cent  and  ''-cent  fuel  tax 
rates  have  been  assumed  for  the  full  year.  Actually 
the  rate  was  only  6-cents  for  the  first  three  months 
of  the  year.  Even  though  these  are  low  fuel  usage 
months,  the  difference  -could  have  been  as  much  as 
$500,000.  The  revenue  calculated  from  the  as- 
sembled registration  and  traffic  data  was  $21.- 
144,488;  the  revenue  actually  collected  during  1055 
was  $21,921,000. 

The  registration,  gross  vehicle  weight,  and  traf- 
fic data  were  broken  out  in  fine  detail,  encompassing 
semi-annual  registrations  and  traffic,  and  the  present 
divisions  of  the  tax  structure  which  give  special 
privileges  to  different  vehicle  groups  by  means  of 
les>  than  100  percent  fees  The  resulting  information 
is  invaluable.  It  provides  a  means  of  comparison 
of  the  privileged  groups  with  non-privileged  groups. 
It  shows  exactly  what  taxes  are  being  paid  by  ever} 
type  and  weight  of  vehicle.  In  addition,  it  shows  up 
tlie  different  operating  characteristics  of  different 
vehicles. 

In  order  to  make  these  fine  distinctions,  data  has 
been  drawn  from  several  sources.  The  records  of 
the  Gross  Vehicle  Weight  Division  ^i  the  Highway 
Department  which  include  proration  data  were 
analyzed  ;  the  Motor-Vehicle  Use  Study  of  the  High- 
way Department's  Planning  Survey  was  utilized: 
loadometer  surveys  for  several  years  were  employed 
to  determine  weight  operation  characteristics:  and 
a  tabulation  of  Oregon's  weightmaster  operations, 
kindly  provided  by  the  Oregon  State  Highway  De- 
partment, together  with  the  loadometer  surveys, 
enabled  the  selection  of  typical  combinations.  (The 
trucking  companies  usually  make  their  combinations 
interchangeable  throughout  the  western  states 
which  have   similar  si/e  ami   weight    restrictions.) 

One  of  the  prime  source.-  iA  all  data  utilized  in 
l  In-  analysis  was  a  study  of  commercial  truck  opera- 
lions  conducted,  and  financed,  by  the  Montana 
Motor  Transport  Association  at  tin-  request  o\  the 
I  act  Finding  Committee.  This  study  was  divided 
into  two  part-.  (  hie  entailed  the  compilation  by  com- 
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mercial  operators,  both  members  and  non-members 
of  the  Association,  of  reports  designed  to  show 
average  annual  characteristics  of  their  operation, 
including:  the  number  of  vehicles  in  their  fleets  ;  the 
estimated  annual  mileage  developed  by  each  ve- 
hicle, both  in  and  out  of  state  ;  the  registered  gross 
vehicle  weights  and  corresponding  average  operat- 
ing weights;  the  type  of  fuel  used  by  each  vehicle, 
and  the  amount  consumed  annually  ;  and  the  class 
of  commodity  carried.  A  very  fine  sample  of  ap- 
proximately 1,500  trucks  was  obtained  through  the 
cooperation  of  the  firms  contacted  by  the  Associa- 
tion ;  it  comprised  types  of  operation  from  those  of 
the  large  fleets  to  those  of  the  owners  of  single 
trucks.  The  other  part  of  the  study  entailed  the 
controlled  investigation  of  the  operating  character- 
istics of  a  selected  range  of  vehicles.  The  amount 
of  weight  transported  on  selected  trips,  the  type  of 
vehicle  and  registered  gross  vehicle  weight,  the 
length  of  the  trip,  and  the  amount  and  type  of  fuel 
consumed  were  duly  recorded. 

From  this  study,  a  graph  of  the  fuel  consumption 
of  single  unit  trucks  and  combinations  was  prepared. 
(Appendix,  Chart  A-3.)  By  an  analytical  comparison 
of  the  operations  of  single  unit  trucks  and  combi- 
nations, the  added  fuel  considered  to  be  used  by 
trailers  of  different  weights  was  computed,  and 
plotted  on  a  graph.  (Appendix,  Chart  A-4.)  Graphs 
of  operating  weight  versus  registered  gross  vehicle 
weight  for  trucks  and  trailers  as  shown  by  Charts 
A-5,  A-6,  and  A-7  of  Appendix  A  were  constructed. 
All  curves  shown  have  been  mathematically  fitted. 

There  was  some  concern  during  the  course  of  this 
analysis  about  the  application  of  the  findings  of  the 
commercial  truck  study  to  other  trucks.  It  was  not 
known  if  the  sample  was  sufficiently  inclusive.  How- 
ever, a  broad  application  has  been  fully  justified  by 
the  results. 

Table  5-2  on  the  pages  following  this  discussion 
shows  the  derivation  of  1955  revenues  by  vehicle 
type;  registered  gross  vehicle  weight  class;  fee 
group;  and  annual  and  semi-annual  registrations. 
The  taxes  paid  by  each  vehicle  are  reduced  to  a 
per  vehicle  mile  and  a  per  ton  mile  base. 


The  Allocation  of  Motor  Vehicle  Tax  Responsibility 

for  Program  Costs 

by  the  Ton-Mile  Procedure 

In  order  to  effect  a  direct  comparison  between  the 
vehicular  responsibility  derived  from  the  ton-mile 
theory  and  that  derived  from  the  incremental  theory, 
the  user  costs  derived  from  the  earnings-credit 
analysis  for  the  20-year  construction  program, 
(which  anticipate  a  30-year  fiscal  program,  or  equate 
to  present  motor-vehicle  user  revenues),1  were  dis- 
tributed amongst  ton  miles  projected  to  the  mid- 
year of  the  program,  1966.  This  projection  was  on 
the  basis  of  indices  of  registration  and  travel  shown 
on  Charts  A-l  and  A-2  of  Appendix  A,  the  same 
indices  used  to  project  travel  for  the  incremental 
allocation. 

After  determining  the  total  program  responsibility 
of  each  vehicle  type  from  the  product  of  ton-miles 
and  rate  of  charge  per  ton-mile,  these  figures  were 
reduced  to  a  responsibility  per  vehicle  mile  which 
is  directly  comparable  to  the  results  of  the  incre- 
mental analysis.  Table  5-3  shows  the  application 
of  this  procedure  and  a  tabulation  of  the  results. 

It  may  appear  from  a  cursory  inspection  of  the 
allocations  in  table  5-3  and  a  comparison  with  those 
in  table  5-9,  that  the  ton-mile  method  and  incre- 
mental method  have  produced  similar  results.  A 
closer  examination  will  disclose  that  such  is  not  the 
case.  The  close  agreement  in  charges  to  commercial 
vehicles  is  contingent  upon  the  large  cost  assign- 
ment to  farm  trucks  in  this  broad  application  of  the 
ton-mile  procedure.  The  incremental  method  medi- 
ates the  charges  against  farm  trucks  by  allowing 
for  their  lesser  travel  on  high  weight-cost  roads.  In 
a  sense  this  seems  unfair,  since  excess  earnings  from 
these  same  facilities  have  been  used  to  overcome  a 
deficit  on  the  roads  the  farm  trucks  do  use.  The 
particular  significance,  at  this  point,  is  that  com- 
mercial truck  rates,  even  with  this  cost  burden  re- 
moved, exceed  those  produced  in  the  incremental 
assignment.  Passenger  car  rates,  it  will  be  noted, 
are  substantially  less  in  the  ton-mile  allocation. 


'See  discussion  in   Part  2-B:   Non-Motor-Vehicle-User's  Re- 
sponsibility. 
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OLD    TIME     BLUES 


Even  climatic  conditions  or  a  light  passenger  car  need  a  basic  highway. 


Illustration  by:     Bernice  Powell 
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Part  2B 

THE  DETERMINATION  OF  MOTOR  VEHICLE  TAX 

RESPONSIBILITY  IN  MONTANA  BY  THE 

INCREMENTAL  METHOD 


The  Reason 

Although  the  preceding  pages  of  this  Chapter 
have  been  devoted  to  a  Gross-Ton-Mile  Analysis, 
it  is  not  intended  to  rest  an  allocation  of  motor 
vehicle  tax  responsibility  on  that  base.  The  sim- 
plicity of  concept  in  the  ton-mile  theory  together 
with  the  ready  availability  of  data  for  the  solution 
are  attractive  features  which  have  led  to  its  rather 
general  application.  Its  advocates  argue  that  high- 
way beneficiaries  are  equitably  charged  for  value 
received,  which  is  a  reasonable  philosophy,  and  that 
value  received  is  equitably  measured  by  the  product 
of  weight  transported  and  distance  travelled,  which 
is  doubtful.  Weight  times  distance  would  be  a  valid 
unit  of  measurement  of  value  received  only  if  all 
vehicles  travelling  on  the  highways  were  transport- 
ing weight  for  specific  remuneration.  The  purposes 
of  passenger  car  travel  and  heavy  commercial  truck 
travel  are  entirely  different.  Business  or  vacation 
travel  in  passenger  cars  does  not  produce  ton  mile 
remuneration.  A  light  panel  delivery  loaded  with 
bread  could  easily  receive  the  same  monetary  value 
as  a  heavy  dump  truck  loaded  with  dirt  for  a  trip 
of  the  same  length. 

The  advocates  of  the  ton-mile  theory  have  ad- 
vanced other  arguments,  arguments  to  support  their 
contention  of  equitability  in  the  device.  They  have 
described  ton-miles  as  "energy  absorbed  by  trans- 
portation1" similar  to  the  foot-pound  which  it  does 
not  resemble.  The  layman  may  be  inclined  to  accept 
the  ton-mile  theory  because  it  apparently  measures 
two  factors  which  obviously  influence  highway 
costs,  weight  and  wear.  However,  highway  costs 
are  by  no  means  proportional  to  ton-miles,  and  no 
competent  investigator  has  claimed  otherwise.  The 
usual  reason  for  present  day  application  of  the 
theory  to  derive  or  support  a  tax  structure  is  the 
lack  of  available  data  for  another,  admittedly  more 
equitable,  analysis.  There  is  another  reason,  as  one 
observer  has  it:  "It  is  believed  the  ton-mile  method 
yields  the  highest  defensible  assignment  of  costs  and 
hence  the  maximum  level  of  taxes  which  may  be 
assessed  fairly  against  large  vehicles."  The  Gross- 
Ton-Mile-Theory  is,  in  fact  prejudiced  against 
heavy  commercial  trucks.  To  use  the  device  for  pro- 
ducing a  maximum  assignment  against  these  vehi- 
cles seems  hardly  defensible  or  fair. 

The  ton-mile  allocation  is  presented  in  this  report 
purely  as  a  measure  of  what  is  to  follow.    The  data 

'Report  of  the  Legislative  Committee  for  the  Study  of 
Motor  Transportation  in  Oregon,  page  5,  as  quoted  on 
page  75,  A  Factual  Discussion  of  Motor  Truck  Opera- 
tion, Regulation  and  Taxation,  Bureau  of  Public  Roads. 
See  comments  following. 


was  originally  assembled  to  check  the  traffic  com- 
pilation which  is  used  in  the  incremental  analysis 
against  revenue  produced  by  motor  vehicle  taxation 
in  the  year  1955.  Although  the  ton-mile  allotment 
produces  a  measure  of  the  incremental  allotment  in 
one  direction,  it  has  been  thought  reasonable 
to  present  it  for  that  purpose.  Unfortunately,  the 
time  and  data  have  not  been  available  to  make  an 
analysis  which  would  provide  a  measure  in  the 
opposite  direction. 

The  Cost-Function  Approach,  as  it  is  called,  is 
certainly  the  most  detailed,  and  probably  the  most 
complex  of  all  methods  applied  to  motor  vehicle 
tax  determination.  This  method  involves  the  separa- 
tion of  all  elements  of  highway  construction  and 
maintenance  cost,  and  an  assignment  of  each  to 
various  vehicles  according  to  the  function  served  in 
accommodating  that  particular  type  of  vehicle.  Both 
the  benefits  philosophy  and  incurred  cost  philosophy 
are  incorporated  in  an  analysis  of  this  type.  The 
basic  data  required  is  a  complete  breakdown  of 
annual  construction,  maintenance  and  administra- 
tion cost,  item  by  item.  Although  the  information 
is  undoubtedly  available  from  Highway  Department 
records,  its  compilation  in  usable  form  is  a  time 
consuming  process  that  could  not  be  undertaken 
in  the  course  of  this  present  study.  The  cost-func- 
tion approach  generally  produces  the  lowest  assign- 
ment of  costs  against  heavy  vehicles.  (At  least  this 
has  been  the  general  result  of  applications  in  the 
past.)  The  incremental  method,  which  will  be  de- 
scribed presently,  generally  produces  an  assignment 
in  between  those  of  the  ton-mile  and  cost-function 
methods. 

The  incremental  theory  is  thought  by  many  to  be 
the  fairest  method  of  determining  motor  vehicle  tax 
responsibility.  Its  philosophy  is  sound  and  in  accord 
with  the  economics  of  commerce  in  a  free  enterprise 
society.  This  philosophy  would  have  vehicles  of  dif- 
ferent sizes  and  weights  pay  for  highway  costs  in 
proportion  to  the  costs  they  occasion.  Thus  the 
competitive  use  of  highway  transport  as  a  benefit 
to  the  general  economy  of  the  nation  will  be  fully 
realized. 

An  Introduction  to  the  Method 

The  incremental  method  involves  an  engineering 
determination  of  the  cost  that  vehicles  of  different 
sizes  and  weights  incur  on  the  highway  structure, 
and  on  the  geometries  of  highways  such  as  gradient 
and  curvature.  It  is  fairly  obvious  that  a  heavy 
truck  requires  a  thicker  paved  structure  to  support 
its  weight  than  a  light  truck  or  passenger  car,  and 
the  additional  thickness  is  measurable  to  a  reason- 
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able  degree  of  accuracy.  It  is  equally  obvious  that 
a  heavy  vehicle  requires  an  improvement  of  geo- 
metries over  those  required  by  a  light  vehicle,  but 
the  degree  of  improvement  required  is  more  difficult 
to  determine.  Thus,  where  it  is  necessary  to  reduce 
steep  gradient  to  keep  all  traffic,  otherwise  hamper- 
ed by  the  presence  of  heavy  vehicles,  moving  at  de- 
sirable speeds,  the  cost  of  reducing  gradient  is  a 
cost  incurred  by  the  heavy  vehicle.  But,  in  all  fair- 
ness, the  question  must  be  asked  :  would  the  gradient 
have  been  reduced  in  any  case  for  the  comfort  of 
passenger  car  travellers  alone  if  they  were  the  only 
vehicles  on  the  roadway0  No  method  of  tax  determi- 
nation produces  an  exact  answer  to  all  the  questions 
that  arise.  It  should  be  sufficient,  therefore,  that 
an  application  of  the  incremental  theory  produces  a 
reasonable  and  just  relationship  between  highway 
costs  and  the  vehicles  that  incur  them. 

The  additional  thickness  of  pavement  required 
by  the  heavy  truck  is  an  "increment"  required  for 
its  accommodation.  The  cost  of  the  additional  pave- 
ment is  its  responsibility  alone.  However,  it  still 
shares  responsibility  for  the  initial  or  "basic"  struc- 
ture on  which  the  increment  is  placed,  and  should 
share  in  its  cost.  In  the  incremental  determination, 
essentially,  the  whole  roadway  is  considered  to  he 
composed  of  a  basic  structure  which  all  vehicles 
require,  with  a  succession  of  increments  added,  each 
accommodating  a  successively  heavier  vehicle.  Each 
vehicle  type  is  charged  for  the  increment  that  is  its 
own  responsibility  alone  and  a  share  of  all  lesser 
increments  upon  which  its  own  requirement  is 
placed,  and,  in  addition,  a  share  of  the  "basic' 
structure. 

In  practice  it  is  usual  to  relate  the  increments  to 
axle  loads  rather  than  gross  vehicle  weight,  since 
it  is  the  weight  of  an  axle  more  than  the  overall 
weight  of  a  vehicle  that  determines  the  need  for  a 
thicker  and  more  costly  structure.  In  the  applica- 
tion of  the  incremental  method  which  follows,  geo- 
metries are  also  related  to  axle  load  for  simplicity 
inasmuch  as  axle  load  is  generally  a  measure  of  the 
size  of  a  truck.  It  is  more  important  that  the  struc- 
ture-load relationship  be  correct  since  base  and  sur- 
face are  the  most  costly  elements  of  road  con- 
struction. 

Considering  structure  alone  for  the  moment  -the 
historical  process  that  hi  s  produced  the  modern 
highway  plant  has  been  a  process  of  continued  im- 
provement  of  main  highways  with  more  pavement 
and  related  base  structure  to  accommodate  increased 
traffic,  more  speed,  and  more  weight.  Each  inter- 
mediate "stage"  was  adequate  for  the  traffic  of  that 
day.  In  many  respects  the  less  travelled  routes  <>i 
the  modern  highway  system  are  similar  to  those 
intermediate  "stages"  since  their  traffic  is  similar 
to  the  traffic  on  the  main  highways  of  yesteryear. 
Heavy  axle  loads  are  less  frequent  than  they  are  on 
main  stem  roads,  and.  presently,  it  will  he  seen  that 
the  frequency  of  heavy  axles  is  the  controlling  fac- 
tor. Just  as  dirt  roads  on  main  arteries  have  evolved 
to  modern  high-standard  paved  facilities  so  will 
these  roadways  evolve  as  their  traffic  increases  and 


heavy  axle  loads  become  more  frequent.  It  is  reason- 
able to  conceive,  therefore,  and  this  becomes  a  basic 
premise  of  this  incremental  solution,  that  all  low 
and  intermediate  standard  roadways  are  "stages" 
in  the  construction  of  high-standard  roadways.  Upon 
these,  added  increments  of  structure  will  be  placed 
to  accommodate  more  traffic  and  heavier  axle  loads. 

Just  as  it  was  necessary  to  interject  the  element 
of  axle  load  rather  than  gross  vehicle  weight  into 
this  analysis,  so  it  is  necessary  to  interject  the  ele- 
ment of  axle  load  frequency  or  repetition.  It  is  not 
entirely  the  magnitude  of  an  axle  load  that  demands 
a  better  highway  structure,  but,  rather,  the  number 
of  repetitions  that  may  be  expected  of  a  load  of 
given  magnitude.  It  is  for  this  reason  that  it  is  not 
necessary  to  build  all  highways  to  the  same  struc- 
tural standard.  A  secondary  highway  that  carries 
only  a  few  maximum  axles  per  day  requires  less 
thickness  of  structure  than  a  primary  road  that 
carries  many  maximum  axles  per  day.  The  magni- 
tude of  axle  loading  is  used  as  a  design  criterion 
only  where  there  occurs  innumerable  repetitions  of 
a  load  of  that  magnitude. 

Thus  it  is  an  interrelation  between  volume  of 
traffic  and  magnitude  of  load  that  is  applied  to 
structural  design.  Pure  volume  has  its  own  effect 
m  requiring  highways,  mostly  where  geometric- 
width,  gradient,  curvature  and  sight  distance — are 
concerned.  Since  the  wider  commercial  vehicles 
with  less  hill  climbing  ability  have  an  effect  on  this 
pure  volume  condition,  they  incur  roadway  cost  in 
this  respect  in  addition  to  that  incurred  by  their 
heavy  axles.  It  is  possible  to  make  an  association 
between  heavy  vehicles  and  the  total  roadway  they 
require  which  will  result  in  a  reasonable  charge 
against  them  for  all  of  these  circumstances  of  in- 
curred cost. 

The  Basic  Data 

This  incremental  solution  has  been  prepared  for 
a  highway  construction  program  that  will  provide 
the  State  of  Montana  with  an  adequate  highway 
system  in  twenty  years.  It  will  not  be  entirely  valid 
if  this  construction  program  is  not  embarked  upon. 
The  assumption  has  been  made  that  all  present  high- 
ways have  been  paid  for  in  proper  proportion  by 
the  vehicles  using  them,  except  for  continuing  main- 
tenance cost  which  has  been  included  in  the  deter- 
minations. All  new  construction  cost  has  been  ap- 
portioned by  the  incremental  method  to  vehicles  of 
different  sizes  and  weights  considered  to  have  in- 
curred these  costs. 

The  design  standards  and  costs  of  the  new  high- 
ways are  those  calculated  by  Sate  Highway  De- 
partment engineers  under  the  expert  guidance  of 
the  Automotive  Safety  Foundation,  ami  with  the  co- 
operation of  city  and  county  engineering  staffs.  The 
standards  to  which  the  new  facilities  have  been  de- 
signed arc  set  forth  in  tables  5°.  60,  61,  and  (>2  of 
Appendix    V 

Vehicle  registrations  for  the  year  1954  were  com- 
piled from  the  records  of  the  Registrar  of  Motor 
Vehicles  and  the  State   Highway    Department  Gross 
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Vehicle  Weight  Tax  Division.  Traffic  data  for  the 
year  1954  was  compiled  from  three  sources:  High- 
way Planning  Survey  Traffic  Classification,  Counts 
and  Loadometer  Surveys;  A  Highway  Planning 
Survey  Motor  Vehicle  Use  Study  ;  and  an  inde- 
pendent survey  of  truck  operation  made  by  the 
Montana  Motor  Transport  Association.  Tables  56, 
57,  and  58  of  Appendix  A  show  the  1954  travel 
by  vehicle  classes  and  by  gross  vehicle  weight 
groups  for  the  three  main  rural  highway  systems. 
Traffic  for  the  urban  system,  while  based  on  special 
classification  counts  made  by  the  Highway  Plan- 
ning Survey,  was  estimated  for  the  different  weight 
groups. 

Registrations  and  traffic  were  projected  to  the 
mid-program  year,  1966,  on  a  series  of  indices  de- 
veloped from  historical  trends.  Graphs  of  these  pro- 
jections are  shown  in  Charts  A-l  and  A-2  of  Ap- 
pendix A.  Projections  to  the  mid-year  are  neces- 
sary in  an  analysis  of  this  type  to  obtain  an  average 
charge  per  vehicle  for  the  period.1  The  expected 
travel  in  1966  on  the  several  study  systems  is  shown 
in  table  35  of  Appendix  A. 

In  order  to  obtain  the  axle  loads  characteristic 
of  different  vehicles,  the  Oregon  State  Highway 
Department  obliged  with  a  tabulation  from  their 
Weighmaster  Operations  of  a  sample  of  30,00  trucks 
loaded  to  their  registered  gross  vehicle  weight  and 
coded  by  type  of  vehicle,  axle  arrangement,  gross 
weight,  axle  loads,  and  commodity  transported. 
Weighted  average  axle  loads  were  calculated  for  all 
vehicle  types  by  gross  vehicle  weight  groups.  Where 
a  radical  departure  from  the  average  occurred  be- 
cause of  commodity  transported,  it  was  intended  to 
separate  travel  for  vehicles  carrying  that  commodity 
for  separate  responsibility  determination.  There 
were  no  cases  where  this  was  necessary.  However, 
regrouping  of  some  vehicles  did  become  necessary 
where  it  was  apparent  that  they  could  not  load  to 
their  registered  gross  vehicle  weight  and  stay  within 
legal  axle  load  limits.  For  example,  no  two  axle 
single  unit  trucks  in  the  sample  which  carried  more 
than  28,000  pounds  gross  vehicle  weight  managed 
legal  axle  loads.  For  this  reason,  such  vehicles  have 
been  regrouped  at  28,000  pounds  for  the  calculations 
which  follow.  Other  non-typical  operations  have 
also  been  excluded  from  these  determinations. 

The  Montana  Method 

It  is  not  intended,  in  this  report,  to  enter  into 
detailed  analytics  or  argument  to  support  the  con- 
tentions and  assumptions  of  this  incremental  solu- 


'The  resulting  per  vehicle  charge,  however,  is  predicated  on 
the  entire  motor-vehicle  user's  share  of  the  program  cost 
being  paid  within  the  20-year  period,  and  may  be  generally 
higher  than  practical.  In  this  case,  the  whole  curve  of 
responsibility  is  adjusted  to  a  level  determined  by  the 
fiscal  study. 

2Mr.  Scott  P.  Hart,  State  Highway  Engineer;  Dr.  E.  R. 
Dodge,  Dean  of  Civil  Engineering,  Montana  State  Col- 
lege; Mr.  William  Huffine,  District  Engineer  (Mon- 
tana), Bureau  of  Public  Roads.  (Mr.  Mort  Flint,  former- 
ly District  Engineer,  (Montana),  Bureau  of  Public  Roads, 
was  a  member  of  this  Committee  until  his  transfer  from 
the  Montana  District.) 


tion.  It  is  expected  that  a  technical  report  on  the 
Montana  Incremental  Method  will  be  published 
sometime  in  January,  1957.    At  a  September  6,  1956, 

meeting,  the  Incremental  advisory  Committee 
which  is  composed  of  the  State's  leading  highway 
engineers2  was  able  to  vote  a  tentative  endorsement 
of  the  proposals  contained  herein.  Because  of  the 
complicated  nature  of  the  problem  and  the  short 
time  this  committee  has  had  to  work  with  it,  the 
endorsement  was  necessarily  tentative  pending  fur- 
ther meetings  and  discussion.  However,  close  scru- 
tinv  by  these  men  did  not  disclose  any  apparent 
weakness  in  the  method  or  conflict  with  engineering 
principles. 

The  initial  relationship  upon  which  the  orthodox 
incremental  solution  is  based  is  that  between  volume 
of  traffic  and  repeated  axle  load.  This  relationship 
will  be  clarified  by  a  definition  of  the  repeated  load. 
The  repeated  axle  load  is  that  load  which  is  repeated 
often  enough  that  its  magnitude  determines  the 
amount  of  structure  that  must  be  built  into  a  road- 
way. It  may,  however,  consist  not  only  of  axles  of 
the  given  magnitude  but  also  axles  of  larger  magni- 
tude which  are  not,  in  themselves,  repeated  often 
enough  to  require  more  structure.  Thus,  high  vol- 
ume traffic  arteries  on  the  Interstate  and  some 
parts  of  the  Proposed  State  Highway  Systems  which 
carry  most  of  the  heavy  commercial  vehicles,  must 
be  designed  for  repetitions  of  the  maximum  legal 
axle  load.  Other  parts  of  the  Proposed  State  High- 
way System,  which  carry  fewer  of  the  heaviest  com- 
mercial vehicles  but  still  a  large  number  of  heavy 
vehicles,  may  be  designed  for  a  repeated  axle  load 
somewhat  less  than  maximum. 

Most  mileage  on  the  Secondary  System  carries 
few  heavy  vehicles,  (even  though  their  proportion 
of  total  traffic  may  be  the  same),  and  its  structure 
may  be  designed  for  a  still  smaller  repeated  axle 
load.  A  concept  of  equivalent  wheel  loads  somewhat 
similar  to  this  concept  of  repeated  axle  loads  has 
been  used  for  some  years  in  the  method  of  pave- 
ment design  used  by  the  State  of  California  Division 
of  Highways.3 

It  is  possible  to  derive  an  empirical  relationship 
between  traffic  volume  and  the  magnitude  of  the 
repeated  axle  load.  In  answer  to  a  questionnaire 
circulated  by  Mr.  G.  P.  St.  Clair,  Chairman  of  the 
Committee  on  the  Incremental  Solution  of  the  High- 
way Research  Board,  engineers  from  several  eastern 
states  contributed  to  this  determination.  An  ap- 
proximation of  the  results  of  their  combined  judg- 
ment is  provided  by  the  formula  L  —  .3  /  v  where 
L  is  the  maximum  repeated  load  in  thousands  of 
pounds  and  v  is  the  traffic  volume  in  vehicles  per 
day.  Applying  this  formula  to  the  several  volume 
classes  of  roadway  designated  by  the  Automotive 
Safety  Foundation  for  the  construction  of  rural 
highways  in  Montana,4  the  following  relationships 
are   established. 


3In  California  design  procedure  the  anticipated  numbers  and 
magnitudes  of  wheel  loads  to  be  imposed  on  the  proposed 
highway  are  converted  to  an  equivalent  number  of  repeti- 
tions of  a  "standard"  5,000  pound  wheel  load. 

'Tables  59,  60  and  61,  Appendix  A. 
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Maxium  Traffic 
Volume 
(VPD) 

L  =  .3|/v 

Maximum  Axle* 
Load 
(Kips) 

400 

6 

6 

1000 

9.5 

10 

2000 

13.4 

14 

4000** 

19.0 

18 

*The  last  column  is  rounded  for  practical  purposes. 
**Considered  a  reasonable  upper   limit  of  two  lane  volume 
accommodation. 

At  traffic  volumes  which  are  less  than  200-400 
vehicles  per  day  there  is  a  distinctive  change  in  the 
type  of  surfacing  recommended  by  the  Automotive 
Safety  Foundation.  (Proposed  State  Highway  Sys- 
tem.) For  this  volume  of  traffic,  and  for  larger 
volumes,  weight  dependent  bituminous  or  Portland 
cement-concrete  surfaces  of  intermediate  or  high 
type  will  usually  be  employed  ;  for  smaller  volumes, 
low  cost  bituminous  surfaces  are  contemplated.  Al- 
though axle  load  is  still  an  important  factor  in  in- 
curred cost  on  this  surface  type,  it  does  not  operate 
with  the  same  uniformity  of  effect.  It  is  for  this 
reason  that  load-volume  relationships  are  not  listed 
for  accommodations  less  than  200-400  vehicles  per 
day. 

In  addition  to  the  considerations  already  stated, 
the  lowest  traffic  volume-load  relationship  must 
begin  at  a  point  where  weather  and  frost  action  is 
not  a  determinant  of  structural  design.  A  certain 
minimum  thickness  of  structure  is  required  for  these 
conditions  in  any  case.  However,  the  choice  of  a 
relationship  at  an  accommodation  of  from  200  to 
400  vehicles  per  day  should  insure  that  a  structure 
is  being  considered  where  the  elements  are  no 
longer  a  determining  factor. 

besides  the  statistical  relationships  outlined 
above,  the  structural  thickness  proposed  for  200  to 
400  vehicles  per  day  in  this  State  is  reasonably 
related  to  the  accommodation  of  a  6,000  pound  axle. 
This  amounts  to  5  inches  of  total  structure  on  the 
best  soils;  15  inches  of  structure  on  the  worst  silts. 

A  basic  weight  relationship  is  therefore  estab- 
lished :  that  a  roadway  which  is  built  to  accommo- 
date 200-400  vehicles  per  day  will  sustain  innumer- 
able repetitions  of  a  6,000  pound  axle  load,  (or  its 
equivalent).  Such  a  load  will  be  applied  by  a  5-ton 
two-axle  truck  loaded  in  the  normal  manner. 

Figure  5-1  is  a  graphical  representation  of  a 
homogeneous  system  of  highways  such  as  the  Pro- 
posed State  Highway  System.  The  "treads"  of  the 
staircase  on  the  left  portion  of  the  diagram  repre- 
sent roadways  built  to  accommodate  the  traffic  vol- 
umes shown.  Each  tread  is  continued  to  the  right 
portion  of  the  diagram  to  show  that  roadway  as  a 
"stage"  of  the  roadway  above.  The  second  step, 
being  the  roadway  that  will  accommodate  200  to 
400  vehicles  per  day,  will  accommodate  repetitions 
of  a  6,(HM)  pound  axle.  The  riser,  or  increment  num- 
ber 3,  increases  the  accommodation  to  1,000  vehicles 
per  day  and  the  axle  to  10,(XX)  pounds.  Riser  num- 
ber 2  converts  the  accommodation  to  2, (XX)  VPD 
and    14,000  pounds;  riser  number   1    to  4,000  VPD, 


and  18,000  pounds.  Vehicles  requiring  the  top  riser 
also  require  all  of  lower  structure  plus  the  basic 
foundation,  and  shall  share  part  of  each  ''incre- 
mental" cost. 

The  cost  of  each  mile  of  roadway  for  any  one 
tread  is  determined  from  the  Automotive  Safety 
Foundation  system  cost  analysis.  The  cost  of  each 
increment  per  mile  is  obtained  by  subtraction. 

The  14,000  to  18,000  pound  axles  found  on  the 
highway,  (and  thus  the  vehicles  which  impose 
them),  are  charged  with  the  number  of  miles  of  in- 
crement number  1  which  will  be  built  at  the  cost 
per  mile  figure  determined  by  subtraction.  They 
are  also  charged  with  part  of  the  cost  of  increment 
number  2  dependent  on  their  use  of  this  increment, 
(vehicle  miles  of  travel),  as  opposed  to  the  use  by 
other  vehicles  which  require  it.  The  total  cost  of 
this  increment,  calculated  at  the  per  mile  rate  ob- 
tained by  subtraction  for  the  number  of  miles  of 
increment  built,  is  apportioned,  therefore,  amongst 
10,0C0  pound  to  18,000  pound  axles.  Similarly,  the 
cost  of  increment  number  3  is  apportioned  amongst 
6,000  pound  to  18,000  pound  axles. 

In  order  not  to  confuse  the  problem  to  this  point, 
the  incremental  costs  which  have  been  determined 
by  subtraction  have  been  handled  as  if  they  were 
structural  costs  alone.  In  fact,  they  include  the 
cost  of  geometric  improvements  to  the  roadway  to 
accommodate  the  different  volumes  of  traffic.  It 
may  be  demonstrated1  that  the  order  of  geometries 
so  included  is  a  reasonable  weight  charge  against 
large  and  heavy  vehicles  ;  the  implication  intended 
is  not  that  geometries  can  be  matched  to  vehicle 
size  and  weight  in  the  same  way  that  structure  is 
matched  to  axle  load,  but,  instead,  that  a  reasonable 
proportion  of  the  total  geometries  of  the  system 
will  be  apportioned  to  heavy  vehicles  in  the  result 
by  carrying  geometric  costs  along  with  structural 
costs.  (The  base  mean  standard  structure  is  also 
built  to  geometric  standards  somewhat  influenced 
by  large  and  heavy  vehicles.)  The  results  of  the 
intended  distribution :  4  feet  of  a  total  10  foot 
shoulder;  2'<  of  a  total  6',  gradient;  175  feet  of  a 
total  525  foot  non-passing  sight  distance,  etc. :  are 
not  disproportionate  charges  against  all  trucks  over 
5  tons.  (And  they  are  automatically  graduated  by 
weight.) 

There  remains  another  theoretical  consideration 
before  calculations  can  be  made.  It  is  desirable  to 
distribute  the  cost  of  each  increment  on  a  scale 
graduated  by  weight,  and,  at  the  same  time,  to 
interject  relative  use  of  the  facilities.  The  number 
of  axle  load  repetitions  imposed  on  a  highway  de- 
pends on  the  annual  travel  of  all  vehicles  applying 
that  load.  It  is  possible  to  determine  the  effect  of 
annual  axle  miles  alone  in  incurring  cost  at  all  load 
levels.  The  axle  miles  applied  by  any  load  are  di- 
vided by  a  constant,  (1.058).  raised  to  the  load  as 
an  exponent,  the  resulting  term  being  designated 
effective  axle  miles.1    Weight  costs  are  determined 


The  contentions  regarding  geometries  will  be  fully  sup- 
ported, and  the  derivation  of  kip-axle-miles  will  be 
described  in  the  technical  report  on  the  Montana  Incre- 
mental  Method. 
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to  be  proportional  to  load  multiplied  by  effective 
axle  miles,  the  final  expression  being  designated 
effective  kip-axle-miles. 

Further  reference  is  to  Figure  5-1.  The  costs  of 
increments  1,  2,  and  3  are  apportioned  amongst  their 
respective  axles,  as  described  previously,  on  the 
basis  of  effective  kip-axle-miles.  (A  kip  is  a  com- 
mon engineering  term  for  1,000  pounds.)  So  far 
only  the  costs  of  these  three  increments  are  deter- 
minable, and  are  distributed  to  axles  from  6,000 
pounds  upwards.  However,  there  is  no  reason  to 
believe  that  weight  costs  begin  at  this  level.  Some 
part  of  the  cost  of  the  structure  below  the  tread  of 
step  number  4  is  also  influenced  by  weight.  In  a 
practical  tax  structure  it  will  be  desirable  to  have 
weight  costs  ascend  upwards  for  every  axle  heavier 
than  that  applied  by  a  passenger  car.  It  is  possible 
to  determine  the  cost  of  the  undefined  increment 
number  4  consistent  with  reasoning  applied  else- 
where in  the  analysis. 

Weight  costs  within  an  increment  are  proportional 
to  effective  kip-axle-miles  for  a  regular  progression 
of  load.  The  actual  cost  curve  plotted  against  load 
is  logarithmic.  It  may  be  shown  that  a  similar 
logarithmic  curve  of  cost  progression  against  load 
will  be  obtained  when  total  increment  costs  are  in- 
versely proportional  to  effective  kip-axle-miles.  The 
total  cost  of  increments  1,  2,  and  3  are  known.  By 
plotting  effective  kip-axle-miles  on  these  increments 
against  the  respective  cost,  the  straight  line  pro- 
duced may  be  extrapolated  upwards  to  include  the 
effective  kip-axle-miles  produced  by  3  to  6  kip-axles. 
Against  this  figure  may  be  read  the  cost  per  mile 
of  the  undefined  increment  to  be  distributed  to  these 
axles.  (See  Figure  5-2  and  the  technical  report  for 
a  full  explanation  of  this  manipulation.) 

Having  obtained  and  distributed  all  of  the  weight 
costs  in  the  system,  the  difference  between  the  total 
system  cost  and  the  sum  of  the  weight  costs  is  the 
cost  of  the  basic  roadway  structure  which  all  ve- 
hicles require.  This  cost  is  then  apportioned  amongst 
all  vehicles  using  the  highway  in  proportion  to  their 
use  or  annual  axle  miles  of  travel. 

Construction,  Maintenance  &  Administration  Costs 

So  that  this  incremental  solution  will  not  average 
different  characteristics  of  motor-vehicle  use  and 
different  highway  needs  beyond  the  limits  of  prac- 
ticality, it  is  desirable  and  expedient  to  apply  the 
method  separately  to  four  systems  of  highways :  the 
Proposed  State  Highway  System ;  the  Interstate 
System ;  the  Proposed  Secondary  System  ;  and  the 
Proposed  Urban  Arterial  System.  Local  rural  roads 
and  local  city  streets  are  not  part  of  this  incremental 
analysis,  although  a  user  share  of  the  cost  of  these 
facilities,  as  determined  by  the  earnings-credit 
analysis,  is  added  to  the  result. 


The  construction  costs  developed  from  the  high- 
way needs  study  were  used  as  calculated  for  each 
design  volume  class  where  applicable,  except  that 
the  grading  cost  curves  were  smoothed  for  excessive 
expenditure  on  some  known  facilities.  This  exces- 
sive cost  is  incurred  mostly  in  rugged  terrain  where 
there  is  no  present  facility.  To  these  construction 
costs,  which  include  stopgap  measures  and  surface 
replacement,  were  added  maintenance  costs  deter- 
mined by  the  same  factors  used  in  the  needs  study. 
Some  reflection  will  disclose  the  pertinence  of 
handling  maintenance  cost  in  this  way.  If  a  savings 
in  maintenance  results  from  adding  an  element  of 
construction  to  accommodate  certain  vehicles,  and 
if  those  vehicles  have  been  charged  for  that  element 
of  construction,  then  they  should  realize  the  ad- 
vantage. Small  negative  increments  of  maintenance 
cost  did,  in  fact,  develop.  It  was  found  that  it  would 
cost  slightly  less  to  maintain  the  highest  type  of 
facility  than  it  would  cost  to  maintain  the  next 
highest  type,  which  is  consistent  with  the  findings 
of  many  studies  made  for  the  purposes  of  the  incre- 
mental solution  in  other  states. 

A  breakdown  of  maintenance  cost  was  not  neces- 
sary. Elements  such  as  the  cost  of  snow  or  slide 
removal  were  self-determining.  Being  the  same  for 
all  classes  of  facility,  they  did  not  show  up  in  the 
increments.  The  same  may  be  said  for  off-road 
maintenance  and  erosion  control.  Other  elements 
were  too  small  a  proportion  of  total  cost  to  affect 
the  results  materially. 

Right-of-way  was  not  separated  from  other  con- 
struction cost.  In  this  State,  these  costs  proved  to 
be  a  small  proportion  of  the  whole.  Although  slight 
incremental  costs  developed  from  their  inclusion, 
these  were  justifiable  since  they  were  contingent 
on  the  relocation  of  facilities  for  the  improvement 
of  gradient  and  other  geometries  and,  thus,  dis- 
posable in  the  manner  of  geometric  costs  generally. 
The  costs  of  historical  markers  and  picnic  sites  were 
insignificant  and  needed  no  special  consideration. 

Four-lane  highways  were  included  as  if  they 
were  double  the  equivalent  mileage  of  two-lane  fa- 
cilities. The  cost  of  their  medians,  additional  right- 
of-way,  and  control  of  access  were  automatically 
excluded  from  incremental  costs.  It  was  not  thought 
worth  while  to  separately  identify  truck  climbing 
lanes  from  the  needs  study  by  facility  type.  There 
were  only  a  few  such  facilities  and,  since  the  cost 
determinations  were  averaged  and  adjusted  to  pro- 
duce smooth  curves  for  this  analysis,  their  inclusion 
did  not  create  disproportionate  increments.  For  this 
reason,  the  larger  part  of  their  cost  reverted  to  the 
basic  structure  which  was  distributed  to  all  vehicles. 
This  was  consistent  with  a  policy  decision  by  the 
Fact  Finding  Committee  that  all  vehicles  benefit 
from  their  construction. 


41 


Rural  State  Highway  System.  The  costs  of  con- 
structing and  maintaining  the  proposed  Rural  State 
Highways  to  the  standards  designated  by  the  High- 
way Department  and  Automotive  Safety  Foundation 
were  determined  to  he  as  follows: 


Volume  Class 
(VPD) 

0-     200 

200  -     400 

400-  1,000 

1.000-2.000 

Over  2.000 

Excessive 

Grading11  . 


Number  of 

Miles 


455.25 

747.80 

1,811.43 

1.287.76 

439.15* 


Cost  Per  Mile 

~?2,527 
65.100 
83,100 
95.100 
102,600 


Total 


Total    Construction 
Total    Maintenance. 

Sub-Total  

Administration   

Structures    


.$273,628,000 

.  123,C21,()()() 

.$  19,254,000 
.     92.218,000 


Total  Cost 

$  23,912,917 

48,681.780 
150,529.833 
122,465,976 

45,056,790 

6,001,704 

$3<>r),649.0C0 


$396,649,000 


Total  $508,121,000 

Average  Annual  Cost ....$  25.406,000 

*  Includes  2  x  A — lane. 

'Mostly    occurs    in    mountainous    terrain    where    no    present 
facility  exists. 

The  development   of  incremental  costs  on   Prop- 
osed Rural  State  Highways  was  as  follows: 


Average 

construction  and  Increment  of            Axle  load 

Volume  Class     maintenance  cost  cost               accommodated 

per  mile  per  mile 


(VPD) 

0-     200   $52,527         $ 

200-     400    ......  65.1001 


(Kips) 


400-  1.000   83.100 

1,000 -J. 000  .       05.100 
Over  2,000    102,600 


18,000  6-18 

12,000  10-18 

7.500  14-18 


'Includes    increment    of    structure    to    sustain    3-18    K    axles 
(inclusive). 

APPORTIONMENT  OF  INCREMENTAL 

COSTS 

Proposed  Rural  State  Highways 


Axle  Load  on 
Increment 

Annual  Effective 
Kip-Axle-Miles 

Increment  of 
Cost  Required 

(  S  ) 

per  effective 
K.  A.  M. 

(Kips) 

(cents) 

3-18 

2,742,080 

"28,200 

1.02S077 

6-18 

2,304,096 

1S.000 

0.781217 

10-  18 

1,447,266 

12,000 

0,829150 

14-  18 

458,212 

7,500 

L.636797 

TOTAL   INCREMENTAL   COSTS   PER 

EFFECTIVE  KIP-AXLE-MILE 

Rural  State  Highways 


Number  Miles 
Load  Interval     of  Increment 


(Kips) 

14-  18 


18 

10 
6 


439.15 
1.726.91 

3.538.34 
4.286. 1 4 


Cost  per  effective 

Kip-Axle  Mile 

per  mile 

(cents) 

1 .636797 
0.829150 
0.781217 
1 .028077 


Total  Cost  per 
effective  Kip- 
Axle-Mile 

($) 

7.187994 
14.318674 
27.642114 
44.064820 


♦Extrapolated  figures 


Figure  5-2  shows  the  extrapolation  of  incremental 
costs  to  include  3.000  pound  to  6,000  pound  axles. 
This  graph  also  illustrates  the  summation  of 
cost  rates  against  maximum  axles  that  produces  a 
smooth  total  weight-cost  curve  dependent  upon  ef- 
fective kip-axle-miles.  The  technical  report  will 
contain  mathematical  derivations  that  indicate  that 
the  total  weight-cost  curve  is  indeed  similar  to  those 
resulting  within  the  increments  which  add  together 
to  produce  segments  of  that  curve. 

Secondary  System.  The  costs  of  constructing  and 
maintaining  the  proposed  Secondary  System  to 
designated  standards  were  determined  to  be  as  fol- 
lows : 

Volume  Class      Number  of  miles  Cost  per  Mile  Total    Cost 

(VPD) 

0-  100  ....  7.147.12  $  \7JSS  S124.277.267 
100-  200  ...  2,905.63  29,344  85,261,557 
200-  400  .  ..  1.370.17      31.891    43,695,579 

400-1,000  549.44      39,614   21,765,530 

1,000-2,000  ..    (.7.47      45,239    3.052.243 

I  >ver  2,000 $1.36  50,950  1,597  -   • 

Total  $279,649,980 

Total    Construction.    $199,550,000 
Total  Maintenance  ....     80.100.000 

Sub-total  $279,650,000 

Administration         ....$    9,299,000 

Structures    ?2.(,l>  1.000 

Total  $321,940,000 

Average  Annual  Cost     $  16,097,000 

It  will  be  noted  that  design  standards  for  Sec 
ondary  Highways  are  generally  lower  than  those 
employed  for  Primary  Highways.  These  lower 
standards  were  undoubtedly  selected  both  for  eco- 
nomic considerations  and  because  fewer  maximum 
axle  loads  would  be  expected  in  the  normal  comple- 
ment of  traffic.  Because  present  highways  are  a 
larger  credit  to  the  finished  product,  construction 
costs  were  found  to  be  considerably  lower.  The  in- 
cremental costs  for  the  construction  oi  weight  ele- 
ments of  the  system  were  derived  in  the  same  way 
as  for  Primary  Highways,  except  that  the  highest 
type  facility  was  related  to  repetitions  oi  a  14,000 
pound  axle. 
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DEVELOPMENT  OF  INCREMENTAL  COSTS 
ON  PROPOSED  SECONDARY  HIGHWAYS 

Average 
Construction 
and  Maintenance    Increment  of  Axle  Load 

Volume  Class  Cost  per  Mile        Cost  per  Mile    Accommodated 


(VPD) 

0-     103  $17.3  S8 

ICO-     200  29.344 

200-     400  ......  3L8911 


400-  1.000   :9,614 

Over  1.CC0    45.239 


(Kips) 

$ 

7.72] 

6- 14 

5.625 

10-  14 

'Includes   increment   of    structure    to    sustain    3-14   kip-axles 
(inclusive). 

APPORTIONMENT  OF  INCREMENTAL  COST 
Proposed  Secondary  Highways 


Axle  Load 
on  Increment 

Annual   Effective 
Kip-Axle-Miles 

Increment  of 
Cost  Required 

Increment  Cost 
per  Effective 
Kip- Axle-Mile 

(Kips) 

(Cents) 

3-  14 

718.111 

$8,250* 

1.148847* 

6-  14 

274,182 

7,723 

2.816742 

10-  14 

65,245 

5,625 

8.621350 

*Costs   are   extrapolated   by   same   method   as   for    Proposed 
State   Highways. 


TOTAL  INCREMENTAL  COSTS  PER 
EFFECTVE  KIP-AXLE-MILE 

Secondary  Highways 


Load  Interval 


(Kips) 

10-  14 
6-10 
3-6 


No.  of  Miles  of 
Increment 


130.671 
648.27 
2,018.44 


Cost  Per  Effective     Total  Cost  per 


Kip- Axle-Mile 
Per  Mile 

(Cents) 

8.621350 
2.816742 
1.148847 


Effective 
Kip- Axle-Mile 

(Dollars) 

11.265518 
18.260093 
23.188787 


''Additional  cost  of  2,000+VPD  roadway  prorated  in  this  in- 
crement by  adding  equ.valent  miles   (31.84  miles). 

The    program    costs    for   constructing  and    main- 
taining the  Interstate  System  were  as  follows : 

1534.53*  miles  at  $102,600  per  mile..$l 57,442,778 

Additional  Right-of-Way,  Control 
Access,  Medians,  Separations  (ex- 
cept Structures),  etc.1 72,555,222 

TOTAL  $229,998,000 

Total  Construction  $195,191,000 
Total    Maintenance     34,807,000 

Sub  total $229,998,000 

Administration  19,146,000 

Structures   91,202,000 

TOTAL  $340,346,000 

Avg.  Annual  Cost..$  17,017,000 

♦Includes  2  x  4 — lane. 

'None  of  these  are  considered  to  be  weight  costs. 


It  will  be  noted  that  the  Interstate  System  is  to 
be  built  to  the  same  general  standards  as  designated 
for  the  highest  type  of  proposed  State  Highway, 
except  for  additional  right-of-way  and  control  of 
access  requirements,  medians  and  fill  and  cut  to 
separation  structures,  and  other  requirements  in  no 
sense  dependent  upon  the  size  and  weight  of  vehicle-, 
using  the  facility.  Accordingly,  the  increments  of 
cost  which  were  used  were  the  same  a.?  those  used 
on  the  proposed  State  Highway  System.  The  ap- 
portionment of  these  costs  was  accomplishe  1  as 
follows : 

APPORTIONMENT  OF  INCREMENTAL 
COSTS 

Interstate  System 

Increment  Cost 
Axle  Load  on      Annual  Effective       Increment  of         per  Effective 
Increment        Kip-Axle-Miles      Cost  Required     Kip-Axle-Mile 


(Kips)  (Cents) 

3-18  1,786,964           $28,200  1.578096 

6-18  1,624.341             18,000  1.103142 

10-18  1,383,460             12,000  0.867390 

14-  18  1.004,835 7.500  0.746301 

TOTAL  INCREMENTAL  COSTS  PER 

EFFECTIVE  KIP-AXLE-MILE 

Interstate  Higways 


Load  Interval 
(Kips) 

14-  18 
10-  14 

6-  10 

3-6 


No.  of  Miles  of 
Increment 


1,534.53 
1,534.53 
1,534.53 
1.534.53 


Cost  per  Effective 

Kip-Axle-Mile 

per  Mile 

(Cents) 

0.746391 
0.867390 
1.108142 
1.578096 


Total  Cost 

per  Effective 

Kip- Axle-Mile 


$11.453594 
13.310360 
17.004771 
24.216357 


The  smooth  progression  of  charges  when  all  in- 
crements are  the  same  length  will  be  noted. 

Urban  System.  For  the  purposes  of  this  analysis, 
proposed  State  Highway  Extensions  and  Arterial 
Streets  together  have  been  classified  as  an  Urban 
System.  Detailed  cost  information  was  not  readily 
available  to  determine  the  weight  elements  in  these 
roadways,  and  the  weight  cost  involved  was  not  a 
large  enough  proportion  of  the  whole  to  warrant  a 
time  consuming  analysis.  Approximately  correct  re- 
sults (reducing  any  disproportion  to  an  insignificant 
amount)  could  be  achieved  by  reasonable  assump- 
tions, viz.,  that  the  costs  of  weight  elements  of  the 
proposed  Highway  Extensions  are  in  the  same  pro- 
portion as  the  cost  of  the  weight  elements  of  the 
Rural  State  Highways;  and  that  the  costs  of  weight 
elements  of  Arterial  Streets  are  in  the  same  propor- 
tion as  the  cost  of  weight  elements  of  Rural  Sec- 
ondary Highways. 
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Accordingly,  the  cost  responsibilities  per  vehicle 
mile  derived  for  the  rural  highways  were  applied 
to  the  travel  on  their  urban  counterparts.  The  re- 
sulting costs  were  then  reduced  by  appropriate  per- 
centage factors  so  that  their  sums  would  equal  the 
program  costs  for  the  respective  urban  highways. 
The  program  costs  of  construction,  maintenance, 
and  administration  were : 

Proposed     State     Highway     Exten- 
sions  (154.98  miles)   $22,450,720 

Arterial  Streets  (208.80  miles) 27,174,000 


Sub-total    $49,624,720 

Structures    15,153.000 


TOTAL  $64,777,720 

Average  Annual  Cost  $  3,239,000 

Structures.  All  structures  for  the  highways  out- 
lined in  the  preceding  pages  were  taken  together 
to  comprise  a  fifth  system  for  this  analysis.  From 
the  standpoint  of  pure  theory,  it  would  have  been 
preferable  to  consider  structures  separately  by  sys- 
tem served.  However,  this  proved  impractical  with 
the  assemblage  of  cost  data  available.  Separation 
structures  on  Interstate  Highways  serving  the  Pro- 
posed State  or  Secondary  Systems,  (whose  con- 
struction standards  are  dictated  correspondingly), 
are  part  of  the  Interstate  System  cost.  Even  if  the 
lengthy  manual  tabulation  by  system  served  had 
been  made,  it  would  have  been  necessary  to  apply 
two  Federal  Aid  factors  per  system  precluding  in- 
tegral analysis.  Since  relative  usage  is  not  such  an 
important  factor  in  dictating  structural  require- 
ments, combining  structures  will  not  lead  to  dispro- 
portionate charges. 

The  general  system  of  increment  distribution  has 
been  similar  to  that  employed  on  the  roadways.  A 
compromise  relationship  between  actual  vehicles 
and  design  loadings  was  the  basis.  The  standard 
truck  used  in  design  is  not  a  practical  truck,  but 
combines  the  critical  effects  of  practical  trucks. 

The  most  severe  design  loading,  H20-S16,  was 
related  to  a  32,000  pound  tandem  axle  load,  both 
because  the  design  vehicles  imposes  an  axle  of  this 
magnitude,  and  because  the  size  of  this  axle  defines 
at  least  a  20  ton  single  unit  truck.  For  some  ele- 
ments of  structural  cost  the  point  loading  is  more 
important  than  the  overall  vehicle  weight.  The 
design  loading  of  H15-S12  was  related  to  a  24,000 
pound  tandem  axle  for  similar  reasons.  Trailer  axle 
loads  were  considered  to  have  75%  of  the  effect  of 
axles  applied  by  the  power  unit  for  practical  results 
when  the  two  vehicles  are  added  in  combination. 
The  incremental  relationship  between  power  units 
is  then  approximately  the  same  as  that  between 
single  unit  trucks  of  the  same  gross  vehicle  weight, 
since  the  difference  in  cost  between  H20  and  1115 
loads  is  approximately  the  same  as  between  1120-Slo 
and  1115-S12.  Trailers  with  32,000  pound  axles 
would  actually  be  considered  on  the  next  lowest 
increment  of  structure  at  24,000  pounds  to  add  their 


responsibility  to  that  of  the  power  unit.  Trailers 
with  24,000  pound  axles  would  be  rated  at  75  per- 
cent of  24,000  pounds  or  18,000  pounds.  This  load 
enters  the  second  increment  which  begins  at  16.000 
pounds  with  2,000  pounds.  This  increment  spread, 
(16,000  pounds  to  24,000  pounds),  is  8.000  pounds. 
The  trailer  would  be  charged  with  2,000  divided  by 
8,000  or  25  percent  of  the  cost  of  the  increment.  The 
combination  with  24,000  pound  axles  would,  there- 
fore, pay  at  1^4  times  the  rate  of  a  single  unit  truck 
with  a  24,000  pound  axle.  Since  H15-S12  loading 
produces  approximately  25  percent  more  cost  on 
the  average  structure  as  H15  loading  alone — the 
relationship  is  reasonable. 

H10  loading  was  considered  to  be  the  minimum 
design  loading  practical  for  stability  of  any  struc- 
ture, and  was  related  to  a  practical  16,000  pound 
axle  load  which  defines  a  10-ton  truck.  The  bridge 
engineers  of  the  Highway  Department  were  con- 
sulted for  these  determinations,  and  found  no  fault 
with  the  reasonableness  of  the  procedure. 

Incremental  costs  were  determined  for  a  weighted 
average  width  of  structure  so  that  there  would  be 
no  width  cost  differential  between  H10  and  HI 5  and 
H20  loadings.  A  width  increment  was  determined 
for  the  basic  H10  structure.  Two  feet,  or  6.413% 
of  the  weighted  average  width  of  structures  H15 
and  H20,  was  charged  to  trucks  of  10.000  pound 
gross  vehicle  weight  and  over. 

Structural  costs  were  determined  to  be  as  follows : 

Cost  of  H10  elements $  182.831.579 

Additional  cost  of  H15.  (H15-S12), 

elements  22.515.580 

Additional  cost  of  H20.  (  H20-S16), 

elements  19,096.841 

Cost  of  other  Structures 7,120,000 


TOTAL  $  231.564,000 

Total  Program  Cost  Reconciliation 

Incremental  Svstems  : 

Interstate $  24l).144,000 

Proposed  State   (Rural)   4KV03.000 

Proposed  Secondarv  (Rural)  288,949.000 

Urban 4l>.(>25.000 

Structures  231.564,000 


Sub-Total   $1,235,185,000 

Non-Incremental  System  : 

Local  Roads $    267,320,000 

Local  Streets  77.780.000 


Sub-Total   $    345.100.000 

Total   $1,580,285,000 

Average   Annual  Cost $      79.014.000 

After  Federal-Aid  and  a  non-motor  vehicle  user 
share  is  subtracted  from  program  cost,  there  remains 
$()27,140,(KX)  to  allocate  to  motor  vehicles  on  the 
basis  of  the  incremental  theory.  (See  Schedule  l-A, 
Table  5-1.  of  the  Earnings-Credit  AnalysisO  To 
this  amount  is  added  $l6.000.000  estimated  taxes 
that  would  not  be  collected  from  exempt  vehicles. 
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Federal  Aid 

The  allotment  of  Federal-Aid  funds  to  the  high- 
way construction  program  presents  a  knotty  prob- 
lem  in  an  analysis  of  this  type.  The  order  in  which 
these  funds  are  included  in  the  calculations  material- 
ly affects  the  results.  However,  it  is  possible  to 
dispose  of  the  problem  from  a  pure  theoretical  stand- 
point. It  has  been  suggested  that,  since  the  State 
is  only  concerned  with  the  allocation  of  its  own 
share  of  program  costs,  Federal-Aid  should  be  de- 
ducted before  the  incremental  distribution  is  made. 
This  point  of  view  overlooks  the  theoretical  signifi- 
cance of  the  incremental  solution.  The  Earnings- 
Credit  analysis  differs  from  the  Incremental  analysis 
in  this  respect :  that  it  is  essentially  a  convenient 
tool  for  the  interpolation  of  cost  responsibilities  not 
based  on  any  specific  philosophy  or  theory.  There- 
fore, Federal-Aid  may  be  logically  and  conveniently 
deducted  at  the  outset.  On  the  other  hand,  the 
theory  of  incurred  cost  on  which  the  incremental 
solution  is  based  is  simply  not  applicable  to  any- 
thing but  the  integral  highway  product.  Maintenance 
and  administration  cost  are  interwoven  with  and 
dependent  upon  construction  cost.  Thus  as  this 
analysis  illustrates  negative  increments  of  main- 
tenance may  offset  positive  increments  of  construc- 
tion. Much  administrative  cost  is  directly  propor- 
tional to  the  size  of  the  construction  program.  To 
leave  these  elements  of  cost  untouched  by  Federal- 
Aid  in  the  State's  share  can  only  lead  to  a  dispro- 
portionate allocation. 

Again  is  Federal-Aid  to  operate  as  a  subsidy  to 
trucks  because  the  Federal  Goverment  intends  to 
collect  a  larger  amount  of  its  share  from  trucks? 
This  has  the  effect  of  making  the  State's  analysis 
and  the  Federal  Government's  analysis  interde- 
pendent— which  they  should  not  be  since  the  latter 
agency  is  concerned  with  an  average  highway 
product  traversing  many  states.  Obviously  the  best 
solution  is  for  the  State  to  determine  a  total  propor- 
tionate allocation  which  it  considers  fair  and  reason- 
able to  be  applied  only  to  its  own  share  of  construc- 
tion cost — leaving  the  Federal  Government  to  do 
as  it  will  with  its  share.  Therefore  Federal-Aid  has 
not  been  deducted  in  advance  in  this  analysis  but 
has  been  applied  to  each  system  independently  after 
the  scale  of  cost  allocation  has  been  determined. 

Non-Motor- Vehicle-Users'  Responsibility 
It  would  have  been  possible  and  theoretically  de- 
sirable to  subtract  by  systems  the  non-motor-ve- 
hicle-users' share  of  program  cost  as  determined  by 
the  Earnings-Credit  analysis  if  the  ratios  of  user 
to  non-user  cost  by  systems  had  any  real  signifi- 
cance. However  in  the  low-traffic  high-mileage 
State  of  Montana  the  traffic  on  major  arterial  high- 
ways must  subsidize  traffic  on  other  roads  if  these 
roads  are  to  be  built  and  maintained  at  all.  Histori- 
cally arterial  routes  have  produced  an  excess  of 
earnings  which  have  been  applied  to  secondary 
highways.    The  fiscal  study  has  determined  that  it 


is  not  necessary  to  increase  present  revenues  to 
build  the  new  highway  plant — but  the  historical  sub- 
sidies must  continue.  It  is,  therefore,  meaningless 
to  determine  a  user's  share  of  proposed  Secondary 
Highways  which  the  user,  in  practicality,  cannot 
produce.  Since  the  subsidies  must  continue,  it  seems 
most  fair  to  distribute  them  to  all  vehicles  alike. 
There  are  urban  owned  passenger  cars  which  seldom 
travel  on  a  local  rural  road,  but  must,  nevertheless, 
pay  part  of  their  construction  and  upkeep.  In  the 
same  way,  large  commercial  vehicles,  who  may 
travel  only  on  primary  arteries,  are  legitimately 
charged  for  a  part  of  the  subsidy  to  secondary  and 
local  roads. 

Accordingly,  for  this  incremental  analysis,  the 
motor  vehicle  responsibilities  which  were  determined 
for  the  several  highway  systems,  (each  system  being 
reduced  individually  by  appropriate  Federal-Aid), 
were  added  together  and  the  results  were  reduced 
in  toto  to  the  amount  of  user  revenue  required. 

It  is  worthy  of  note  that  the  user  responsibility 
so  distributed  will  not  entirely  cover  the  program 
cost  for  the  twenty-year  period.  A  deficit  of  some 
$52  million  remains,  which  is  the  same  deficit  that 
would  result  from  the  continuation  of  the  present 
tax  schedules.  However,  this  deficit  would  be  re- 
covered during  the  ensuing  12  years,  as  the  fiscal 
study  will  show,  with  no  further  increase  in  annual 
revenues,  during  which  time  the  adequately  con- 
structed highways  will  not  require  a  large  expendi- 
ture. If  it  should  be  decided  not  to  adopt  a  thirty- 
two-year  finance  scheme,  the  rates  resulting  from 
the  incremental  solution  should  be  scaled  upwards. 
As  it  is  here  presented,  they  are  directly  compar- 
able with  present  charges. 

The  Solution 

Having  disposed  of  the  problems  of  this  incre- 
mental analysis  by  theoretical  consideration,  there 
remained  only  a  mechanical  process  to  derive  the 
answers.  There  were  no  foregone  conclusions.  There 
was  no  prejudice  toward  any  user  group.  Tables 
5-4  to  5-8,  inclusive,  show  the  calculation  and  dis- 
position of  costs  in  detail.  Table  5-9  shows  the 
assembly  of  charges  and  resultant  total  responsi- 
bility per  vehicle  mile  for  all  vehicles  in  all  weight 
groups.  These  responsibilities  in  graphical  form 
are  shown  on  Chart  5-1  and  the  results  averaged  by 
a  mathematically  fitted  curve.  The  rates  for  combi- 
nation vehicles  were  obtained  by  adding  together 
the  separate  responsibilities  of  power  units  and 
trailers  in  typical  combinations. 

It  was  expected  that  the  curve  fitting  the  results 
would  be  logarithmic  curving  downwards  towards 
the  ends,  (since  this  shape  of  curve  was  obtained  on 
the  individual  systems).  However,  the  best  mathe- 
matical fit  of  the  final  results  was  a  straight  line  as 
shown.  The  final  responsibility-rate  schedule  cal- 
culated from  the  straight  line  equation  was  reap- 
plied to  travel  to  assure  that  the  correct  amount  of 
revenues  would  be  produced. 
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EARLY    TAXATION    METHODS— 
A     Move    Toward     Equity 


Early  Taxation  Methods — 

Poll  Tax  Gang  Working  out  Annual  Obligation  on  the  Highways. 


Illustration  by:     Charles  Gray 
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Chapter  6 
TAXING  FOR  HIGHWAY  PURPOSES 


Montana's  highways  and  streets  are  financed  by 
a  combination  of  property  taxes  and  highway-user 
revenues  in  addition  to  Federal  assistance.  Over 
the  years  there  has  been  a  general  shift  from  prop- 
erty taxes  to  the  user  concept,  and  it  may  be  said 
that  the  State  highways  today  are  supported  en- 
tirely from  highway-user  funds  in  conjunction  with 
Federal-Aid.  City  streets,  at  the  other  end  of  the 
picture,  are  supported  almost  entirely  from  taxes 
on  property  and  other  general  revenues.  County 
roads  are  supported  jointly  by  user  funds  and  by 
property  taxes.  The  source  of  user  funds  for  county 
roads  comes  partly  from  motor  vehicle  registration 
fees  and  partly  from  State  highway-user  sources  as 
represented  by  construction  expenditures  on  Fed- 
eral-Aid secondary  roads. 

Property  Taxes.  Nationally,  there  has  been  a  trend 
away  from  property  taxes  for  roads.  In  Montana 
such  taxes  for  county  roads  are  levied  against  rural 
property  only.  There  is  a  limitation  of  10  mills 
annually  for  this  purpose,  and  in  1955  we  find  the 
total  levy,  for  this  purpose  by  all  counties,  to  be 
$3,164,345.  It  is  found  that  i^>  counties  levied  the 
full  10  mills  permitted.  Three  counties  did  not  levy 
any  such  tax  and  the  remaining  20  counties  levied 
in  varying  amounts.  If  all  counties  had  levied  to 
the  maximum,  $4,450,549  could  have  been  raised 
from  this  souce.  There  has  been  some  suggestion 
that  the  permissive  10  mill  limit  be  raised  to  12  or 
15  mills  to  accommodate  some  low-valuation  coun- 
ties with  high  road  cost  problems.  There  does  not 
seem  to  be  any  reason  why  such  permissive  legisla- 
tion should  not  be  approved  by  the  legislative 
assembly. 

In  addition  to  the  road  levy,  counties  may  also 
have  a  bridge  fund  levy  which  is  assessed  against 
all  property,  urban  and  rural,  within  the  county. 
This  may  be  levied  at  a  maximum  of  3  mills,  but 
may  be  increased  upwards  to  5  mills,  depending  on 
property  valuations  and  lineal  feet  of  bridges  within 
the  county.  In  1955,  it  appears  that  there  were  36 
counties  which  levied  as  much  or  more  than  was 
permitted  by  law  for  this  purpose.  The  remaining 
counties  all  levied  something  for  this  fund  but  in 
all  cases  less  than  the  total  permissible.  In  this 
year  a  total  of  $1,641,742  was  assessed  for  this  pur- 
pose. A  total  of  $1,905,450  could  have  been  levied. 
Combining  the  road  and  bridge  fund  levies,  we  find 
that  the  counties  could  have  legally  assessed  over 
one  and  a  half  million  more  dollars  for  these  pur- 
poses in  1955.  Actually,  27  of  the  56  counties  were 
levying  to  the  maximum  for  both  purposes  and 
could  not  hope  for  additional  revenue  from  these 
sources. 


In  cities  we  find  that  the  law  allows  a  levy  of  10 
mills  for  street  purposes.  In  1955,  93  of  the  123 
cities  and  towns  levied  this  full  amount  and,  so  far 
as  can  be  determined,  there  were  only  5  very  small 
towns  that  did  not  levy  some  tax  for  streets.  In 
1955,  city  levies  for  street  purposes  amounted  to 
$1,679,907.  Permissible  levies  would  have  been 
$1,800,858,  a  difference  of  only  about  $121,000,  and 
most  of  this  amount  appears  in  one  city,  Billings. 
Obviously,  there  is  little  room  for  increased  revenue 
within  the  established  ceilings. 

Special  Assessments.  Closely  allied  to  general  tax- 
ation for  street  and  highway  work  in  Montana  is 
provision  for  special  improvement  districts.  Work 
instituted  under  special  improvement  district  pro- 
cedures is  financed  by  assessment  against  abutting 
or  nearby  property  considered  to  be  benefited  by 
the  improvements.  Cities  of  Montana  have  made 
use  of  this  financing  method  in  the  past,  but  prob- 
ably not  to  the  maximum  possible  extent.  The  use 
of  this  financial  tool  may  have  been  enhanced  to 
some  degree  by  the  recent  action  in  the  city  of 
Great  Falls,  which  negotiated  special  street  improve- 
ment districts  aggregating  nearly  $5  million.  Cer- 
tainly this  was  an  expression  by  the  people  of  the 
improvements  desired  and  the  willingness  to  pay 
the  costs  involved. 

Assessment  districts  in  rural  areas  of  Montana 
are  permited  by  law,  but  this  is  a  procedure  that  has 
been  little  used  in  the  past.  Perhaps  with  the  reali- 
zation that  permissible  general  levies  are  now  at  a 
near  maximum,  some  rural  areas  may  turn  toward 
this  type  of  levy  for  road  improvements.  A  large 
scale  movement  in  this  direction  seems  unlikely, 
and,  in  any  event,  would  probably  not  extend  beyond 
the  limits  of  urban  type  developments  adjacent  to 
city  areas. 

Highway  User  Taxes.  User  taxes  might  be  de- 
fined as  those  taxes  assessed  on  the  ownership  and 
operation  of  motor  vehicles.  Each  of  the  several 
states  has  developed  a  use  tax  system,  designed  to 
recover  a  certain  portion  of  highway  costs  from  the 
highway-user.  In  Montana  the  principal  use  taxes 
are  the  flat  annual  registration  fee  for  all  vehicles, 
the  gallonage  tax  on  fuel,  and  the  gross  vehicle 
weight  fee  levied  against  all  trucks  and  busses. 

Registration  Fee.  The  registration  fee  is  almost 
as  old  as  the  motor  vehicle  era.  It  is  usually  levied 
as  both  a  regulatory  fee  and  a  revenue  producing 
measure.  The  method  of  levying  such  a  fee  varies 
from  State  to  State,  even  for  such  standard  vehicles 
as   the   passenger   car.     Perhaps   the   most  popular 
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basis  is  the  flat  fee  with  empty  weight,  horsepower 
and  gross  weight  following  in  order.  In  Montana 
the  registration  fee  might  be  considered  as  being 
based  on  weight,  as  those  vehicles  under  2,850 
pounds,  net  weight,  pay  $5.00  per  year,  while  those 
over  that  weight  pay  a  fee  of  $10.00.  The  differential 
is  difficult  to  justify,  but  there  has  been  little  interest 
of  this  matter  at  the  State  level  since  the  entire  fee 
has  traditionally  reverted  to  the  county  government. 
With  such  a  moderate  fee,  it  would  perhaps  be  de- 
sirable to  standardize  at  a  flat  fee  for  all  vehicles 
at  $10.00  per  year  and  allow  a  differential  only  for 
such  vehicles  as  the  motorcyle,  and  small  utility 
trailers  under  2,500  pounds. 

Fuel  Taxes.  Fuel  taxes  have  been  the  major  source 
of  highway-user  revenue  for  all  States.  This  source 
has  grown  over  the  years  with  increased  tax  rates 
and  increased  usage.  It  is  important  to  note  that 
the  impact  of  fuel  tax  increases  applies  to  all  ve- 
hicles. On  a  vehicle-mile  basis,  its  effect  is  greatest 
on  the  heaviest  vehicle  that  gets  the  least  miles  per 
gallon  ;  on  a  ton-mile  basis,  its  greatest  effect  is  on 
the  private  passenger  vehicle  which  gets  the  least 
ton-miles  per  gallon  of  fuel.  Of  itself,  the  fuel  tax 
can  hardly  be  expected  to  make  an  equitable  dis- 
tribution of  the  cost  of  providing  highways,  but  it 
does  have  a  place  in  the  overall  highway  user  tax 
structure. 

Fuel  tax  rates  vary  in  marked  degree  from  State 
to  State.  In  1955,  there  was  still  one  State  with  a 
3-cent  gasoline  tax.  On  the  other  hand,  there  were 
10  States  with  a  7-cent  tax  on  gasoline,  including 


.Montana,  and  an  additional  20  States  with  a  6  to 
6.5-cent  tax.  Even  California,  with  6  million  vehi- 
cles on  its  highways,  finds  a  6-cent  tax  neces- 
sary to  support  the  highway  program.  There  is  little 
wonder  that  the  State  of  Montana  has  been  able  to 
abide  by  anything  less  than  a  7-cent  gasoline  tax  in 
view  of  the  limited  vehicles  on  its  highways  and 
the  consequent  high  cost  per  vehicle-mile. 

Diesel  Fuel.  As  fuels  other  than  gasoline  have 
come  into  prominent  use  on  our  highways,  tax  rates 
have  been  established  to  recover  a  fair  share  of 
the  burden  from  these  users.  Since  these  taxes  are 
collected  in  lieu  of  gasoline  taxes,  it  is  necessary, 
in  order  to  retain  equitability,  that  the  rates  bear 
a  proportional  relationship  as  reflected  in  statistics 
on  miles  per  gallon  to  similar  statistics  for  gasoline 
propelled  vehicles.  In  order  to  accomplish  this,  the 
State  of  Montana  in  1955  inaugurated  a  differential 
diesel  fuel  tax  of  9-cents  per  gallon  as  equivalent 
to  the  7-cent  gasoline  tax.  This  is  a  differential  of 
2-cents,  or  a  ratio  of  1.286  of  diesel  over  gasoline. 
The  fact  that  this  differential  has  considerable  va- 
lidity was  borne  out  by  a  comparative  fuel  consump- 
tion study  conducted  in  1956,  discussed  in  detail  else- 
where in  this  report.  Actually,  Montana  has  been 
somewhat  of  a  pioneer  in  the  establishment  of  this 
tax  differential  but  the  procedure  seems  to  be  sup- 
ported by  subsequent  data. 

Supplemental  Vehicle  Taxes.  All  States  have  some 
form  of  supplemental  taxation  of  commercial  ve- 
hicles. These  methods  of  taxation  usually  take  the 
form  of  a  flat  fee  based  on  some  type  of  weight.  The 


Tabh  6-1 


Trucks  And   Truck-Trailers 


Trailers  And  Semi-Trailers 


Annual 

Pounds  Full  Fees 

Up  to  2,500  lbs. 

For  Commercial  Use $    

Up  to    6,000 6.00 

6,001  to    8,000 10.00 

8,001  to  10,000 14.00 

10,001  to  12,000 16  00 

12.C01  to  14,000 18.00 

14,001  to  16,000 22.00 

16.001  to  18,000 30.00 

18,001  to  20,000 40.00 

20,001  to  24,000...  75.00 

24,001  to  26,000 100.00 

26,001  to  28,000 125.00 

28.001  to  30.000 1 05.00 

30,001  to  32,000 210.00 

32,001  to  34,000 255.00 

34,001  to  3o,0(K)    500.00 

36,001  to  38,000 345.00 

38,00]  to  40,000     590.00 

40,001  to  42,000 435.00 

Each  2,000  lbs. 

over  42,000 50.00 


Annual  20% 
Farm  Fees 


Annual1 
75%  Fees 


Annual 
Full  Fees 


4.00 
4.00 
4.00 
4.00 

4  00 

4  40 

6'.0 

8.C0 

15. CO 

20.00 
25.00 
33.00 

42.00 
51.00 

60.C0 
69.00 

7S.oo 
87.00 

10.(0 


$ 


4.50 

7.50 

10.50 

12.00 

13.50 

16.50 
22.50 
30.00 

75.00 

03.75 

123.75 

157.50 
101.25 

225.00 

25^.75 
292.50 

,^2(y25 

37.50 


$     3.50 

4.50 
12.00 

14.00 
16.00 
18.00 

22.00 
30.00 
40.00 
75.00 

100.00 

125.00 
165.00 
210.OO 
255.00 

300.00 
345.00 
390.00 

435.00 


50.00 


Annual  20% 

Annual1 

Farm  Fees 

75%  Fees 

$     3.50 

8    3.50 

4.00 

4.00 

4.00 

9.00 

4.00 

10.50 

4.00 

12.00 

4.00 

13.50 

4.40 

16.50 

6.00 

22.50 

8.00 

30.00 

15.00 

56.25 

20.00 

75.00 

25.00 

9375 

33.00 

12.V75 

42.00 

\57.50 

51.00 

101.25 

60.00 

225.00 

69.00 

25S.75 

78.00 

292.50 

87.00 

52<k25 

10.00 


37.50 


'Fees  for  Log,  Livestock  and  Ready  mix  Concrete  haulers. 
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majority  of  States  use  the  declared  maximum  gross 
weight  of  the  vehicle  and  load  as  a  base  for  their 
fee.  Sixteen  States  use  the  factor  of  unladen  or 
empty  weight  and  three  still  cling  to  the  old  favorite 
of  manufacturers'  rated  capacity.  Montana  is  among 
the  majority  in  this  regard  and  bases  its  fee  on  the 
declared  maximum  gross  weight  of  the  vehicle  and 
load. 

Fees  in  effect  in  Montana  in  1956  are  shown  in 
Table  6-1. 

It  might  be  said  that  one  of  the  reasons  for  studies 
of  the  Fact  Finding  Committee  on  Highways, 
Streets  and  Bridges  was  to  determine  the  correct 
fees  to  be  assessed  to  commercial  vehicles.  If  this 
correct  fee  were  to  be  incorporated  in  the  present 
tax  structure  it  would  make  its  appearance  in  a  re- 
vised Gross  Vehicle  Weight  fee  schedule.  The  pres- 
ent schedule  is  based  only  on  what  was  considered 
reasonable  and  somewhat  in  accordance  with  estab- 
lished rates  in  other  States.  Also,  this  State  does 
continue  to  charge  fees  for  the  pulling  unit  and  the 
trailer  separately,  a  procedure  that  seems  to  be 
losing  favor  as  the  interchange  and  rental  of  trailers 
becomes  more  prevalent. 

The  fee  schedule  in  Table  6-1  is  substantially  the 
same  for  power  units  and  for  trailers.  This  leads 
to  what  might  be  considered  to  be  inequalities  in 
the  registration  of  vehicles  and  combinations.  As 
an  example,  a  single  unit  truck  registering  at  42,000 
pounds,  a  not  uncommon  situation,  pays  a  gross 
weight  fee  of  $435.00.  On  the  other  hand,  a  very 
typical  combination  of  24,000  pounds  gross  pulling 
unit,  and  an  18,000  pound  trailer,  total  also  42,000 
pounds  gross,  pays  a  $75DO  fee  for  the  power  unit 
and  $30.00  for  the  trailer,  a  total  of  $105.00.  In  addi- 
tion, due  to  operational  differences,  it  is  more  than 
likely  that  the  combination  unit  will  travel  more 
miles  in  the  year  than  the  higher  fee  solo  unit.  Cer- 
tainly, with  fees  appropriately  adjusted,  a  single  fee 
for  the  pulling  unit  based  on  the  maximum  gross 
weight  to  be  carried  and  pulled  would  simplify  ad- 
ministration for  both  State  and  truck  operator  with- 
out adversely  affecting  revenues,  and  would  correct 
for  the  inequalities  mentioned. 

A  proposed  annual  fee  scheduled  based  on  the 
cost  of  providing  highways  for  vehicles  of  different 
sizes  and  weights  as  developed  in  Chapter  5  is  given 
below.  Basic  calculations  may  be  found  in  Table 
6-4.  This  is  based  on  the  assumption  that  present 
fuel  taxes  will  remain  as  now  in  effect.  Any  adjust- 
ment of  fuel  tax  rates  would  require  a  proportional 
adjustment  of  these  proposed  rates. 

The  analytical  process  by  which  present  revenues 
were  expanded  for  the  twenty-year  period  was  based 
on  standard  statistical  procedures.  Needed  revenues, 
however,  originating  from  the  incremental  analysis 
were  predicated  at  a  mid-point  projection  and  a 
system  of  credits.  The  answers  do  not  differ  greatly, 
but  the  entire  discrepancy  shows  up  in  the  third 
structure  taxes  recommended  in  Schedules  and 
Tables  6-2  and  6-4A,  discussed  later  in  this  chapter. 
Since  the  mid-point  projection  is  probably  more 
accurate,   the   ability   to   provide   all    funds   by   the 


financial  schemes  herein  outlined  would  be  contin- 
gent on  adopting  the  recommended  tax  schedules. 
Present  revenues,  as  referred  to  earlier  in  this  report 
and  hereafter,  should  probably  be  amended  to  read, 
"present  revenues  that  would  be  produced  from  rec- 
ommended tax  schedules."  To  preserve  the  present 
structure  entirely,  however,  would  not  lead  to  a 
large  deficit  in  required  funds. 


Table  6-2 


Total  Gross  Weight  of 

Solo  Truck  or 

Combination  Pulling 

and  Trailing  Unit 


(Pounds) 

Under  6,000. 

6.000  to  8,000. 

8.001  to 
to 
to 
to 
to 


10,001 
12,001 
14,001 
16,001 
18,001 
20.001 
22,001 
24,001 
26,001 
28.001 


10,000.... 
12,000.... 
14,000..,. 
16,000... 
18,000.... 

to  20,000.... 

to  22,000..  . 

to  24,000.... 

to  26,000.... 

to  28,000.... 

to  30,000.... 
30.001  to  32,000.... 
32,001  to  34,000... 
34,001  to  36.000.... 
36,001  to  38,000... 
38,001  to  40,000.... 
40,001  to  42,000.... 
42,001  to  44,000.... 
44.001  to  46,000.... 
46,001  to  48,000.... 

to  50,000.... 

to  52,000... 

to  54,000.... 

to  56,000... 

to  58.000.... 

to  60,000... 

to  62,000.... 

to  64,000... 

to  66,000.... 

to  68.000... 

to  70,000.... 

to  72.000... 

to  74,000... 

to  76,000.... 

to  78,000.... 


48,001 
50,001 
52,001 
54,001 
56,001 
58,001 
60,001 
62,001 
64,001 
66.001 
68,001 
70,001 
72.001 
74,001 
76,001 


Recommended  Annual  Rate  to 
Compensate  for  Cost  of  Providing 
Highways 
(Incremental  Analysis)1 


Farm 

$ 


Vehicles 

4.00 

5.00 

6.00 

7.00 

8.00 
10.00 
11.00 
12.00 
13.00 
14.00 


Commercial 
Vehicles 


$ 


6.00 

16.00 

30.00 

36.00 

42.00 

48.00 

54.00 

60.00 

66.00 

72.00 

100.00 

125.00 

150.00 

175.00 

200.00 

225.00 

250.00 

350.00 

450.00 

600.00 

700.00 

800.00 

900.00 

1,000.00 

1,100.00 

1,180.00 

1,260.00 

1,340.00 

1,425.00 

1,500.00 

1,575.00 

1,650.00 

1,725.00 

1.800.00 

1,875.00 

1,950.00 

2,050.00 


Utility  Trailers  under  3,000 
pounds    (private  use) Exempt 

Utility  Trailers  under  3,000 

(commercial  use)  $    3.00 

Utility  Trailers  3,000  pounds 

to  6,000  pounds 5.00 

Utility  Trailers  6,001  pounds 

to  10,000  pounds 8.00 

House  Trailers  25c  per  foot 

'Exlusive  of  regular  registration  fee. 
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Proration  of  Registration  Fees.  Officials  of  the 
State  of  Montana  entered  into  a  compact  with  sev- 
eral Western  States  on  January  1,  1956,  providing 
for  the  proration  or  distribution  of  commercial  truck 
fees  among  the  States  concerned.  This  proration 
of  fees  is  applicable  only  to  operators  of  fleets  of 
two  or  more  vehicles  operating  commercially.  The 
States  in  the  compact  are  Montana,  Idaho,  Washing- 
ton, Oregon,  California,  Nevada,  Colorado,  Kansas 
and  New  Mexico.  Montana  and  North  Dakota  en- 
tered into  essentially  the  same  arrangement. 

Proration,  as  practiced  by  these  States  may  be 
most  easily  described  by  use  of  an  example.  Assume 
that  Jones  Transport  Company,  whose  principal 
place  of  business  is  in  Montana,  operates  15  truck- 
tractors  and  15  semi-trailers  in  the  States  of  Mon- 
tana, North  Dakota,  Idaho,  Washington,  Oregon 
and  California.  His  vehicles  traveled  1,345,600  miles 
in  1955.  The  mileage  was  distributed  among  the 
States  as  follows: 

Montana    28% 

North  Dakota  10', 

Idaho 15% 

Washington  18% 

Oregon' 17% 

California 12% 

If  Jones  were  to  register  his  entire  fleet  in  each 
of  those  States,  the  proratable  fees  would  be  as 
follows : 

Montana    .....$8,600 

North  Dakota 9,000 

Idaho  1,400 

Washington 9,800 

Oregon 2,600 

California    9,300 

It  must  be  noted  that  Idaho  and  Oregon  are 
weight-distance  fee  States,  with  low  annual  regis- 
tration fees.  This  accounts  for  the  low  proratable 
fees,  since  neither  mileage  taxes  nor  fuel  taxes  are 
under  this  program. 

The  fees  due  each  State  would  then  be  as  follows  : 

Montana $  8,600  x  0.28=$2,408 

North  Dakota  $  9,000x0.10=$    900 

Idaho    $   1,400x0.15=$    210 

Washington    $  9,800  x  0.1 8=$  1,764 

Oregon  ....$2,600x0.17=$    442 

California $  9,300  x  0.12=$1, 126 

It  is  then  necessary  that  Jones  register  a  sufficient 
number  of  vehicles  in  each  of  the  States  to  total  the 
lees  determined.  The  company  will  then  receive 
identification  plates  permitting  all  vehicles  to  travel 
in  all  of  the  States. 

Third  Structure  Taxes 

Highway  user  taxes,  discussed  so  Ear  have  in- 
cluded fuel  taxes,  registration  fees  and  supplemental 
taxes  on  commercial  vehicles.  The  supplemental 
taxes  are  usually  included  as  part  of  the  registration 
fee,  or  are  at  least  collected  at  the  same  time  as 
registration  fees.  For  this  reason,  highway  user 
taxation,  consisting  of  fuel  taxes,  registration   Eees 


and    supplemental    commercial    vehicle    taxes,    are 
usually  termed  two  tax  structures. 

In  recent  years,  additional  taxes  imposed  on  com- 
mercial vehicles  over  and  above  those  previously 
mentioned,  have  been  commonly  termed  third  struc- 
ture taxes.  It  might  be  said  then,  that  in  broadest 
application,  third  structure  taxes  include  all  taxes 
imposed  on  motor  vehicles,  or  their  use,  other  than 
registration  fees  and  motor  fuel  taxes.  In  early 
years,  third  structure  taxes  were  imposed  primarily 
on  for-hire  carriers,  but  the  more  recent  trend  has 
been  to  impose  them  on  all  heavier  vehicles,  regard- 
less of  the  class  of  use.  These  taxes  take  different 
forms,  some  of  which  are  mileage  taxes,  referred  to 
variously  as  ton-mile,  weight-distance,  axle-mile, 
and  passenger-mile  taxes.  Others  include  gross  re- 
ceipts taxes,  and  special  license  fees  assessed  on  a 
weight  or  capacity  basis.  As  a  result  of  studies  made 
of  third  structure  taxes  in  this  country,  the  U.  S. 
Bureau  of  Public  Roads  reported  that  on  January  1, 
1956,  thirty-two  States  were  imposing  taxes  which 
fell  into  one  of  the  above  categories. 

Montana's  Cross  Vehicle  Weight  tax  comes  close 
to  being  classified  as  a  third  structure  tax,  since  it 
is  levied  separately  from  the  registration  fee.  It 
should  be  noted  in  this  regard  that  the  Gross  Vehicle 
Weight  fee  is  levied  separately  for  the  primary  pur- 
pose of  dedicating  the  revenue  to  State  purposes, 
rather  than  tying  it  directly  to  registration  which 
would  automatically  dedicate  the  revenue  for  county 
roads.  Since  the  differentiation  is  based  on  adminis- 
trative procedures,  it  is  probably  best  to  consider 
the  Gross  Vehicle  Weight  tax  as  part  of  a  two-tax 
structure. 

Weight-Distance  Taxes.  It  is  probable  that  the 
third  structure  tax  that  has  gained  most  discussion 
in  Montana  has  been  the  so-called  weight-distance 
tax.  It  is  advisable  to  differentiate  a  true  weight- 
distance  from  other  forms  of  mileage  taxes.  A 
weight-distance  tax  is  a  graduated  mileage  tax  in 
which  a  specific  rate  per  mile  is  established  for  each 
of  several  specified  weight  groups  of  vehicles.  A 
ton-mile  tax,  on  the  other  hand,  is  assessed  at  the 
same  rate  per  ton-mile,  against  all  vehicles,  regard- 
less (,f  the  size  and  weight  of  the  vehicle.  There  are 
other  forms  of  mileage  taxes  in  use.  such  as  the 
axle-mile,  passenger-mile,  and  seat-mile  taxes,  im- 
posed in  several  States.  Normally,  when  we  refer 
to  the  weight-mile  tax,  we  think  of  the  tax  now  in 
effect  in  the  State  of  Oregon.  A  similar  tax  proce- 
dure is  also  in  effect  in  Idaho. 

In  addition  to  weight-distance  taxes  in  Oregon 
and  Idaho,  we  find  similar  taxes  levied  in  New 
York,  in  Illinois,  and  in  North  Dakota.  Although 
the  basic  approach  is  similar  in  all  these  States,  the 
taxes  have  been  adjusted  to  fit  the  particular  needs 
or  policies  n\  the  States  involved.  In  Idaho  and  Ore- 
gon, for  example,  the  weight-distance  taxes  apply, 
with  few  exceptions,  to  all  contract  and  common 
carriers,  both  passenger  ami  freight.  In  Oregon,  the 
tax  is  imposed  on  vehicles  starting  at  6.000  pounds 
gross  weight,  and  in  Idaho  all  vehicles  over  16,0-00 
pounds,  gross.  In  New  York,  the  tax  applies  only 
to   freight   carrying  vehicles,  of  more  than   18,000 
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pounds.  In  North  Dakota,  such  taxes  are  imposed 
only  against  vehicles  operating  on  an  interstate 
basis,  and  in  Illinois,  the  tax  is  completely  optional 
to  a  graded  weight  tax. 

Advantages  of  Weight-Distance  Taxes.  Many 
students  of  the  problems  of  highway  taxation  have 
come  to  the  conclusion  that  weight-distance  taxes, 
which  might  also  be  called  highway-use  taxes,  can 
be  imposed  against  heavier  groups  of  vehicles  in 
such  a  manner  as  to  produce  an  equitable  allocation 
of  tax  burdens  among  the  vehicles.  It  is  argued  that 
a  tax  graduated  only  according  to  weight  falls  more 
heavily  on  the  low-mileage  operator  than  on  the 
high-mileage  operator  with  an  identical  vehicle, 
while  a  properly  scheduled  highway-use  tax  makes 
automatic  allowance  for  these  differences  in  mile- 
ages. It  also  can  be  pointed  out  that  a  tax  operated 
on  the  basis  of  ton-miles  alone  takes  no  account  of 
those  cost  factors  of  highways  which  are  incurred 
entirely  for  the  benefit  of  larger  and  heavier  vehicles. 
This  is  true,  of  course,  only  where  the  charges  for 
each  ton-mile  of  use  are  an  equal  amount,  regardless 
of  vehicle  size  or  weight.  A  correctly  scheduled 
highway-use  tax  can  be  graduated  to  allow  for  addi- 
tional costs  occasioned  by  heavier  vehicles. 

In  addition  to  other  arguments  in  favor  of  high- 
way-use taxes,  it  could  be  noted  that  such  taxes 
provide  a  convenient  method  of  charging  a  fair 
share  of  highway  costs  to  non-resident  vehicles. 
Highway-use  taxes,  like  fuel  taxes,  provide  at  least 
a  semblance  of  apportioning  tax  payments  to  the 
States  in  which  the  vehicles  travel.  If  universally 
adopted,  such  tax  schedules  might  result  in  less  oc- 
casion to  provide  multiple  taxation  of  vehicles  in  in- 
terstate operation,  and  could  displace  proration  pro- 
cedures now  in  effect. 

Disadvantages  of  Weight-Distance  Taxes.  Most 
opponents  to  the  highway-use  tax  will  agree,  in 
theory,  that  it  provides  a  fair  apportionment  of  costs 
among  the  users,  but  usually  deny  that  such  a  tax 
can  be  properly  administered  within  the  limit  of 
reasonable  administrative  costs.  They  also  point 
out  that  considerable  evasion  of  the  tax  is  possible, 
especially  among  certain  users,  and  further,  that 
those  taxpayers  who  do  comply  are  saddled  with  an 
unduly  high  compliance  cost  in  relation  to  the  fees 
owed. 

Administration  Cost.  There  is  little  question  that 
it  is  more  costly  to  administer  a  tax  which  is  col- 
lected on  a  mileage  basis  than  it  is  to  collect  the 
same  total  revenue  on  an  annual  basis.  The  question 
then  arises  whether  it  is  better  to  make  the  tax  more 
equitable  with  a  mileage  tax  and  high  administration 
costs,  or  less  equitable  with  an  annual  fee  and  low 
administration  costs.  This  is  a  matter  which  will 
have  to  be  left  to  the  decision  of  the  lawmakers  of 
any  particular  State. 

The  degree  of  administration  cost  increase  of  the 
use  tax  over  an  annual  fee  is  difficult  to  appraise. 
In  Montana  a  fee  of  5  percent  of  the  annual  gross 
vehicle  weight  charge  is  provided,  ostensibly  as  an 
administration  cost,  for  the  counties  collecting  the 


fee.  This  amounted  to  about  $120,000  in  1955, 
and  will  probably  be  nearer  $140,000  in  1956.  Ad- 
ditional costs  amounting  to  about  $30,000  per 
year  are  occasioned  by  the  Highway  Department  in 
the  administration  of  this  law  and  other  undefinable 
costs  are  assumed  in  the  operation  of  the  Highway 
Patrol,  Highway  weighing  stations,  and  others.  In 
the  State  of  Oregon,  it  is  stated  that  the  cost  of 
collecting  the  weight-distance  tax  amounts  to 
about  a  4.4  percent  of  total  collections  per  year. 
It  is  unquestionably  true  that  this  cost,  if  the  tax 
were  on  an  identical  basis,  would  be  on  a  higher 
percentage  ratio  in  a  State  like  Montana,  where 
fees  collected  would  be  substantially  less  in  the 
aggregate  and  the  method  of  collection  might  be 
more  difficult.  In  addition  to  the  reported  Oregon 
collection  cost,  there  are  also  indirect  costs  including 
the  Highway  Patrol  and  Weighing  stations  which 
are  not  insignificant. 

In  a  report  to  the  Bureau  of  Public  Roads  four 
States  estimated  total  weight-distance  tax  receipts 
and  administrative  expenses  for  the  year  1954  as 
follows : 

State  Receipts  Administrative  Expense 

Amount  Percent 

Florida  $      750.000  $      48,172  6.4 

New  Mexico  ....     1,482,200  328,955  22.2 

New  York  13,800.000  2,070,000  15.0 

Oregon    12,200,000  538,340  4.4 

Certainly  there  is  a  wide  variation.  Perhaps  the 
high  cost  of  administration  in  New  Mexico  had  a 
bearing  on  the  repeal  of  this  type  tax  in  that  State 
in  1955.  Also,  as  mentioned  previously,  the  Oregon 
figure  probably  does  not  include  many  indirect  costs 
of  control  which  could  reasonably  be  charged  to  this 
tax  function. 

During  the  initial  stages  of  such  a  taxation 
program,  the  costs  might  be  expected  to  be  high. 
This  would  be  caused  by  necessary  establishment 
of  weighing  stations  and  ports  of  entry  as  well  as 
organization  of  suitable  collection  and  auditing  pro- 
cedures. 

Tax  Evasion.  The  second  complaint  about  weight- 
distance,  or  highway-use  taxes,  is  the  opportunity 
given  for  evasion.  It  is  declared  that  the  large 
operator  has  little  chance  for  evasion,  since  his  oper- 
ation is  sufficiently  large  to  warrant  adequate  audit- 
ing procedures  and  since  the  operator,  himself,  is 
normally  of  the  more  reliable  type.  There  has  been 
a  study  of  evasion  of  the  weight-distance  tax  in  the 
Oregon  administration.  The  original  study  was 
made  by  Stanford  Research  Institute  in  1954,  and 
resulted  in  the  summary  statement  as  follows : 

"In  the  course  of  the  study  an  effort  was  made 
to  localize  and  describe  any  evasion  which  could 
be  determined  in  the  reporting  of  mileage  tax  to  the 
Public  Utilities  Commissioner.  The  help  of  the 
directly  interested  parties  as  well  as  others  was 
solicited  both  as  to  the  character  of  such  evasion 
and  as  to  methods  by  which  an  overall  estimate  of 
the  revenue  loss  could  be  made.  Few  suggestions 
were  forthcoming  of  either  type.  The  composite  pic- 
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ture  offered  as  to  the  nature  of  'the  evader'  showed 
him  to  be  a  small  trucker  operating  on  a  shoestring 
in  Oregon  or  coming  into  the  State  from  outside 
with  a  single  combination  on  an  itinerant  haul.  How- 
ever, the  total  loss  of  revenue  from  such  evasion 
could  not  be  described  in  very  large  terms,  even  if 
these  individual  truckers  were  flagrant  in  their 
avoidance  of  tax  liability. 

"A  suggestion  was  made  as  to  possible  evasion 
by  private  carriers  as  a  group  and  the  "dropping'  of 
mileage  in  city  pick-up  and  delivery  service.  The 
latter  could  not  be  evaluated  because  it  involved 
extensive  interviewing  of  carriers,  test  checking  of 
speedometers,  or  similar  techniques.  However,  these 
are  methods  which  are  available  to  PLC  auditors, 
and  it  is  believed  that  a  practical,  common-sense 
approach  on  their  part  will  minimize  any  important 
loss  in  this  type  of  operation.  Although  a  special 
effort  was  made  to  check  movements  of  private 
operators,  away  from  their  own  metropolitan  or 
city  area,  this  disclosed  no  substantial  unreported 
mileage.  It  must  be  admitted,  however,  that  the 
small  amounts  involved  require  a  refined  analvsis 
and  more  accurate  estimates  of  city  mileage  than 
were  available.  Nevertheless,  it  is  clear  that  as  a 
group  these  private  carriers  are  'responsible,'  in  the 
PUC  sense,  and  have  established  businesses  in 
which  trucking  is  only  a  minor  element.  However 
much  they  complain  about  the  tax,  they  would  not 
ordinarily  fail  to  report  any  special  trips  across  the 
State,  particularly  with  the  ever-present  possibility 
that  a  weighing  or  an  observation  might  disclose 
such  extra  mileage. 

"The  percentage  of  revenue  loss  due  to  evasion 
in  March  or  April,  1954  was  about  4.4  percent.  Due 
to  the  short  period  which  could  be  studied,  this  is 
not  a  precise  figure  but  should  be  viewed  as  merely 
indicative  of  the  evasion  encountered  in  the  early 
part  of  1954.  It  must  also  be  emphasized  that  very 
little  of  this  evasion  is  of  a  type  beyond  the  reach 
of  a  sound  audit  program.  Auditing  of  carriers'  ac- 
counts has  generally  recovered  a  net  of  about  5  per- 
cent of  the  total  motor  vehicle  revenue  collected  by 
the  PUC,  or  more  than  the  evasion  estimated  here. 
Audits  undoubtedly  recover  substantial  amounts  due 
to  plain  errors  in  reporting,  which  could  not  be 
evaluated.  Nevertheless,  it  can  hardly  be  said  that 
this  analysis  has  brought  to  light  any  mew  evasion 
which  is  beyond  the  reach  of  the  auditing  program. 
Even  though  evasion  were  as  high  as  10  percent 
and  the  audits  recovered  no  more  than  at  present,  it 
would  mean  a  net  loss  to  the  State  of  only  about 
5  percent  of  all  truck-mile  tax  revenue. 

"From  this  study  it  appears  that  evasion  is  en- 
countered in  the  following  operations: 

"1.  Carriers  whose  mileage  is  too  small  to  repre- 
sent substantial  revenue  or  who  are  themselves  too 
marginal  to  continue  operating  in  the  lace  of  normal 
payments. 

"2.  Out-of-State,  ■hit-and-run'  operators,  who  may 
be  beyond  the  reach  of  the  State  in  collection  of 
their  delinquent  account,  but  who  cannot  later  return 
to  Oregon  without  risk  of  apprehension. 


"3.  Random  examples  of  what  is  probably  unin- 
tentional evasion  on  the  part  of  established,  respon- 
sible carriers,  the  correction  of  whose  errors  makes 
up  a  part  of  the  recovery  from  audits." 

Western  Highway  Institute  of  San  Francisco,  an 
engineering  and  research  association  financed  pri- 
marily by  commercial  vehicle  interests  in  the  West, 
made  a  critical  analysis  of  the  functioning  of  the 
Oregon  weight-distance  tax  in  1955.  This  report 
reviewed  the  previous  Stanford  Research  Institute 
report,  and  made  the  following  summary  and  con- 
clusions : 

"Evidence  establishes  that  PL'C  audits  do  not 
verify  reported  tax  liability  in  relation  to  the  basic 
factor  of  miles  traveled.  It  is  therefore  impossible 
to  conclude  whether  administration  in  Oregon  is 
more  efficient  than  in  other  jurisdictions  where  it 
is  generally  recognized  that  accountability  is  con- 
siderably less  than  claimed  by  Oregon  officials. 

"It  is  recognized  that  the  PL'C  has  developed 
practical  approaches  to  the  problem,  utilizing  assist- 
ance from  other  state  and  local  agencies  and  being 
content  with  office  reviews  of  tax  reports,  thereby 
keeping  direct  administrative  costs  at  a  reasonable 
level.  It  is  obvious,  however,  that  these  approaches 
do  not  allow  complete  accountability  of  tax  liability 
and  leave  open  avenues  for  escapement  by  certain 
classes  of  taxpayers  if  they  care  to  use  them. 

"In  the  case  of  those  carriers  who,  because  of 
other  business  requirements,  must  keep  accurate 
mileage  records,  the  system  gives  optimum  account- 
ability consistent  with  administrative  costs.  While 
carriers  in  this  class  pay  a  substantial  part  of  total 
transportation  taxes,  there  remain  thousands  of 
small  carriers  whose  true  tax  liability  is  not  estab- 
lished by  audit.  The  resultant  aggregate  effect  on 
revenue  to  the  State  may  be  significant.  To  the 
extent  that  tax  liability  is  avoided  by  this  latter 
group  of  carriers,  such  equity  as  may  exist  in  Ore- 
gon's motor  vehicle  tax  structure  is  disrupted.  If 
avoidance  were  extensive,  it  follows  that  the  ap- 
proach results  in  discriminatory  incidence  of  tax 
responsibility. 

".  .  .  PUC  regulations  prescribe  maintenance  of 
records  for  substantiation  of  tax  liability,  but  office 
audit  procedure  depends  fundamentally  on  a  system 
of  observed  vehicle  movements.  Auditors  may  have 
access  to  carrier  records  which,  insofar  as  complete, 
may  be  used  to  verify  reported  mileage,  but  all  facts 
indicate  that  only  limited  use  is  made  of  such 
records. 

"What  is  of  most  importance  is  the  fact  that  a 
PUC  audit  does  not  attempt  to  verify  reported  mile- 
age, a  basic  factor  in  determination  of  tax  liability. 
A  PU|C  audit  attempts  mileage  verification  by 
checking  reported  trips  against  vehicle  observation 
reports,  and  then  only  insofar  as  applicable  or  pos- 
sible. Since  a  high  percentage  of  mileage  is  not  re- 
ported by  individual  trips,  inadequacy  of  the  pro- 
cedure for  checking  reported  mileage  is  obvious. 
Consequently,  as  supported  by  the  record,  misplaced 
taxes  detected  by  such  an  audit  are  predominantly 
derived  from  errors  in  preparation  of  tax  reports. 
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".  .  .  Careful  analysis  of  the  SRI  report  reveals 
that  only  a  limited  amount  of  mileage  was  verified 
and  that  by  use  of  questionable  procedures.  Remain- 
ing reported  mileage  was  accepted  as  corrected  .... 
Western  Highway  Institute  believes  that  the  follow- 
ing conclusion  still  appear  to  be  applicable: 

"1.  Numerous  channels  exist  through  which  Ore- 
gon's transportation  taxes  may  be  misplaced 
or  avoided  entirely,  if  not  detected  by  PUC 
audit. 

"2.  Since  it  is  impossible  to  demonstrate  reliabil- 
ity for  any  of  the  available  estimates  of  avoid- 
ed taxes,  their  magnitude  remains  unknown. 

"3.  The  undetermined  magnitude  of  avoided 
taxes  must  be  considered  significant,  inas- 
much as  existing  PUC  audit  procedures  do 
not  allow  verifications  of  reported  mileage." 

As  a  result  of  the  variation  in  analyses  and  con- 
clusions, an  exchange  of  letters  was  made  between 
the  Stanford  Research  Institute  and  Western  High- 
way Institute,  attesting  in  some  respects  the  inade- 
quacy of  the  Stanford  approach  to  the  question  of 
evasion  of  this  tax.  It  is  believed  that  the  Stanford 
Research  letter  is  of  sufficient  interest  to  be  repro- 
duced in  part  here. 

"The  findings  of  the  Stanford  Research  Insti- 
tute report  should  not  be  considered  as  a  final 
quantitative  evaluation  of  the  magnitude  of  tax 
evasion  or  the  efficiency  of  tax  administration 
under  the  Motor  Transport  Code  in  Oregon. 
Rather,  the  report  was  intended  to  present  an 
analytical  procedure  by  which  attempted  evasion 
might  be  detected,  and  to  demonstrate  the  appli- 
cation of  that  procedure.  The  magnitude  of  eva- 
sion shown  in  the  report  is  not  to  be  interpreted 
as  the  maximum  amount  which  might  exist; 
rather,  it  represents  an  evaluation  of  the  amount 
that  could  be  estimated  from  available  vehicle  ob- 
servation coverage  based  on  a  number  of  assump- 
tions. We  believe  that  with  the  necessary  number 
of  vehicle  observations  properly  classified  by 
highway,  road  and  street  systems  to  give  correct 
weight  for  all  classes  of  operations,  the  analytical 
procedure  would  allow  detection  of  gross  at- 
tempted evasion.  Selective  auditing  of  basic  oper- 
ator records  under  procedures  recommended  in 
our  report  would  then  be  available  for  verification 
of  reported  mileage." 


The  problem  of  a  highway  use-tax  evasion  is 
serious.  Probably  evasion  by  the  itinerant  trucker 
is  the  most  difficult  to  over  come.  As  in  most  cases 
of  evasion  of  responsibility,  the  only  method  of  con- 
trol is  a  stern  law  and  rigid  policing  and  enforce- 
ment until  the  violator  complies  with  the  law  or  dis- 
continues operation.  This  may  be  costly,  but  it  is 
fair. 

Cost  to  Taxpayer.  The  cost  of  taxpayer  compli- 
ance with  the  provisions  of  a  weight-distance  tax 
are  cited  by  its  opponents.  It  must  be  recognized 
that  from  the  operator's  standpoint,  cost  of  com- 
pliance is  inseparable  from  the  tax  itself.  It  is  merely 
another  cost  of  doing  business. 

It  would  seem  from  information  available  on 
larger  highway  carriers  that  there  is  a  considerable 
cost  consciousness  and  operating  records  of  vehicles 
and  movements  are  kept  by  these  carriers  in  some 
detail.  Also,  certain  records  are  required  by  regu- 
lations of  the  Interstate  Commerce  Commission  for 
Interstate  operators.  In  a  recent  survey  in  Oregon 
it  is  reported  one  carrier  with  an  annual  weight-mile 
tax  responsibility  of  $660,000  isolated  compliance 
costs  at  about  $8,300  for  1954.  This  is  a  cost  of  only 
1.4  percent.  Other  smaller  carriers  estimated  month- 
ly costs  of  compliance  in  Oregon  at  $200  to  $300  per 
month.  A  little  less  than  one  man's  full  time.  This 
could  be  a  substantial  compliance  problem  where 
total  annual  tax  responsibilities  are  small. 

Since  the  matter  of  compliance  cost  is  closely 
allied  to  the  size  of  the  carrier's  operation,  it  is  rea- 
sonable to  ask,  "Just  what  size  operators  might  be 
brought  under  a  highway  use-tax?"  On  a  national 
basis,  it  is  estimated  that  52  percent  of  all  trucks 
are  singly  owned,  22  percent  of  the  remainder  are 
owned  in  fleets  of  4  or  less.  In  Montana,  the  owner- 
ship of  trucks,  as  reflected  in  registration  statistics 
shows  about  H  percent  of  all  vehicles  are  trucks  as 
opposed  to  the  national  average  of  17  percent.  This 
would  indicate  even  broader  percentages  of  singly 
owned  vehicles.  Many  of  these  small  trucks  could 
be  eliminated  from  a  highway  use-tax  by  judicious 
use  of  flat  fees  in  lower  weight  groups  and  the  estab- 
lishment of  highway  use  fees  starting  at  say,  24,000 
pounds  gross  weight. 

In  this  connection,  it  should  be  noted  that  the 
Oregon  Weight-Distance  tax  is  levied  on  vehicles 
as  light  as  6,000  pounds  gross  excluding  farm  ve- 
hicles and  some  others,  while  similar  taxes  in  Idaho 


Table  6-3 


Transportation  Taxes 


Number   of 

Fee    Payment    Group  Permits 

0  to  50 8,946 

51  to  100 2,834 

101  to  500 4,640 

501  to  5,000 1,472 

5,001  to  20,000 103 

20,001  to  50,000 14 

50,001  to  500,000 15 


18,024 


Total 

$   178,178 

208,125 

1,047,119 

1,831,277 

923.917 

395,684 

1,620,999 

$  6,205,299 


$ 


Average 
Per   Permit 

19.92 

73.44 

225.67 

1,244.08 

8,970.00 

28,263.10 

108.066.00 


$146,862.21 
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and  New  York  start  at  16,000  and  18,000,  respec- 
tively. The  Idaho  and  New  York  procedures  un- 
questionably eliminate  large  numbers  of  singly 
owned  vehicles. 

The  Oregon  exclusion  of  trucks  under  6,000 
pounds  probably  accounts  for  one-half  of  all  trucks 
in  the  State.  One-half  of  the  remaining  trucks  are 
registered  at  24,000  pounds,  or  less,  gross  weight. 
These  vehicles  between  6,000  and  24,000  pounds 
gross  weight  account  for  only  11.5  percent  of  all  the 
revenue  under  the  weight-mile  tax  in  that  State. 
Thus,  if  all  trucks  of  24,000  pounds  gross  weight 
and  under  were  excluded,  the  State  would  eliminate 
three-fourths  of  all  trucks  and  suffer  a  revenue  loss 
of  only  11.5  percent.  This  loss  could  be  made  up 
by  flat  fee  charges.  It  is  probable  that  this  pro- 
cedure would  eliminate  many  administration  prob- 
lems without  serious  loss  of  revenue  and  without 
gross  destruction  of  equity  which  could  be  kept  in 
line  somewhat  by  annual  fees  in  these  weight  cate- 
gories. 

The  placing  of  light  weight  vehicles  on  a  flat  fee 
rather  than  a  mileage  basis  introduces  certain  in- 
equities, but  a  glance  at  Table  6-3  gives  an  indica- 
tion of  the  small  amount  of  revenue  that  was  real- 
ized from  some  of  the  smaller  permit  holders  in 
Oregon  in   1951. 

Table  6-3  indicates  that  of  the  18,000  permit  hold- 
ers analyzed,  nearly  one-half  paid  less  than  $20.00 
per  year.  A  study  the  same  year  indicated  collection 
costs  of  about  $18.50  for  each  permit,  leading  to  the 
conclusion  that  cost  of  collection  and  administration 
may  have  just  about  used  up  all  revenue  from  this 
group  of  operators.  The  higher  rates  established  by 
Oregon  since  that  time  would  have  helped  this 
situation  in  some  degree  but  even  with  substantial 
change  it  would  have  to  be  accepted  as  an  uneco- 
nomical operation  in  the  lower  weight  groups. 

Operators  do  have  a  justified  complaint  if  compli- 
ance costs  become  unduly  burdensome.  Much  of 
of  the  force  of  this  objection  can  be  overcome  if  the 
law  establishing  highway  use-taxes  is  written  to 
keep  compliance  costs  at  a  minimum.  As  noted, 
scheduling  of  rates  into  the  very  low  weight  groups 
is  not  economical  for  carrier  or  State.  A  law  that 
requires  separate  records  for  pulling  units  and  for 
trailers  is  neither  simple  to  comply  with  nor  to  ad- 
minister. A  law  requiring  the  keeping  of  records  as 
to  load  carried  and  a  distinction  between  carried 
load,  empty  weight  and  gross  weight  is  not  simple. 
Some  states  have  fallen  into  the  trap  of  these  undue 
complications.  The  simplest  procedure  of  all  is,  of 
course,  the  application  of  the  law  to  significant 
weight  brackets  with  consideration  of  only  three 
factors : 

1.  Gross  maximum   weight  of  vehicle  or  combi- 
nation load  as  recorded  at  time  of  registration. 

2.  Miles  traveled. 

3.  A  fixed  fee  per  mile  for  the  established  weight 
category  in  "1"  above. 

Such  a  procedure  does  not  appear  to  be  fair  to  the 
vehicle  which  travels  empty.  It  is.  in  most  cases, 
however,  because  in  establishing  the  rate  per  mile. 


empty  mileage  is  taken  into  account.  This  tends  to 
reduce  the  charged  rate.  Also,  in  determining  the 
rate  for  a  particular  gross  weight  category,  it  is 
the  average  operating  weight  that  is  used.  Thus  the 
rate  established  takes  into  account  empty  mileage 
and  loads  less  than  the  maximum.  Stated  another 
way.  if  charges  were  not  made  for  empty  hauls,  then 
the  rate  could  not  take  average  operating  weight 
and  empty  mileage  into  account  and  the  entire  rate 
structure  would  be  higher  for  any  loaded  haul.  The 
end  results  could  be  about  the  same  except  that  the 
three-step  procedure  outlined  above  is  somewhat 
more  simple  for  compliance  and  administrative  pur- 
poses. 

In  summary,  the  principal  objections  to  a  highway 
use-tax  are : 

1.  High  cost  of  administration. 

2.  High  incidence  of  evasion  of  tax. 

3.  High  cost  of  compliance  by  the  operator. 

These  can  be  overcome  in  a  degree  by  good  man- 
agement, by  rigid  enforcement  and  taxpayer  edu- 
cation, and  by  simplification  of  procedures  in  assess- 
ment of  the  tax  and  reporting  techniques. 

Rates  for  a  Highway  Use  Tax.  If  a  highway  use 
tax  is  to  be  installed  in  Montana,  it  is  important  to 
both  the  State  and  the  truck  operator  that  the  rates 
be  fairly  determined.  An  extensive  analysis  of  the 
portion  of  costs  of  highways  which  can  be  fairly 
assessed  against  vehicles  of  different  sizes  and 
weights  has  been  conducted.  The  analysis  was  de- 
scribed in  Chapter  5.  Rates  proposed  and  shown  on 
Table  6-4  are  based  on  the  assumption  that  present 
fuel  tax  rates  will  remain  as  now  in  effect — 7  cents, 
gasoline;  9  cents,  diesel.  Any  adjustments  of  fuel 
tax  rates  would  require  proportional  adjustment  of 
this  schedule. 

The  rates  on  Tables  6-4  and  6-4A  are  based  on  the 
incremental  analysis  of  costs  incurred  by  each  ve- 
hicle. This  is  probably  the  lowest  defensible  rate. 
There  is  nothing  to  say  that  higher  rates,  reflecting 
benefits  beyond  costs  incurred,  should  not  be  levied 
if  legislative  policy  should  so  direct.  A  higher  rate 
schedule  would  be  effected  by  the  use  of  ton-mile 
allocation  —a  procedure  used  by  several  States  in 
determining  user  responsibilities.  A  ton-mile  allo- 
cation was  discussed  in  Chapter  5  and  compared 
with  the  incremental  allocation.  If  the  rates  on  the 
attached  schedule  appear  too  low  to  satisfy  legisla- 
tive intent,  they  could  be  scaled  upward  toward  the 
ton-mile  allocation  rate  schedule.  Perhaps  a  com- 
promise between  the  two,  incremental  analysis  as 
the  lowest  and  ton-mile  as  the  highest,  would  1  e 
in  order,  if  agreement  cannot  be  reached  on  the 
schedule  shown  on  Table  6-4A. 

It  will  be  noted  that  the  schedule  fee  for  farm  ve- 
hicles is  considerably  lower  than  for  a  similar  weight 
commercial  vehicle.  According  to  data  available, 
these  vehicles  use  local  roads  for  a  large  percentage 
of  their  travel.  Since  the  incremental  studies  found 
little  weight  responsibility  in  this  local  system,  the 
assignment  of  weight  costs  to  these  vehicles  was 
accordingly  at  a  minimum.  In  fact,  it  was  so  small 
that  the  normal  registration  and  fuel  taxation  of 
these    vehicles    actually   paid    their   entire    responsi- 
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Table  6-  5 

MONTANA  FACT  FINDING  COMMITTEE 
ON  HIGHWAYS,  STREETS  AND  BRIDGES 


estimated  Personal  Property  Taxes  Levied  in  Montana  1956   1/ 

On  Motor  Vehicles 

On  All  Other  Personal  Property 

Total 

Amount             Percent 

Amount               Percent 

Amount 

Percent 

Beaverhead 

$    36,372 

Big  Horn 

46,5(6 

Blaine 

42,567 

Broadwater 

17,769 

Carbon 

36,752 

Carter 

15,474 

Cascade 

252,835 

Chouteau 

58,641 

Custer 

55,183 

Daniels 

29,568 

Dawson 

53,794 

Deer  Lodge 

55,389 

Fallon 

21,136 

Fergus 

69,594 

Flathead 

147,751 

Gallatin 

99,433 

Cirfield 

14,860 

Glacier 

43,209 

Golden  Valley 

7,459 

Granite 

12,602 

Hill 

84,317 

Jefferson 

16,339 

Judith  Basin 

20,417 

Lake 

56,714 

Lewis  and  Clark 

87,959 

Liberty 

31,294 

Lincoln 

56,317 

Madison 

29,864 

McCone 

32,496 

Meagher 

11,637 

Mineral 

11,565 

Missoula 

158,634 

Musselshel 1 

23,223 

Park 

50,592 

Petroleum 

6,873 

Phillips 

38,277 

Pondera 

49,839 

Powder  River 

15,511 

Powel 1 

30,353 

Prair le 

13,426 

Ravalli 

68,056 

Richland 

64,890 

Roosevelt 

83,842 

Rosebud 

22,771 

Sanders 

33,090 

Sheridan 

43,979 

S i Iver  Bow 

212,872 

Si ' 1 Iwater 

27,391 

Sweet  grass 

16,198 

Telon 

60,362 

Toole 

53,288 

Treasure 

9,047 

Valley 

79,500 

Wheat ) and 

13,108 

Wibaux 

14,114 

Yel lows  tone 

247.521 

Total 

$2,992,628 

12.9 
12.9 
16.2 
16.2 
18.2 

10.7 
18.9 
18.1 
23.5 

21.1 

22.1 
23.2 
16.2 
16.5 
29.3 

22.5 
10.6 
19.7 
12.8 

14.5 

24.2 
22.5 
13.1 
25.0 
18.6 

21.4 
32.1 
15.2 
18.7 
29.5 

30.8 
27.1 
18.0 
23.7 
11.8 

13.8 
20.2 
11.1 
21.4 
15.3 

23.9 
23.5 
24.6 
11.2 
18.2 

19.1 
21.8 
21.4 
12.1 
18.7 

20.7 
15.0 
18.9 
14.0 
18.1 
20.9 
19.1 


$   245,783 

315,263 

219,838 

91,711 

164,515 

128,478 
1,082,321 
264,280 
179,877 
110,520 

188,628 
182,887 
108,938 
351,401 
355,397 

■342,883 
124,285 
177,051 

51,440 

74,055 

263,638 
56.091 
134,926 
169,906 
385,351 

114,791 
119,027 
166,677 
141,465 
27,744 

25,915 
425,101 
105,544 
163,003 

51,483 

239,640 
196,656 
124,326 
111,632 
74,516 

215,888 
211,495 
257,371 
180,607 
148,696 

186,053 
762,829 
100,834 
117,343 
262,272 

204,465 

51,433 
342,217 

80.320 

63,942 

933.000 

$11,975,748   2/ 
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2 

79 
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88 

9 

78 

6 

84 

7 
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1 

76 

5 

75 

.4 

88 

8 

SI 

8 

80 

.9 
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.6 

B7 

.9 

81 

.3 

79 

.3 

85 

.0 

81 

.1 

B6 

.0 

81 

.9 

'9 

.1 

80 
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$  282,155 
361,829 
262,405 
109,480 
201,267 

143,952 
1,335,156 
322,921 
235,060 
140.088 

242,422 
238,276 
130,074 
420,995 
503,148 

442,316 

139,145 

220,258 

58,899 

86,657 

347,955 
72,430 
155,343 
226,620 
473,310 

146.085 
175,344 
196,541 
173,961 
39,381 

37,480 
583,735 
128,767 
213,595 

58,356 

277.917 
246,495 
139,837 
141,985 
87,942 

283,944 
276,385 
341,213 
203,378 
181,786 

230,032 
975,701 
128.225 
133,541 
322,634 

257,753 

60,480 

421,717 

93,428 

78,056 

1.180,521 

$14, "68,376 


100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 

100 
100 
100 
100 
100 
100 
100 


1/  Estimates  based  on  values  and  levies  reported  In  the  16th  biennial  report  of  the  State  Board  of  Equalirat Ion.   Actually  all  figures 
would  be  somewhat  larger  aa  levies  for  city  purposes  are  not  Included.   City  estlmarcs  would  be  difficult  to  establish  as  there 
i6  no  reasonable  method  of  arriving  at  the  amount  of  personal  property  located  within  cities. 

■>l   Th.s  figure  includes  Livestock.  $3,778,392;   Mining  Machinery.   $311,631;  Manufacturing  Machinery,  $925  689   Drill  Rigs,  etc ^6.05^ 
Bank  Stock,,  $669,875;   Household  Furniture.  $842,351;   Farm  Machinery.  $1,434,442;   Other  Machinery.  $294.8 76.   *}'P1'""'  %X^™ ' 
Cnnds  Wares,  $2,230,807;   Furnl  ture-FUtures,  $499. 567 ;   Solvent  Credits.  $337,418.   Agricultural  Products.  $292,338.   Phone  Lines. 
$1,890;   Various  Properties,  $105,509. 


Table  6-4A 


Total  Gross 
Weight  of  Solo 
Truck  or  Com- 
bination Pulling 
and    Trailing 
Unit 


Additional  Fee  Per  Mile  of  Operation 
(No  Credit  for  Empty  or  Partial  Loads.) 


Annual  Flat  Fee 

Schedule  A 

Schedule  B 

Farm 
Vehicles 

Commercial 
Vehicles 

(Vehicles  Paying 

Montana  Fuel 

Tax) 

(Vehicles  Not 

Paying  Montana 

Fuel  Tax) 

$ 

$ 

(Mills) 

(Mills) 

4.00 

6.00 

5.00 

16.00 

6.00 

30.00 

7.00 

36.00 

8.00 

42.00 

10.00 

48.00 

11.00 

54.00 

12.00 

60.00 

13.00 

66.00 

14.00 

72.00 

78.00 

2.8 

16.9 

84.00 

4.0 

18.6 

90.00 

5.2 

20.3 

96.00 

6.5 

21.9 

102.00 

7.7 

23.7 

108.00 

9.0 

25.3 

114.00 

10.2 

27.0 

120.00 

11.4 

28.7 

126.00 

12.7 

30.3 

132.00 

14.0 

32.0 

138.00 

15.2 

ZZ.7 

144.00 

16  4 

35.3 

150.00 

17.7 

37.1 

156.00 

18.9 

38.7 

162.00 

20.1 

40.4 

168.00 

21.4 

42.1 

174.00 

22.7 

43.8 

180.00 

23.9 

45.4 

186.00 

25.1 

47.1 

192.00 

26.3 

48.8 

198.00 

27.7 

50.5 

204.00 

28.8 

52.1 

210.00 

30.1 

53.8 

216.00 

31.3 

55.5 

222.00 

32.6 

57.2 

228.00 

33.8 

58.8 

234.00 

35.1 

60.5 

35  cents 

Add  1.5  mills  for 

Add  1.9  mills  for 

per  CWT 

each  additional 

each  additional 

2,000  pounds 

2,000  pounds 

(Pounds) 


Under 
6.001 
8,001 
10,001 
12,001 
14,001 
16.001 
18.001 
20,001 
22,001 
24,001 
26,001 
28,001 
30,001 
32,001 
34,001 
36,001 
38,001 
40.001 
42,001 
44,001 
46,001 
48,001 
50.001 
52,001 
54,001 
56,001 
58,001 
60,001 
62,001 
64,001 
66,001 
68,001 
70,001 
72,001 
74,001 
76,001 
Over 


6,000.. 
8,000.. 

10,000.. 

12.000.. 

14,000.. 

16,000.. 

18,000.. 

20,000.. 

22,000.. 

24,000.. 

26,000.. 
o  28.000.. 
o  30,000.. 
o  32,000.. 
o  34.000- 
o  36.000.. 
o  38.000.. 
o  40,000.. 
o  42,000.. 
o  44,000.. 
o  46,000.. 
o  48,000.. 
o  50,000.. 
o  52,000.. 
o  54,000- 
o  56.000.. 
o  58,000.. 
o  60,000.. 
o  62.000.. 
o  64,000.. 
o  66,000.. 
o  68,000.. 
o  70,000.. 
o  72,000.. 
o  74.000- 
o  76,000.. 
o  78,000- 

78,000. 


bility,  based  on  this  incremental  approach.  It  is  be- 
lieved, however,  that  it  is  unreasonable  not  to  pro- 
vide some  weight  charge  for  these  vehicles  and  to 
this  extent  the  incremental  analysis  may'be  deficient. 
For  this  reason,  a  charge  approximating  20  percent 
of  the  weight  charge  for  normal  commercial  vehicles 
has  been  included  for  these  farm  vehicles  up  to 
24,000  pounds. 

Size  and  Weight  Controls.  In  passing  it  should 
be  noted  that  maximum  gross  weight  for  2-axle 
trucks  should  be  24,000  pounds  unless  proved  other- 
wise that  the  vehicle  can  be  legally  loaded.  It  is 
improbable  that  a  typical  2-axle  truck  can  be  loaded 
legally  to  28,000  pounds  since  this  would  require 
10,000  pounds  on  the  front  axle,  an  unlikely  situa- 


tion. Allowance  of  registration  to  28,000  pounds  for 
such  vehicles  may  have  much  to  do  with  the  rela- 
tively frequent  overloaded  axles  on  such  trucks 
found  on  secondary  roads.  A  total  maximum  gross 
weight  of  two-axle  trucks  in  the  order  of  24,000 
pounds  would  be  more  logical. 

Property  Tax  on  Motor  Vehicles.  One  feature 
which  has  not  been  touched  upon  is  property  tax 
on  motor  vehicles  in  Montana.  This  is  a  personal 
property  tax  collected  at  time  of  vehicle  registra- 
tion. All  of  the  tax  goes  to  such  general  purposes 
as  the  levy  may  have  been  made  for  in  county  and 
city  governments,  school  districts,  and  other  special 
taxing  districts.  As  such,  it  is  not  a  highway  user 
revenue,  but  its  payment  is  a  necessary  prelude  to 
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licensing  and  in  the  public's  mind  must  usually  be 
considered  as  a  part  of  the  cost  of  licensing  a  ve- 
hicle. The  average  tax  per  vehicle  in  1954  was  about 
$10.00.  Naturally  there  is  great  range  among  taxing 
districts  because  of  differences  in  levies  and  assessed 
values.  This  range  is  greatest  in  trucks  where  value 
is  also  less  standardized  from  county  to  county.  The 
variation  in  amount  of  tax  for  identical  vehicles  in 
several  taxing  districts  is  surprising. 

All  of  this  variation  has  led  to  the  suggestion  that 
the  fee  be  standardized  on  a  statewide  level  and  that 
the  funds  be  returned  to  the  local  units  on  some 
basis  of  apportionment.  This  is  a  special  study  of 
itself  and  has  not  been  explored  in  detail  by  the 
Fact  Finding  Committee  staff.  Table  6-5  shows  the 
portion  of  all  personal  property  tax  that  is  collected 
from  motor  vehicles.    It  is  substantial. 

The  point  is  raised  here  particularly  because  of 
the  impact  on  commercial  vehicles.  States  such  as 
Oregon,  Idaho,  Ohio,  and  New  York,  leaders  among 
third  structure  tax  states,  do  not  levy  personal  prop- 
erty taxes  on  motor  vehicles.  Registration  fees  are 
in  iieu  of  all  other  ad  valorem  taxes  in  those  States. 

During  the  1956  year,  for  the  first  time,  county 
treasurers  have  supplied  information  to  the  Regis- 
trar of  Motor  Vehicles  on  the  amount  of  personal 
property  tax  assessed  against  all  vehicles.  The  High- 
way Planning  Survey  has  assembled  some  of  these 
data,  as  they  relate  to  trucks  and  trailers,  into  use- 
able form.  Incomplete  data  based  on  information 
furnished  on  14,000  trailers  and  38,000  trucks  and 
tractor-trucks  indicate  the  following  average  per- 
sonal property  taxes  levied  against  such  vehicles 
in  1956. 

Table  6-6 
AVERAGE  ANNUAL  PROPERTY   TAX 

Gross  Weight 

(pounds)  Trucks  Trailers 

Under      6,000  $  11.94  $  1.16 

6,001  -    8,000 13.51  4.74 

8,001  -  10,000  13.08  4.29 

10,001  -  12,000   13.80  7.81 

12,001  -  14,000  13.23  4.39 

14,001  -  16,000  13.05  8.06 

16,001  -  18,000  13.89  10.67 

18,001  -  20,000  .  14.67  9.83 

20,001-22,000.               18.08  19.75 

22,001-24,000  25.80  22.00 

24,001-26,000  31.13  10.00 

26,001-28,000  38.77  21.31 

28,001-30,000  36.24  21.62 

30,001-32,000  47.78  39.56 

32,001  -  34,000  33.73  28.77 

34,001  -  36,000  69.64  29.55 

36,001-38,000  103.91  10.71 

38,001-40,000  104.86  15.50 

40,001  -  42,000  130.54  35.28 

42,001-44,000  97.00 

44.001  -  -16,000  99.60 

All  Groups 15.67  5.51 

On  the  basis  of  these  averages  it  is  estimated  that 
trucks  may  have  paid  a  total  of  $1,600,000  in  per- 
sonal propertv  taxes  in  1956  and  trailers  about 
$125,000  in  the  same  year. 


While  this  table  shows  an  upward  trend  in  taxes 
as  groups  increase  in  weight  there  are  some  notice- 
able exceptions.  Also,  the  average  may  be  mislead- 
ing as  there  are  most  certainly  some  jurisdictions 
and  some  vehicles  for  which  taxes  would  be  sub- 
stantially greater  or  substantially  less  than  the  aver- 
age. A  tabulation  showing  range  of  taxes  within 
each  weight  group  would  be  more  revealing. 

It  is  improbable  and  possibly  not  desirable  that 
such  taxes  could  be  eliminated  in  Montana.  How- 
ever, their  very  existence  is  a  factor  which  must 
be  considered  in  the  overall  cost  of  operation  of  a 
vehicle  and  their  effect  should  not  be  overlooked. 

Summary. 

Methods  of  taxing  for  highways  have  been  covered 
in  general  and  with  some  reference  as  to  how  they 
apply  to  Montana.  In  summary  we  find  that  Mon- 
tana taxes  property  for  road  purposes  to  almost  the 
legal  limit  at  the  county  and  city  levels.  We  also 
find  that  the  fairly  modest  registration  fee  on  all 
vehicles  goes  to  counties  exclusively,  with  the  minor 
exception  of  a  portion  of  such  fees  going  to  Butte, 
Anaconda,  and  Walkerville.  Next  is  the  fuel  tax  of 
7-cents  on  gasoline,  and  9-cents  on  diesel  fuel,  all 
dedicated  for  State  highway  purposes.  The  fuel 
tax  rates  are  as  high  as  any  in  the  nation,  although 
a  good  number  of  more  populous  States  levy  such 
tax  at  similar  rates. 

Next  discussed  were  special  fees  on  commercial 
vehicles  which  are  levied  on  a  gross  vehicle  weight 
annual  fee  basis  in  Montana  with  certain  allowance 
for  farm  vehicles  and  others  because  of  assumed 
less  use  of  the  highways.  This  gross  vehicle  weight 
law  also  has  provision  for  quarterly  fees  to  allow  for 
seasonal  usage  by  certain  operators. 

Finally,  the  third  structure  taxes  in  effect  in  sc\  - 
eral  States  were  discussed,  covering  both  the  ad- 
vantages and  disadvantages  of  this  type  tax.  and 
some  methods  by  which  disadvantages  might  be 
mitigated. 

If  Montana  is  to  have  an  equitable  tax  structure, 
it  must  be  based  on  the  cost  of  providing  services 
for  the  various  highway  users.  If  we  start  from  the 
premise  that  the  current  7-cents  per  gallon  gasoline 
tax  and  the  basic  $10  registration  fee  fairly  distrib- 
ute the  cost  responsibility  of  passenger  cars  we  can 
then  move  to  consider  the  commercial  vehicle.  The 
differences  between  the  sum  of  annual  registration 
fees  and  fuel  tax  payments  of  commercial  vehicles 
and  their  cost  responsibilities  outlined  in  Chapter  5 
may  be  considered  use  tax  deficiencies.  The  defici- 
encies can  form  the  basis  for  a  schedule  of  com- 
pensatory rates  for  such  vehicles.  The  rate  sched- 
ules can  be  set  either  on  an  annual  fee  basis,  called 
a  gross  vehicle  weight  tax.  or  a  mileage  basis,  called 
a  highway  use  tax.  Both  type  schedules  have  been 
presented.  The  mileage  rates  have  been  developed 
in  two  schedules,  one  before  fuel  tax  credit  and  one 
in  which  full  credit  has  been  allowed.  The  schedule 
in  which  no  fuel  tax  credit  has  been  allowed  could 
be  used  for  non-gasoline  powered  vehicles  and  ve- 
hicles buying  any  type  fuel  outside  oi  Montana.  The 
second  schedule  could  be  used  for  vehicles  purchas- 
ing  gasoline    within    the    State.     The   advantage   to 
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both  diesel  operator  and  State  administration  would, 
of  course,  be  the  resultant  elimination  of  monthly 
"use  fuel  tax"  reports  for  operators  under  the  mile- 
age tax.  If  the  mileage  tax  were  then  put  on  a 
quarterly  basis  the  operator  would  be  able  to  elimi- 
nate three  reports  he  now  makes  for  the  one  new 
report  required.  A  substantial  reduction  in  reporting! 

Need  For  A  Motor  Vehicle  Department 

With  due  regard  for  the  diligence  and  efforts  of 
State  officials,  Montana  has  suffered  in  the  past 
and  is  apparently  suffering  today  from  inadequate 
control  of  the  motor  vehicle.  The  building  of  good 
highways  takes  specialists,  engineers.  The  control 
and  taxation  of  the  rolling  stock  on  our  highways 
also  takes  specialists.  These  would  be  administra- 
tors, capable  police  forces,  tax  auditors,  safety  ex- 
perts, and  others,  all  closely  coordinated  in  their 
activities.  The  theory  that  these  functions  can  be 
better  administered  by  highway  engineers  who  are 
primarily  busy  with  highway  construction,  places 
an  undue,  and  frequently  unwanted  burden  on  an 
organization  designed  principally  for  construction 
functions. 

Appendix  B  entitled,  "A  Motor  Vehicle  Depart- 
ment for  Montana,"  discusses  the  possible  organiza- 
tion of  such  a  State  office  with  control,  supervision, 
enforcement,  and  taxation  authority  over  all  rolling 
stock  operating  on  the  highways  and  streets  of  the 
State.  The  establishing  of  such  an  office  is  perhaps 
the  greatest  stride  forward  that  Montana  could  make 
in  its  overall  highway  problem.  It  is  almost  certain 
that  the  loose  division  of  authority  among  the  sev- 
eral departments  including  county  treasurers,  High- 
way Department,  Registrar  of  Motor  Vehicles, 
Board  of  Equalization,  Highway  Patrol,  and  the 
Reciprocity  Board  is  costing  the  State  in  lost  reve- 
nue and  unwarranted  duplication  of  effort.  While 
the  establishment  of  a  Motor  Vehicle  Department 
in  Montana  would  be  a  big  step  forward  under 
present  tax  procedures,  it  is  believed  it  would  be 
essential  to  efficient  management  of  any  highway 
use  tax. 

In  States  such  as  Oregon,  Idaho,  and  New  York, 
the  administration  of  the  mileage  tax  has  been  dele- 
gated to  strong  State  departments.  This  is  particu- 
larly true  in  Idaho  where  the  tax  is  under  the  con- 
trol of  the  Department  of  Law  Enforcement.  This 
department  is  also  responsible  for  all  Highway  Pa- 
trol activities,  Registration  of  Motor  Vehicles,  oper- 
ators' licenses,  financial  responsibilities  and  title 
laws.  In  New  York,  the  administration  of  the  use 
tax  is  under  the  direction  of  the  State  Tax  Commis- 
sion with  sweeping  power  of  enforcement.  In  Ore- 
gon the  law  is  administered  by  the  Public  Utility 
Commission,  but  in  this  State  the  PUC  has  numer- 
ous field  offices  and  broad  control  over  vehicles 
coming  under  mileage  taxes  for  such  other  purposes 
as  rate  control  and  supervision.  It  also  has  close 
liaison  with  the  State  Police,  the  Highway  Depart- 
ment, especially  the  weighmaster  section,  and  the 
newly  established  Motor  Vehicle  Department.  Ob- 
serving normal  practice  in  Oregon  leaves  one  with 
the  conclusion  that  not  many  years  will  pass  before 


this  mileage  tax  may   be  put  under  the  control  of 
the  new  Motor  Vehicle  Division  in  that  State. 

Ports  of   Entry 

Ports  of  entry  appear  to  be  a  necessity  in  the 
operation  of  highway  use  tax  in  a  State  like  Mon- 
tana. Both  Colorado  and  Idaho  have  found  such 
operations  profitable  in  administering  such  taxes. 
Oregon  has  avoided  the  establishment  of  Ports  of 
Entry  as  such,  but  the  functions  of  "Ports"  are  car- 
ried on  otherwise.  Ports  of  entry  are  expensive  in 
operation.  Montana  has  about  21  entrances  to  the 
State  where  "Ports"  could  be  operated.  Profitable 
operation  would  probably  restrict  this  to  5  to  7 
"Ports"  with  two  or  three  additional  "roving  ports." 
This  matter  is  discussed  further  in  Appendix  B.  The 
establishment  of  such  ports  would  emphasize  even 
more  the  necessity  for  a  Motor  Vehicle  Department 
for  control  of  all  such  functions. 

Requirements  For  A  Highway  Use  Tax 

If  Montana  wishes  to  install  a  highway  use  tax, 
it  should  incorporate  certain  features  found  desir- 
able in  other  States.  These  features  have  been 
touched  upon  elsewhere  in  this  Chapter  but  are 
summarized  here  for  convenience. 

1.  Establish  rates  applicable  to  Registered  Gross 
Vehicle  weight  only.  No  provision  for  empty 
movements  or  partial  loads. 

2.  Have  two  schedules  of  rates,  one  for  non-fuel 
tax  paying  vehicles,  and  one  for  fuel  tax  pay- 
ing vehicles.  Exempt  highway  use  tax  ve- 
hicles from  diesel  taxes  and  have  them  report 
under  first   schedule. 

3.  Establish  appropriate  flat  fees  for  vehicles 
under  24,000  pounds  gross  weight,  and  ex- 
clude  these  vehicles  from  highway  use  tax. 

4.  Establish  rates  for  power  unit  only  at  the 
total  gross  weight  of  power  unit  and  trailing 
unit,  if  any. 

5.  All  vehicles  over  24,000  pounds  gross  should 
be  on  the  same  highway  use  tax  schedule  re- 
gardless of  type  of  use. 

6.  Arrange  for  quarterly  reporting  of  all  mileage 
of  each  solo  truck  or  power  unit  of  a  combi- 
nation coming  under  the  highway  use  tax  law. 

7.  Provide  for  optional  trip  permits  for  itinerant 
vehicles. 

8.  Prohibit  all  reciprocity  on  highway  use  tax. 
Reciprocity  and/or  proration  should  be  con- 
tinued on  all  flat  fees. 

9.  Organize  a  Motor  Vehicle  Division  to  incor- 
porate all  functions  of  Registrar  of  Motor 
Vehicles,  Highway  Patrol,  Fuel  Tax  collec- 
tion and  refund  sections  of  Board  of  Equaliza- 
tion and  commercial  vehicle  taxation  includ- 
ing reciprocity  and  Port  of  Entry  operation. 

10.  Provide  procedures  for  bonding  of  operators 
under  highway  use  tax  similar  to  bonding 
now  required  by  special  fuels  act. 

A  highway  use  tax  bill  has  been  drawn  in  accord- 
ance with  requirements  of  Section  4  (c)  of  Chapter 
99,  Laws  of  1955.  This  bill  provides  for  the  above 
features  and  is  included  here  in  Appendix  C. 
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TRANSPORTATION    NEEDS    DO    NOT 
END    AT    POLITICAL    BOUNDRIES 


To  Each  His  Needs,  brings  a  uniform  system  of  roads  for  all  to  Enjoy. 


Courtesy  oi  the  U.  S.  Bureau  of  Public  Road* 
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Chapter  7 

ALLOCATION  OF  HIGHWAY  USER 

REVENUES  AMONG  ROAD  SYSTEMS 

AND  GOVERNMENTAL  UNITS 


State  lines,  financial  district  boundaries,  city 
limits,  and  county  lines  are  merely  political  bound- 
aries. They  do  not  have  significance  in  any  realistic 
appraisal  of  highway  needs  and  of  themselves  should 
not  be  prime  factors  in  the  allocation  of  highway 
revenues.  Highway  needs  are  area-wide.  In  fact, 
the  most  realistic  area  is  the  entire  country.  This 
has  long  been  recognized  by  the  Federal  govern- 
ment and  fortunately  so.  Without  this  realization, 
the  sparsely  settled  areas  of  the  West  would  have 
fallen  far  behind  in  the  development  of  roads  while 
more  populous  States  would  have  been  given  the 
greatest  share  of  Federal  funds.  In  broad  perspec- 
tive, it  has  to  be  realized  and  accepted  that  good 
roads  in  New  England,  for  example,  benefit  Mon- 
tana in  some  degree  and  good  roads  in  Montana 
benefit  New  England.  The  benefits  cannot  be  meas- 
ured, but  they  are  there,  nevertheless.  As  an  exam- 
ple, we  might  take  copper.  Good  roads  anywhere 
promote  vehicle  sales.  With  20  pounds,  or  more,  of 
copper  going  into  each  new  vehicle,  how  much  does 
Montana,  the  Copper  State,  gain  from  an  increase 
in  sales  of  two  million  cars?  Yes,  everyone  gains 
from  good  roads,  wherever  they  are. 

Apportionment  of  road  revenues  among  various 
jurisdictions  is  always  a  difficult  problem.  In  re- 
viewing procedures  in  other  States,  as  well  as  Mon- 
tana, we  can  see  where  existing  formulae  are  fre- 
quently the  result  of  historical  accident  or  pressures 
in  the  legislative  assembly.  In  many  fields  of  gov- 
ernmental effort  such  distribution  would  lead  to 
waste  of  public  funds.  Ordinarily,  this  has  not  been 
true  in  highways  because  there  have  never  been 
enough  revenues,  and  no  matter  where  the  revenues 
are  distributed,  the  need  is  still  greater  than  the 
resources. 

It  is  obvious  that  in  the  days  when  highways  were 
financed  almost  entirely  from  local  property  tax 
sources,  there  was  no  problem  of  apportionment.  As 
the  highway-user  tax  concept  came  into  prominence, 
some  method  of  apportionment  frequently  had  to  be 
developed  since  local  governments  cannot  normally 
levy  or  collect  such  fees  in  an  efficient  manner.  Re- 


gardless of  this,  the  local  units  have  frequently  been 
left  with  the  popular  spending  power,  but  have  been 
divested  of  revenues  to  underwrite  the  spending. 

If  we  wish  to  retain  the  local  units  because  of 
their  place  in  the  democratic  processes,  certain  ad- 
justments have  to  be  made  because  of  disappearing 
revenues  or  because  revenues  cannot  be  raised  con- 
sistent with  established  needs.  Obviously  if  we  re- 
move all  responsibility  for  taxes  and  leave  only 
spending  power,  much  of  the  advantage  of  safe- 
guards in  local  government  vanishes. 

The  practical  problem  of  distribution  of  highway- 
user  revenues  remains  to  be  solved.  In  other  States, 
allocations  to  local  units  are  based  on  all  sorts  of 
formulae.  Some  factors  used  have  direct  relation 
to  highway  needs ;  some,  remote  relation  ;  and  some, 
no  relation  whatsoever.  Tables  7-1  and  7-2  show 
factors  used  in  distribution  of  motor  fuel  to  local 
units  by  the  several  States.  The  most  frequently 
used  are  mileage,  registration,  and  population,  al- 
though "equal  division"  and  "area"  are  not  far  be- 
hind. Population  is  by  far  the  predominant  factor 
in  distribution  to  cities. 

While  it  is  not  shown  here,  many  States  have 
developed  different  formulae  for  distributing  motor 
vehicle  license  revenue.  Probably  the  principal  rea- 
son for  this  is  the  fact  that  the  registration  fee  uni- 
versally preceded  the  fuel  tax  and  was  frequently 
levied  as  a  local  fee.  Local  units  naturally  acquired 
what  might  be  termed  a  vested  interest  in  these 
revenues.  Also,  since  such  fees  are  often  paid  to  a 
local  agency,  near  the  owner's  home,  even  though 
destined  for  a  State  office,  there  is  frequently  a  con- 
viction that  a  substantial  portion,  if  not  all,  of  that 
fee  should  remain  in  the  local  jurisdiction.  These 
two  impressions  probably  have  much  to  do  with  100 
percent  retention  of  registration  fees  by  local  units 
in  Montana. 

It  is  quite  obvious  that  this  type  of  thinking  does 
not  meet  the  demands  of  current  motor  vehicle 
usage.  Traffic  today  is  not  related  directly  to  domi- 
cile of  the  owner  and  registration  fees  should  prob- 
ably not  be  considered  any  differently  than  other 
highway-user  revenues  in  apportionment  procedures. 


59  — 


Table  7-1 

Factors  Used  by  the  Various  States  as  Bases  for  the  Distribution  of  Motor  Fuel  Taxes 
To  Local  Rural  Units  of  Government,  as  of  January  1,  1950 


State 

Linear 
Mileage 

Regis- 
tration 

Popu- 
lation 

Equal 
Divivsion 

Area 

State 
Highway 
Mileage 

Sales  of 
Motor 
Fuel 

Tax 

Collec- 
tions 

Assessed 
Valuation 

Mis- 
cellaneous 

Alabama 

X 

Arizona 

X 

X 

Arkansas 

X 

X 

X 

X 

California 

X 

X 

X 

Colorado 

X 

X 

Florida 

X 

X 

X 

Idaho 

X 

Illinois 

X 

Indiana 

X 

X 

X 

Iowa 

X 

Kansas 

X 

X 

X 

Kentucky 

X 

X 

X 

Louisiana 

X 

Maryland 

X 

Massachusetts 

X 

Michigan 

X 

X 

X 

Minnesota 

X 

X 

Mississippi 

X 

X 

X 

Nebraska 

X 

X 

X 

New  York 

X 

North  Dakota 

X 

Ohio 

X 

X 

Oklahoma 

X 

X 

X 

Oregon 

X 

Pennsylvania 

X 

South  Carolina 

X 

South  Dakota 

X 

Tennessee 

X 

X 

X 

Texas 

X 

X 

X 

Virginia 

X 

X 

X 

Washington 

X 

X 

X 

West  Virginia 

X 

Wisconsin 

X 

X 

Wyoming 

X 

X 

X 

Source:     Highway  Statistics,  1948. 
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Table  7-2 

Factors  Used  by  the  Various  States  as  Bases  for  the  Distribution  of 
Motor  Fuel  Taxes  to  Municipalities,  as  of  January  1,  1950 


State 

Linear 
Mileage 

Registration 

Population 

Need 

Miscellaneous 

Alabama 

X 

Arizona 

X 

California 

X 

Colorado 

X 

Connecticut 

X 

Illinois 

X 

Indiana 

X 

Iowa 

X 

Kansas 

X 

Maine 

X 

Maryland 

X 

Nebraska 

X 

North  Carolina 

X 

X 

X 

Oregon 

X 

Pennsylvania 

X 

Virginia 

X 

Washington 

X 

Wisconsin 

X 

X 

Wyoming 

X 

Source:     Highway  Statistics,  1948. 


Apportionment  Factors. 

Miles  of  Road.  As  noted,  road  mileage  is  the 
most  common  factor  in  other  States  in  apportioning 
revenues  to  rural  units.  This  is  good  since  road 
mileage  probably  more  nearly  correlates  with  actual 
highway  needs  than  any  other  factor.  Actually, 
highway  needs  themselves  are  perhaps  the  best 
measure  but  comprehensive  data  on  needs  are  not 
often  available,  as  they  are  this  year  in  Montana. 
If  all  county  roads  were  entirely  similar  in  character 
of  use  and  cost  factors,  mileage  would  be  an  ideal 
basis.  Such  similarity  may  be  less  fact  than  fiction 
in  States  with  wide  differences  in  topography,  popu- 
lation, and  land  service  requirements.  In  using  mile- 
age, one  must. assume  that  all  the  many  cost  factors 
that  can  be  reflected  in  this  measure  will  average  out 
over  a  great  number  of  counties  to  some  semblance 
of  equity. 

It  is  probable  that  a  mileage  basis  will  favor  rural 
counties  over  counties  with  large  urban  concentra- 
tions. This  is  true  "because  roads  often  must  he 
built  in  some  form,  regardless  of  the  sparsity  of 
population.    This  means  more  miles  per  person  and 


per  registered  vehicle  and  per  dollar  of  developed 
tax  revenue  in  the  rural  type  county. 

A  good  feature  of  mileage  as  a  factor  is  that  it  is 
an  item  readily  determined  and  not  subject  to  ad- 
ministrative adjustments.  Also,  as  the  general  stat- 
ure of  roads  improve  with  the  years,  the  wide  dif- 
ferences of  need  may  be  expected  to  converge,  mak- 
ing the  mileage  factor  more  reflective  of  need  as 
the  years  pass. 

Vehicle  Registrations.  The  use  of  motor  vehicle 
registrations  as  a  factor  in  revenue  apportionment 
is  widespread.  It  is  apparently  based  on  the  assump- 
tion that  the  vehicles  in  a  particular  jurisdiction 
reflect  traffic  volumes.  It  has  been  noted  by  others 
that  this  may  be  a  valid  assumption  in  very  large 
jurisdictions,  but  the  smaller  the  jurisdiction,  the 
less  valid.  If  counties  were,  for  example,  both  the 
taxing  and  the  highway  unit  in  all  cases  the  validity 
would  be  strengthened.  This  is  never  true  in  Mon- 
tana because  all  counties  include  some  cities  within 
their  boundaries.  The  registration  unit  then  includes 
the  citv  area  but  the  highway  unit  is  restricted  to 
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rural  areas.  The  procedure  in  Montana  clearly  bene- 
fits the  rural  areas  of  the  urban  type  counties. 

Motor  vehicle  registration  has  a  number  of  fea- 
tures to  recommend  it  as  a  factor  in  revenue  appor- 
tionment. It  can  be  based  on  annual  statistics 
which  can  be  made  readily  available;  it  can  be  free 
of  administrative  discretion;  and  it  has  some  direct 
relation  to  highway  use  if  not  highway  need.  Its  use 
in  city  apportionment  is  seldom  desirable  because 
of  difficulty  in  gathering  entirely  reliable  data. 

Population.  Population  is  the  most  frequently 
used  factor  in  apportionment  of  revenue  to  cities. 
This  is  perhaps  because  it  is  a  readily  obtained 
figure  from  independent  sources.  Mileage  might  be 
a  good  factor  in  cities,  too,  but  reliable  mileage  data 
are  not  always  available.  Also,  mileage  can  unduly 
favor  smaller  cities  with  more  miles  per  person  than 
larger  cities,  but  usually  with  less  needs  propor- 
tionately. 

In  rural  areas  population  has  little  relationship  to 
highway  needs  because  of  extensive  mileage  in 
sparsely  settled  areas  which  often  create  needs  out 
of  proportion  to  population. 

Area.  In  Western  States,  with  relatively  large  rur- 
al counties,  area  may  have  validity  in  apportionment 
procedures.  It  is  a  factor  used  by  the  Federal  gov- 
ernment in  apportionment  of  Federal-Aid.  Its  effect 
between  States,  like  Rhode  Island  and  Montana,  is 
obvious.  Similar  effects  would  be  noted  between 
some  counties  in  Montana. 

Area,  of  course,  is  established,  and  does  not  permit 
adjustment  for  administrative  discretion. 

Equal  Distribution.  Such  distribution  has  no  rela- 
tion to  anything  tangible  so  far  as  highway  needs 
are  concerned.  Accordingly,  it  should  bave  no  rela- 
tionship to  any  apportionment  formula  except  as  it 
might  apply  to  inducements  to  establish  competent 
engineering  staffs  in  each  of  several  units. 

Highway  Needs.  The  best  method  of  apportioning 

funds,  if  undue  administrative  discretion  can  be 
avoided,  is  highway  needs.  This  is  the  reason  for 
apportionment.  If  fairly  determined  at  reasonable 
expense,  this  should  be  the  measure  most  desirable. 
This  is  apparently  the  apportionment  measure  that 
will  be  used  by  the  Federal  government  in  its  pro- 
gram of  completing  the  41,000  mile  Interstate  sys- 
tem. In  fact,  it  is  the  only  allocation  that  could  be 
used  when  simultaneous  completion  is  desired  of  a 
broadly  distributed  highway  system  cutting  across 
many  political  boundaries. 

Apportionment  in  Montana.  The  State  of  Mon- 
tana is  responsible  for  the  construction  and  main- 
tenance of  all  Federal  Aid- Interstate  and  Federal- 
Aid  Primary  highways  in  the  State,  a  total  of  almost 
5,900  miles.  Federal-Aid  funds  are  available  to 
finance  57  percent  of  the  construction  on  the  Pri- 
mary system  and  91.4  percent  of  the  Interstate. 
Maintenance  and  administration  are  financed  en- 
tirely from  State  funds. 

In  addition,  the  State  has  assumed  responsibility 
for  matching  Federal  funds  available  for  construct- 
ing Federal-Aid  Secondary  highways.    These  high- 


ways are  under  administrative  control  of  county 
governments  and  are  maintained  by  the  counties. 
This  system  amounted  to  a  little  over  4,000  miles 
on  July  1,  1956,  and  was  still  growing. 

Counties  are  responsible  for  construction  and 
maintenance  of  all  rural  roads  not  on  the  Federal-Aid 
Primary  and  Secondary  Systems,  in  addition  to 
maintenance  on  the  latter  system.  This  leaves  about 
55,000  miles  of  county  roads  plus  the  Federal-Aid 
Secondary  mileage  of  about  4,000,  a  total  of  59,000 
miles. 

There  are  other  rural  roads  in  the  State  of  over 
6,500  miles,  but  these  are  on  Federal  reservations. 
Since  they  have  been  largely  accepted  as  total  Fed- 
eral responsibility,  they  are  being  excluded  from  the 
discussion. 

Cities  are,  of  course,  responsible  for  all  streets 
within  their  limits.  This  totals  about  1,565  miles. 
There  is  the  exception  of  city  streets  which  are  ex- 
tensions or  connecting  links  of  Primary  rural  high- 
ways. These  latter  seem  to  be  on  a  catch-as-catch- 
can  basis.  Construction  is  usually  financed  on  a  co- 
operative basis.  In  the  past,  this  meant  that  the  city 
provided  25  percent  of  the  cost,  presumably  from 
taxes  on  property.  The  remainder  would  be  financed, 
unless  on  an  Interstate  route,  with  57  percent  Fed- 
eral funds  and  18  percent  State  funds.  Maintenance 
responsibility  seems  indefinite,  but  usually  what  the 
city  does  not  do  is  eventually  done  by  the  State. 
Cities  of  over  5,000  population  do  benefit  from  an 
allocation  of  Federal-Aid  urban  money  distributed 
on  a  population  basis.  This  amounts  to  about 
$500,000  per  year  in  Montana. 

Apportionment  to  Financial  Districts.  In  1927, 
the  legislative  assembly  enacted  what  is  known  as 
the  Highway  Financial  District  law.  This  law.  as 
amended  (RCM  84-1817)  specifies  how  Primary 
highway  revenues  shall  be  apportioned  among  the 
twelve    districts. 

The  law  directs  that  total  Primary  revenues  shall 
be  distributed  on  the  basis  of  uncompleted  mileage 
within  each  district.  It  implies  that  cost  to  complete 
factors  should  be  included  in  the  allocation,  but  it 
is  understood  that  only  mileage  factors  are  used 
since  reliable  cost  data  have  not  been  universally 
available  in  past  years.  This  feature  could  be  covered 
with  data  now  available  from  the  Automotive  Safety 
Foundation  highway  needs  study  completed  this 
year. 

Over  the  years  the  existence  of  this  law  has  occa- 
sionally permitted  State  officials  to  escape  from 
certain  pressure  delegations  demanding  improve- 
ments by  merely  pointing  to  depleted  revenues  in 
the  delegation's  financial  district.  A  business-like 
approach  by  responsible  State  officials,  coupled  with 
a  program  of  public  education  could  accomplish  the 
same  results  without  the  hampering  effect  on  over- 
all development.  Certainly,  a  geographically  dis- 
tributed Highway  Commission,  as  now  established 
by  law,  could  go  far  toward  the  protection  of  all 
areas  of  the  State  and  still  stav  within  the  realm  of 
good  business  and  sound  administrative  decision. 
Nevertheless,  the  financial  district  arrangement  has 
become  firmly  entrenched  in  the  highway  traditions 
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County 


Table  7-3 

City 


State 


Total 


Amount 
(000) 

Registration  Fee  $3,143 

Fuel  Taxes  0 

Gross  Weight  Fees 118 

Operators  and  Misc 

Total    $3,261 


Percent 


98 


Amount 
(000) 

$55 


Percent 


Amount 
(000) 


Percent 


$ 


16,217 
2,388 
1,129 


100 

95 

100 


Amount 
(000) 

$  3,198 

16,217 

2,506 

1,129 


Percent 


100 
100 
100 
100 


14.2 


$55 


of  the  State,  and  since  it  does  have  certain  advan- 
tages, retention  of  the  system  with  necessary  modi- 
fication is  perhaps  desirable. 

Under  present  law  the  financing  of  the  Federal- 
Aid  Interstate  system  will  strain  the  financial  dis- 
trict law  to  the  breaking  point.  This  system,  to  be 
built  to  high  standards,  at  proportionately  high 
costs,  and  over  a  relatively  short  period  of  time, 
would  cause  no  concern  if  it  was  located  equally  in 
all  districts.  Actually,  it  is  located  in  only  9  of  the 
12  districts,  and  not  equally  in  any  of  these.  Over 
75  percent  of  Interstate  construction  costs  are  lo- 
cated in  5  districts.  If  the  law  is  strictly  adhered  to 
it  could  mean  that  some  of  these  districts  will  get 
an  excellent  Interstate  route,  while  little  or  no 
funds  will  be  available  for  normal  Primary  roads. 
In  the  meantime,  large  blocks  of  revenue  will  go  to 
the  "non-Interstate"  districts  with  consequent  rapid 
development  of  Primary  highways  in  those  districts. 
The  imbalance  among  systems  created  by  this  factor 
alone  will  be  considerable. 

Also,  the  highway  needs  of  the  Primary  system  as 
developed  by  the  independent  engineering  study  of 
the  Automotive  Safety  Foundation  in  cooperation 
with  the  State  Highway  Department  and  the  Fact 
Finding  Committee  has  established  needs  entirely 
out  of  proportion  to  present  financial  district  alloca- 
tions. Carried  to  the  extreme,  this  could  only  have 
the  result  of  providing  inadequate  funds  in  some 
districts  while  an  excess  of  funds  could  develop  in 
others. 


Financial 
District 

Percent  of  Total 

20-Year  Constrction 

Needs  Proposed 

State  Highway 

System 

1956  Fiscal  Year 

Distribution  State 

Construction  Funds 

To  Federal-Aid 

Primary  System 

1 

(Percent) 

8.0 

(Percent) 

8.00 

2 

4.5 

6.33 

3 

5.0 

9.45 

4 

7.2 

11.25 

5 

3.6 

6.57 

6 

9.0 

7.68 

7 

8.0 

6.04 

8 

16.5 

11.24 

9 

8.1 

7.23 

10 

8.9 

9.39 

11 

14.3 

7.95 

12 

6.9 

8.87 

In  the  establishment  of  the  financial  district  law 
it  can  be  assumed  that  it  was  the  intent  to  assure 
equalized  improvement  in  highways  throughout  the 
State.  It  appears  that  the  goal  was  actually  to  allo- 
cate revenues  on  the  basis  of  the  needs  since  un- 


0.2 


$19,734 


85.6 


$23,050 


100 


completed  mileage  was  made  the  measure  of  allo- 
cation. As  has  been  mentioned,  incomplete  mileage 
of  itself  is  a  very  rough  measure  of  need.  The  best 
measure  is  need  or  cost  to  complete.  Montana  now 
has,  for  the  first  time,  a  comprehensive  state- 
ment of  highway  needs  of  the  entire  State  with 
segregation  between  systems  and  districts.  This 
needs  analysis,  as  prepared  by  the  Automotive 
Safety  Foundation,  could  be  made  the  basis  for  allo- 
cation among  the  districts  and  systems — essentially 
the  same  procedure  of  allocation  which  has  been 
endorsed  by  Congress  in  the  allocation  of  Interstate 
Funds  among  the  States.  Montana's  needs  analysis 
can  and  should  be  kept  up  to  date  and  could  thereby 
provide  a  continuing  basis  for  allocation. 

Apportionment  to  State  and  Local  Units.  High- 
way user  taxes  in  Montana  consist  of  annual  regis- 
tration fees,  Gross  Vehicle  Weight  fees  on  com- 
mercial vehicles,  and  fuel  taxes.  All  registration 
fees  are  dedicated  to  county  use  with  the  minor 
exception  of  license  fees  collected  from  residents  of 
Butte,  Anaconda,  and  Walkerville,  which  are  re- 
turned in  part  to  those  cities.  These  registration 
fees  are  in  payment  for  a  State-wide  license  for 
which  is  a  plate  is  issued  by  the  State  Registrar, 
actually  at  no  cost  to  the  counties.  By  any  defini- 
tion, they  must  be  considered  as  a  State  impost. 
The  Gross  Vehicle  Weight  fees  are  levied  as  State 
imposts  and  divided  95  percent  to  the  State  and  5 
percent  to  the  counties.  Fuel  taxes  go  100  percent 
to  the  State. 

Table  7-3  shows  percentage  of  net  highway  user 
imposts  collected  in  Montana  in  1955,  and  the  dis- 
tribution to  the  three  units  of  government. 

Funds  expended  by  the  State  within  cities  (State 
funds  only,  not  including  Federal-Aid)  and  match- 
ing funds  for  Federal-Aid  Secondary  projects  alter 
this  picture  somewhat.  Table  7-4  shows  these  ex- 
penditures for  the  year  ending  June  30,  1956. 

Table  7-4 

State  Fund;    Local  Funds       Federal  Funds   Total 
(000)  000)  (000)  (000) 

Cities   $      37  $147  $    270      $    454 

Counties    2.445  2,612         5.057 

Total    $2,482  $147  $2,882       $5,511 

If  the  State  funds  are  considered  as  coming  en- 
tirely from  fuel  taxes,  this  would  change  the  picture 
in  Table  7-4  to  a  total  allocation  to  local  units  some- 
what as  shown  in  Table  7-5. 

A  motor  vehicle  use  study  conducted  in  Montana 
in  1954  indicated  the  following  distribution  of  travel 
among  the  various  highway  systems,  urban  and 
rural. 
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Table  7-5 


Amount 
(000) 


Counties  Cities 

Amount  Percent 
(000) 

Registration  Fees  $3,143  98               $55 

Fuel  Taxes  2,445  15.1              2>7 

Gross  Weight  Fees  118  5  

Operators  and  Misc ....  

Total  $5,706  24.8           $92 


State 


Total 


Percent 


2 
0.2 


Amount 
(000) 


$ 


13735 
2,388 
1,129 


Percent 


84.7 

95 
100 


Amount 
(000) 

$  3,198 

16,217 

2,506 

1.129 


Percent 

100 
100 

100 
100 


0.4 


$17,252 


74.8 


$23,050 


100 


TABLE  7-6 

Percentage 
Percentage       of  Highway 
Percentage  of  20-Year      User  Imposts 

of  Travel         Program  Costs      Received 


State  Primary  ....  56.3 
County  Roads1..  28.3 
Citv  Streets  15.4 


55.8 

74.8 

37.i 

24.8 

6.9 

0.4 

'Assuming  Federal-Aid  Secondary  routes  as  county  roads. 

Highway  user  revenues,  properly  assessed,  are 
normally  considered  to  be  earned  on  road  systems 
in  direct  proportion  to  travel.  This  might  not  be 
precisely  true  because  of  possible  greater  use  of 
fuel  per  mile  and  stop-and-go  city  driving  and  other 
factors,  but  it  does  serve  as  a  rough  approximation. 
If  this  tenet  is  accepted  as  true,  it  is  obvious  from 
Table  7-6  that  there  is  little  relationship  in  Mon- 
tana between  the  source  of  road  user  revenue  and 
the  ultimate  return  of  revenue  to  the  several  sys- 
tems. In  reviewing  the  total  highway  plant,  how- 
ever, it  becomes  immediately  apparent  that  return 
of  revenue  on  the  basis  of  the  situs  of  earnings  can 
easily  put  the  plant  out  of  balance.  With  this  point 
in  view,  it  can  be  seen  that  Montana's  more  serious 
problem  is  that  there  is  little  relationship  between 
the  amount  of  road  user  revenues  returned  to  each 
of  the  road  building  agencies  and  the  proportion  of 
total  needs  within  those  jurisdictions.  This  is  also 
shown  in  Table  7-6. 

Apportionment  Among  Counties.  —  Montana's 
formula  for  distributing  state-wide  motor  vehicle 
registration  fees  among  the  counties  could  lie  said 
to  be  based  on  the  place  of  domicile  of  the  vehicle. 


This  is  true,  of  course,  only  to  the  extent  that  motor 
vehicle  owners  do  not  go  "shopping"  among  nearby 
counties  for  more  favorable  personal  property  tax 
situations.  Due  to  the  inconvenience  of  the  "shop- 
ping" procedure,  it  is  doubtful  if  this  practice  is 
widespread. 

In  any  case,  the  collecting  county  retains  the  fee. 
Obviously,  this  benefits  the  county  with  large  urban 
concentrations.  This  is  without  direct  benefit  to  the 
urban  dweller,  as  the  revenues,  for  the  most  part, 
will  be  spent  in  rural  areas.  The  State-wide  percent- 
age distribution  of  these  revenues  among  the  coun- 
ties is  shown  in  Table  7-7.  Comparison  is  shown  on 
the  same  table  for  distribution  of  county  road  needs 
and  county  road  mileage.  The  latter  two  percentage 
distributions  do  not  include  Federal-Aid  Secondary 
figures.  The  current  distribution  bears  only  vague 
relationship  to  needs. 

Federal-Aid  Secondary  System 

Montana's  method  for  distributing  Federal-Aid 
Secondary  funds  and  also,  in  effect,  a  certain  por- 
tion of  State  motor-fuel  tax  revenue  is  based  on  a 
four  dimension  formula  (See  RCM  84-1817)  giving 
equal  weight  to  the  factors  of  land  area,  rural  popu- 
lation, rural  road  mileage,  and  rural  valuation.  This 
results  in  a  percentage  distribution  to  counties  as 
shown  on  Table  7-8.  Percentage  of  needs  of  the 
proposed  Federal-Aid  Secondary  system  are  also 
shown.  Similar  data  on  the  existing  4.000  mile  sys- 
tem were  not  readily  available,  but  there  is  an  in- 
teresting lack  of  correlation  between  needs  of  the 
Study  Secondary  system  on  one  hand,  and  alloca- 
tion of  revenue  on  the  other  in  some  of  the  counties. 
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TABLE  7-7 

Percent  of      Percent  of  All 
1955  County  Road 

Registration  Miles — 

Revenue  and  Secondary  and 
Gross  Weight  Local 

County  Fees              Maintained 

Beaverhead  1.2  1.9 

Big  Horn 1.5  1.8 

Blaine 1.2  2.6 

Broadwater  0.6  0.9 

Carbon  1.4  1.4 

Carter 0.5  1.5 

Cascade  8.1  2.7 

Chouteau  - 1.9  4.4 

Custer   2.0  1.9 

Daniels    0.9  1.5 

Dawson  2.0  2.1 

Deer  Lodge 2.0  0.4 

Fallon    0.7  1.8 

Fergus  2.5  3.6 

Flathead    5.4  1.4 

Gallatin   3.6  1.9 

Garfield  0.4  2.8 

Glacier  1.6  1.2 

Golden  Valley  0.3  1.1 

Granite    0.5  0.6 

Hill  2.7  3.5 

Jefferson   0.6  1.3 

Judith  Basin  0.7  2.1 

Lake  1.9  1.5 

Lewis  and  Clark...  3.6  2.2 

Liberty    0.8  1.6 

Lincoln 1.6  1.2 

Madison 0.9  1.5 

McCone  0.8  2.5 

Meagher   0.4  0.7 

Mineral    0.5  0.3 

Missoula   5.5  1.1 

Musselshell  0.8  1.5 

Park  2.0  1.3 

Petroleum  0.3  0.9 

Phillips    1.2  3.1 

Pondera  1.4  2.1 

Powder  River 0.5  1.8 

Powell  1.2  1.0 

Prairie  0.4  1.6 

Ravalili    2.0  1.1 

Richland   1.8  2.5 

Roosevelt    2.0  2.7 

Rosebud 0.9  2.4 

Sanders   1.1  1.4 

Sheridan    1.3  2.1 

Silver  Bow  5.9  0.7 

Stillwater   1.0  1.7 

Sweet  Grass  0.7  1.1 

Teton  1.6  2.8 

Toole  1.5  2.3 

Treasure   0.3  0.6 

Valley    2.0  3.1 

Wheatland   0.5  0.8 

Wibaux  0.4  1.1 

Yellowstone  10.9 3.3 

Total   100.0  100.0 


Percent  of 

Local  County 

Road  Needs 

1.8 
1.8 
2.1 
1.1 
1.5 
1.3 
3.4 
4.4 
1.8 
1.4 
2.0 
0.7 
1.9 
3.3 
2.4 
2.3 
2.3 
1.1 
1.0 
0.7 
2.6 
1.4 
2.1 
1.4 
2.7 
0.8 
1.5 
1.9 
2.1 
0.7 
0.5 
2.7 
1.5 
1.6 
0.8 
2.5 
1.8 
1.2 
1.3 
1.5 
1.3 
2.5 
2.0 
2.2 
1.6 
1.8 
1.2 
1.4 
1.1 
2.9 
1.7 
0.5 
2.6 
0.9 
1.1 
4.3 


100.0 


Table  7-8 

Percent  of 
Percent  of      Pi 
FAS  Fund       P 
Allocation 
County 

Beaverhead  

Big  Horn  

Blaine 

Broadwater 

Carbon  

Carter    

Cascade  

Choteau  

Custer    

Daniels    

Dawson  

Deer  Lodge 

Fallon    

Fergus  

Flathead    

Gallatin  

Garfield  

Glacier  

Golden  Valley  ■-• 

Granite 

Hill  

Jefferson  

Judith  Basin  

Lake  

Lewis  and  Clark. 

Liberty  

Lincoln    

Madison 

McCone  

Meagher    

Mineral    

Missoula   

Musselshell  

Park  

Petroleum  

Phillips    

Pondera  

Powder  River 

Powell  

Prairie   

Ravalli  

Richland   

Roosevelt    

Rosebud 

Sanders   

Sheridan    

Silver  Bow  

Stillwater    

Sweet  Grass  

Teton  

Toole   

Treasure   

Valley    

Wheatland   

Wibaux   

Yellowstone  

Total   100.0  100.0  100.0 


Percent  of 
FAS  Fund 
Allocation 
(current) 

Program  Costs 
Proposed  FAS 

System 
First  10  Years 

Percent  of 

Mileage 

Proposed 

FAS  System 

2.3 

1.8 

2.0 

2.4 

2.3 

2.1 

2.5 

3.1 

3.4 

0.9 

0.5 

0.6 

2.0 

1.3 

1.3 

1.5 

1.6 

2.0 

2.7 

3.2 

2.8 

3.4 

4.9 

4.7 

1.7 

2.2 

2.2 

1.4 

1.2 

1.4 

1.7 

2.4 

2.3 

0.8 

0.4 

0.4 

1.2 

1.4 

1.5 

3.1 

3.2 

3.3 

3.6 

2.1 

1.7 

2.4 

2.8 

2.1 

1.9 

1.3 

2.2 

1.8 

2.0 

1.8 

0.8 

0.7 

1.0 

0.9 

0.5 

0.6 

2.8 

3.2 

4.0 

1.0 

1.2 

0.8 

1.6 

1.0 

1.3 

2.0 

1.5 

1.6 

1.9 

2.6 

2.3 

1.4 

1.3 

1.8 

2.1 

0.8 

1.1 

1.8 

1.4 

1.1 

1.9 

2.3 

2.0 

1.2 

0.6 

0.8 

0.6 

0.4 

0.4 

1.8 

1.4 

0.9 

1.3 

0.9 

1.1 

1.5 

1.2 

1.1 

0.8 

0.5 

0.7 

2.5 

2.9 

3.1 

1.9 

2.1 

2.2 

1.6 

1.8 

2.5 

1.5 

1.1 

0.7 

1.0 

1.8 

1.3 

1.9 

2.2 

1.3 

2.0 

1.8 

1.9 

2.2 

1.8 

2.4 

2.4 

3.4 

3.2 

1.7 

2.6 

1.8 

1.9 

2.2 

2.4 

0.8 

0.9 

0.7 

1.6 

1.9 

1.7 

1.1 

1.0 

1.0 

2.2 

2.0 

2.2 

1.8 

1.8 

2.5 

0.6 

0.9 

1.0 

3.2 

3.3 

3.5 

1.0 

0.5 

0.7 

0.7 

1.0 

0.9 

3.7 

3.8 

2.6 
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These  comparisons  again  lead  us  to  the  conclu- 
sion that  if  figures  are  available,  allocation  of  State- 
wide revenue  should  he  based  on  needs,  or  some 
factor  closely  associated.  If  actual  needs  are  not 
used  in  the  rural  allocation,  mileage  factors  could 
possibly  be  given  more  weight. 

In  the  highway  study  of  needs  in  Montana,  the 
Automotive  Safety  Foundation  has  presented  con- 
vincing arguments  that  the  Secondary  system 
should  become  a  county  responsibility  for  construc- 
tion and  maintenance.  The  existing  system  con- 
sists of  about  4,000  miles.  The  proposed  system  con- 
sists of  over  12,000  miles.  These  are  the  most  im- 
portant local  routes  in  each  county,  traffic  and 
service  wise,  and  to  remove  them  from  county  juris- 
diction would  leave  only  the  least  important  roads 
under  county  control.  The  remaining  roads  would 
still  require  county  management  and  engineering 
service,  but  with  the  major  reason  for  engineering 
services  departing  with  the  Secondary  system,  many 
counties  would  find  the  continuance  of  such  services 
difficult  if  not  impossible.  In  addition,  home  rule 
of  local  and  feeder  type  roads  has  been  a  long  estab- 
lished and  probably  desirable  practice  in  this 
country. 

The  Federal-Aid  Secondary  system  has  been  con- 
structed with  Federal-Aid  and  State  funds.  In  1956 
this  resulted  in  an  expenditure  of  about  $3,650,000 
of  State  collected  funds.  This  was  not  enough  to 
match  all  available  Federal  funds.  If  the  entire 
system  is  to  become  a  county  construction  respon- 
sibility it  would  seem  reasonable  that  the  State 
should  continue  to  aid  in  the  matching  of  Federal 
funds  since  current  revenues  have  been  designed  (in 
that  basis.  If  Federal  funds  continue  at  present 
volumes  it  will  require  about  $4,200,000  State  funds 
each  year  to  match  the  Federal  amount  of  $5,600,000. 

Under  these  procedures,  there  has  to  be  a  method 
of  allocation  of  both  Federal  funds  and  State  funds 
among  the  counties.  The  best  method  would  be  to 
use  the  formula  of  needs  as  expressed  in  the  second 
column  of  Table  7-8.  This  would  have  the  tendency 
of  bringing  the  entire  system  to  completion  at  sub- 
stantially the  same  rate  in  each  county.  The  alter- 
native, of  course,  would  be  to  use  the  current  formu- 
la expressed  in  column  1  of  Table  7-8.  This  would 
be  reasonably  satisfactory,  but  over  the  years  some 
counties  would  receive  too  much,  others  too  little. 

Total  average  annual  costs  on  the  Secondary 
system  and  other  county  roads,  will  amount  to 
$29,500,000  over  the  next  20  years.  Only  about 
$9,800,000  will  be  financed  by  Federal-Aid  ami  State 
matching  funds  mentioned  above.  This  leaves  about 
$1*.*, 700,000  annually  unfinanced  except  as  provided 
by  local  sources.  To  meet  these  total  annual  needs 
of  $19,700,000  counties  will  have  available  only  about 
$14,000,000  in  property  taxes  and  in  registration  fees 
in  an  average  year,  over  the  next  20-year  period. 
This  leaves  a  deficit  of  $5,700,000  annually.  Since 
local  source  property  taxes  have  been  considered 
at  the  maximum  leviable  in  this  calculation,  this 
appears  to  leave  only  motor  vehicle  user  revenues  as 
a  source  if  Montanans  are  to  have  these  secondary 
and  local  systems  to  use  in  the  foreseeable  future. 


It  is  suggested  that  this  amount  of  $5.7  million, 
average  per  year,  could  be  supplied  from  current 
State  Highway  Fund  sources  if  judicious  long  term 
financing  could  be  provided  to  stretch  out  the  de- 
mands on  that  fund.  If,  in  addition,  the  predicted 
$4.3  million  in  registration  funds  could  also  be 
brought  into  this  fund  on  a  State-wide  basis  there 
would  be  a  fund  of  about  $10  million  annually  which 
could  be  returned  to  the  several  counties  on  the 
basis  of  need.  A  portion  of  this  fund,  say  one-third, 
could  be  distributed  on  the  basis  of  needs  on  the 
Secondary  system  as  shown  on  Table  7-8,  column 
2,  and  the  remaining  two-thirds  on  the  basis  of  local 
road  needs  as  expressed  in  column  3  of  table  7-7 . 
This  procedure,  combined  with  prudent  long  range 
bond  financing  discussed  in  Chapter  4  could  bring 
all  rural  systems,  Interstate,  Primary,  Secondary 
and  local  to  appropriate  standards  within  a  20-year 
period  at  substantially  current  financing  rates  if  all 
counties  would  supplement  the  program  by  levying 
maximum  allowable  property  taxes  for  road  and 
bridge  purposes.  This  latter  situation  could  be  en- 
couraged by  a  method  of  matching  State  and  local 
funds  similar  to  the  current  State-Federal  relation- 
ships. All  of  these  procedures  could  be  administer- 
ed under  the  direction  of  a  suggested  State-Aid  Divi- 
sion of  the  Highway  Department.  This  could  estab- 
lish uniformity  throughout  the  various  counties  and 
assure  the  road  user  of  getting  full  value  for  his 
dollars,  wherever  spent.  The  operation  of  such  a 
State-Aid  Division  is  discussed  in  detail  in  the  en- 
gineering report. 

If  it  is  considered  desirable  to  place  responsibility 
for  Federal-Aid  Secondary  route  construction  in  the 
counties,  it  will  be  necessary  that  each  county  have, 
or  arrange  for,  a  competent  engineering  staff.  Only 
a  few  Montana  counties  are  adequate  in  this  regard 
now.  Engineering  services  can  be  acquired  on  a 
consulting  basis,  by  cooperative  arrangements  be- 
tween counties,  by  State  forces  on  a  reimbursement 
basis  or  gratuitously,  or  by  actual  employment  of 
a  county  engineer.  The  latter  is  preferable,  but  not 
always  possible. 

In  any  case,  the  obtaining  of  engineering  service- 
costs  money.  The  development  of  these  services  in 
counties  could  be  promoted  by  the  establishment  of 
a  State  fund  of  $280,000  annually  as  the  first  demand 
on  the  State-Aids  mentioned  above.  This  fund  could 
be  made  available  in  an  amount  of  $5,000  for  each 
county  which  had  arranged  for  competent  engineer- 
ing services,  with  the  type  of  service  to  be  deter- 
mined by  the  county,  and  the  competence  to  be 
passed  upon  by  the  State  Highway  Engineer  as  a 
prerequisite  to  reimbursement.  If  this  type  of  in- 
ducement is  to  be  directed  to  the  counties,  the 
amount  of  $280,000  annually  would  necessarily  have 
to  be  set  aside  as  an  equal  distribution  among  coun- 
ties before  the  needs  or  current  formula  allocation 
were  applied. 

Possible  Apportionment  to  Cities.  Actually  a 
large  segment  of  city  street  needs  would  be  taken 
care  of  if  the  State  were  assigned  total  respon- 
sibility, construction  and  maintenance,  for  the  urban 
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extensions  of  the  Primary  system.  Amounts  for 
these  functions  have  been  included  as  a  State  obli- 
gation in  the  engineering  study.  As  noted  in  Chap- 
ters 3  and  4,  this  leaves  a  deficiency  in  city  revenues 
of  only  $789,000  per  year  for  the  next  twenty  years. 
If  procedures  of  credit  financing  could  be  adopted, 
as  discussed  under  Financial  Plan  III,  in  Chapter 
4,  this  deficiency  could  be  taken  care  of  through  allo- 
cation of  State  revenues  of  $789,000  per  year.  If 
Plan  III  or  a  sutiable  alternate  is  not  adopted,  it  is 
clear  that  some  method  of  city  aid  is  necessary. 

As  mentioned  there  has  been  very  little  highway 
user  revenue  distributed  to  Montana  cities.  This 
situation  has  developed  because  the  rural  problem 
has  been  so  urgent  and  because  Federal-Aid  funds, 
available  in  the  most  part  for  rural  expenditures, 
have  demanded  all  available  user  revenues,  except 
registration  fees,  for  matching  purposes.  I  f  the 
cities  were  to  wait  to  make  their  claim  for  road  user 
revenues  until  all  rural  systems  are  completed,  it 
is  feared  that  they  would  never  make  that  claim. 
So  far  as  can  be  determined,  no  road  system  in  the 
country  has  ever  been  built  to  "final  completion." 
There  is  always  more  to  do.  In  the  meantime,  the 
situation  in  cities  worsens  and  new  sources  of  reve- 
nue cannot  be  developed  within  ad  valorem  tax  lim- 
itations. The  obvious  solution  would  seem  to  be 
the  levying  of  a  road  user  tax  exclusively  for  city 
purposes.   This  would  have  to  be  at  State  level. 

One  point  should  be  made  clear.  The  fact  that  a 
State  collects  certain  highway  user  revenues  and 
returns  some  of  these  to  local  units  does  not  of  itself 
make  these  revenues  "State  aids."  It  merely  makes 
the  State,  which  is  in  the  best  position  to  make 
uniform  assessment  and  collection  of  such  fees,  the 
financial  agent  of  the  local  units  for  this  purpose. 
In  distributing  the  funds,  the  State  is  merely  assur- 
ing that  they  go  to  the  jurisdiction,  central  or  local, 
which  can  use  them  most  effectivelv  for  highway 
purposes. 

It  has  been  suggested  that  the  seven-cent  gas  tax 
for  Montana  is  a  maximum.  This  may  be  an  unwar- 
ranted conclusion  when  one  realizes  what  a  little 
cost  per  mile  the  assessment  of  a  seven  cent  tax 
actually  represents,  in  round  figures  about  Yz  cent 
per  mile  of  operation  for  a  passenger  car  as  com- 
pared to  total  cost  of  operating  such  a  vehicle  of 
possibly  10  cents.  The  cost  of  the  highway  is  fre- 
quently less  than  ten  percent  of  the  total  cost  of 
operation.  Actually,  a  gas  tax  of  several  cents  more 
than  we  now  pay  would  still  be  a  transportation 
bargain  if  the  revenue  were  dedicated  for  highway 
or  street  improvement. 

It  is  not  unreasonable  then  to  suggest  that  a 
Yi  cent  gas  tax  could  be  levied  to  be  dedicated  ex- 
clusively for  city  street  purposes.    Such  a  tax  could 


be  levied  efficiently  only  at  the  State  level  but  pro- 
ceeds could  be  allocated  among  the  cities  on  a 
quarterly  basis  on  an  established  formula,  prefer- 
ably population.  Population  is  suggested  since-  it  is 
a  universally  determinable  figure.  The  annual  pro- 
ceeds of  a  /2  cent  levy  would  provide  about 
$1,150,000  under  current  travel  volumes  and  after 
refunds.  If  this  amount  were  returned  to  the  cities 
on  the  basis  of  population,  it  would  provide  revenue 
at  the  ratio  of  about  $3.40  per  capita,  based  on  a 
1950  census. 

Any  city  could  easily  calculate  possible  revenue 
based  on  this  per  capita  figure  of  $3.40.  Figures 
for  the  larger  cities  of  the  State  would  be  about  as 
shown  below  with  increases  over  the  years  as  fuel 
usage  rises. 

Anaconda  $  38,350 

Billings 108,450 

Bozeman    ... 38,600 

Butte  113,300 

Glendive  . 17,900 

Great   Falls   133,650 

Havre   - 27,550 

Helena   59,900 

Kalispell 33,200 

Lewistown 22,400 

Livingston  —  26,200 

Miles  City  31,500 

Missoula  76,600 

Cities  under  5,000  population  ...  422,400 

TOTAL  $     1.150,000 

Provisions  would,  of  course,  have  to  be  made  to 
assure  the  funds  were  expended  for  streets,  prefer- 
ably construction.  This  could  be  accomplished 
through  the  suggested  State-Aid  Division  of  the 
Highway  Department. 

This  procedure  would  provide  road  user  funds  for 
a  unit  of  government  which  has  been  excluded  from 
these  funds  in  the  past.  It  would  bring  a  measure 
of  fairness  to  the  city  dweller  who  has  contributed 
well,  if  not  willingly,  for  rural  roads  for  many  years. 
It  would  also  provide  the  funds  to  meet  the  needs 
of  the  cities,  along  with  currently  available  local 
revenue  sources,  over  the  next  20-year  period  and 
bring  the  city  street  situation  along  at  about  the 
same  pace  as  rural,  State  and  county  roads. 


—  67 


TO    WHAT    END    PROGRESS 


Travel  on  central  business  streets  was  about  as  fast  90  years  ago  by  horse  as 
it  is  today  by  motor  vehicle. 


Illustration  by:     Charles  Gray 
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Chapter  8 
CONCLUSIONS 


Certain  conclusions  are  an  inevitable  result  of  a 
study  such  as  this.  Such  remarks  as  are  given  in 
this  Chapter  are  provided  in  a  sincere  effort  to  be 
of  greatest  service  to  the  Committee.  The  conclu- 
sions stated  are  those  of  the  writer.  They  are  not 
given  in  the  form  of  recommendations  as  it  is  pre- 
sumed that  the  Committee  will  formulate  certain 
recommendations  to  the  legislature  based  on  this 
report  and  the  companion  engineering  report,  "Mov- 
ing Ahead  on  Montana  Highways." 

Montana  has  not  neglected  its  highway  problem. 
It  has  had  to  move  at  a  slow  pace  at  times,  but 
with  a  substantial  acceptance  of  a  relatively  high 
user  tax  structure  it  is  apparently  ready  to  tackle 
the  long-range  problem  of  bringing  its  entire  high- 
way transportation  plant,  urban  and  rural,  local 
road  and  through-highway,  to  desirable  standards 
in  the  next  generation.  This  can  be  accomplished 
through  full  utilization  of  current  and  future  Fed- 
eral-Aid and  accumulated  backlogs,  continuation  of 
general  property  tax  for  local  roads  and  streets  at 
near  maximum  permissible  levels,  continuation  of 
highway  user  taxes  at  current  magnitudes,  and  pos- 
sible judicious  use  of  credit  financing  of  some  high- 
ways. The  latter  will  hasten  the  day  when  the 
rural  dweller  will  be  out  of  the  mud  and  the  city 
dweller  will  be  out  of  the  muddle.  To  this  recipe 
would  have  to  be  added  the  establishment  of  ade- 
quate management  and  engineering  procedures, 
State  and  local,  cooperation  through  a  State-Aid 
Division  of  the  Highway  Department,  and  finally, 
allocation  of  revenues  to  the  180  units  of  govern- 
ment responsible  for  roads  and  streets  on  the  basis 
of  "needs"  above  and  beyond  their  own  local  re- 
sources. 

It  should  be  made  clear  that  the  use  of  credit 
financing  is  by  no  means  mandatory  in  this  plan. 
It  would  merely  speed  the  day  when  adequate  high- 
ways would  be  available  for  all.  That  facilities  of 
all  types  are  acquired  today  and  paid  for  tomorrow 
is  a  well  accepted  procedure  of  our  economy.  That 
is  the  way  we  acquire  our  homes,  their  furnishings, 
our  clothing,  our  automobiles,  and  frequently  even 
the  fuel  we  put  in  those  vehicles.  Alongside  of  these 
short-life  investments,  the  highway  plant  looks  like 
a  natural  for  credit  financing. 

It  is  pleasing  to  note  the  long-range  financial 
outlook  for  highways  in  this  State  if  the  people 
continue  to  be  willing  to  accept  and  pay  for  the 
higher  per  vehicle  mile  costs  of  highways  occasioned 
by  low  per  mile  usage.  In  this  connection,  an  allo- 
cation of  costs  between  highway  users  and  non-high- 


way users  has  been  made.  This  allocation  has  been 
designed  to  fit  the  historical  pattern  of  such  cost 
distribution  because  of  the  greater  feasibility  of 
these  procedures.  The  second  step  in  cost  alloca- 
tion has  been  spreading  the  costs  among  the  several 
types  of  highway  users  on  the  basis  of  cost  of  pro- 
viding the  facility.  This  was  done  through  a  ton- 
mile  analysis  and  an  incremental  analysis.  The  lat- 
ter analysis  seems  to  be  most  valid  and  usually  has 
the  broadest  engineering  acceptance. 

The  costs  allocated  by  the  incremental  method 
have  been  established  into  what  we  might  term  a 
three-tax  structure  on  highway  users. 

1.  A  basic  registration  fee  of  $10  per  vehicle, 
a  traditional  fee  in  Montana. 

2.  A  fuel  gallonage  tax,  assumed  to  be  7c  on 
gasoline  and  9c  on  diesel  fuel,  the  current 
rates. 

3.  A  supplemental  commercial  vehicle  tax  sched- 
ule based  on : 

(a)  A  flat  gross  vehicle  weight  fee  similar  to 
existing  procedures,  but  with  revised 
rates,  or 

(b)  A  combination  of  a  flat  gross  vehicle 
weight  fee  only  for  vehicles  under  24,000 
pounds  gross,  and  a  flat  fee  plus  mileage 
fees  for  vehicles  of  24,001  pounds  gross 
weight  and  over. 

It  seems  axiomatic  that  the  first  two  schedules, 
registration  and  fuel  tax,  must  continue  at  current 
rates.  They  are  at  a  rate  that  substantially  returns 
the  cost  of  providing  facilities  for  passenger  cars 
from  that  type  vehicle.  Fees  proposed  under  the 
third  structure,  gross  weight  fees,  or  combination  of 
gross  weight  and  mileage  fees,  are  believed  to  be 
as  equitable  as  can  be  developed.  Either  schedule 
will  develop  the  total  costs  considered  to  be  the  re- 
sponsibility of  these  commercial  vehicles.  The  pros 
and  cons  of  the  two  approaches  are  believed  to  be 
covered  in  sufficient  detail  in  Chapter  6  to  permit 
interested  persons  to  draw  appropriate  conclusions. 
It  is  probable,  however,  that  the  establishment  of 
workable  mileage  fees  would  demand  the  prior 
establishment  of  a  Motor  Vehicle  Department  or 
Commission  for  the  State. 

There  is  considerable  discussion  of  the  possible 
establishment  of  a  Motor  Vehicle  Department  in 
Appendix  B.    Such  a  department  would  have  many 
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advantages  aside  from  the  administration  of  a  pos- 
sible highway  use  tax,  and  could  reduce  the  possi- 
bility of  evasion  of  current  taxation  as  well  as  pro- 
vide improved  and  consolidated  service  to  the  one- 
third  million  motor  vehicle  owners  in  the  State. 

The  chapter  on  allocation  of  highway  user  reve- 
nues among  road  systems  is  a  most  important  one. 
Highway  needs  and  highway  revenues  do  not  bal- 
ance within  the  current  tax  structures  of  the  State, 
the  counties,  or  the  cities  within  the  next  twenty 
years.  There  are  indications  of  substantial  surpluses 
at  State  levels,  a  near  even  break  in  cities  and  nota- 
ble deficits  at  the  county  level  in  this  total  period. 
Also,  there  is  clear  indication  that  allocation  of 
funds  among  financial  districts  will  get  out  of  order 
because  of  the  concentration  of  Interstate  needs  in  5 
districts  and  the  actual  non-existence  of  this  system 
in  3  of  the  12  districts.  There  is  also  evidence  that 
current  allocations  of  primary  funds  are  not  on  a 
needs  basis  which  would  lead  to  the  long-term  re- 
sult of  too  much  money  in  some  districts  and  not 
enough  in  others.  The  obvious  conclusion  is  that 
if  revenues  for  the  long  pull  can  be  allocated  to 
State,  financial  districts,  counties  and  cities,  and 
systems  within  those  units,  on  the  basis  of  need 
(and  on  a  matching  basis  to  assure  full  effort  at 
the  local  level)  the  end  result  will  be  a  total  high- 
way plant  of  full  benefit  to  all. 

Proposed  laws  for  the  establishment  of  a  Motor 
Vehicle  Department,  Ports  of  Entry,  and  a  highway 
use  tax  are  included  in  Appendix  C.  If  the  highway 
use  tax  measure  is  not  accepted,  a  revision  in  the 
fees  under  the  present  Gross  Vehicle  Weight  law 
could  be  in  order.  Also,  other  laws  would  have  to 
be  enacted  to  establish  appropriate  State-Aid  tech- 
niques if  allocation  of  revenues  on  the  basis  of  need 
is  considered  appropriate  and  if  development  of 
county  and  city  road  building  agencies  is  desired. 

A  very  important  matter,  probably  requiring  re- 
medial legislative  action  in  1957,  is  the  revision  of 
the  fuel  tax  law  which  apparently  expires  with  the 
redemption  of  the  last  highway  bond  some  time 
late  in  1957.  A  permanent  tax  of  seven  cents  ( 7c  ) 
per  gallon  on  gasoline,  and  nine  cents  (9c)  on  diesel 
has  been  assumed  in  this  study,  although  a  discus- 
sion is  also  included  of  a  possible  one-half  cent 
($.005)  per  gallon  increase  in  fuel  tax  for  the  ex- 
clusive dedication  to  city  streets.  This  latter  would 
not  be  necessary  if  the  long-range  (32-year)  plan 
developed  in  Chapter  4  was  adopted  a-  all  county, 
city  and  State  needs  have  been  included  in  those 
considerations. 

Chapter  99  of  the  Laws  of  Montana,  1955,  under 
which  the  Fact  Finding  Committee  operated,  speci- 
fied a  number  of  studies  that  should  be  conducted. 
All  of  these  studies  have  been  touched  upon  in  the 
course  of  this  Committee's  work,  but  some  have 
necessarily  been  covered  only  briefly  and  should 
probably  be  given  more  thorough  inquiry  in  future 
years.  One  field  requiring  considerable  detailed  ef- 
fort would  be  a  highways  laws  study.  There  is 
broad  interest  in  this  subject  at  the  national  lex  el 
and  the  Highway  Research    Board   is  prepared   to 


give  a  considerable  amount  of  technical  assistance 
to  such  a  study  in  any  State.  Efforts  were  made  to 
promote  such  a  study  in  Montana  in  1956  and  a 
committee  representing  the  State  Highway  Com- 
misssion,  the  Association  of  County  Commissioners, 
and  the  Municipal  League  was  actually  appointed 
to  guide  this  work.  Due  to  inability  to  finance  the 
costs  which  would  have  included  the  employment 
of  a  young  attorney,  it  was  impossible  to  proceed 
with  the  details  of  this  study.  It  should  certainly 
he  completed  as  soon  as  possible  in  future  years, 
as  the  present  Highway  organization  in  Montana 
is  handicapped  by  indefinite  legal  controls. 

A  great  deal  of  time  was  taken  up  in  the  assign- 
ment of  highway  costs  among  various  beneficiaries. 
The  specific  subject  of  benefits  to  the  highway  user 
as  opposed  to  the  benefits  to  the  land  and  other 
segments  of  the  economy  was  studied  at  Montana 
State  College  in  the  Department  of  Agricultural 
Economics.  This  subject  needs  an  extensive  study, 
particularly  in  this  State,  where  the  motor  vehicle 
user  now  appears  to  be  paying  more  than  his  share 
of  the  total  cost  of  highway  development.  This 
subject  is  suggested  for  an  extensive  study  in  the 
future,  in  the  following  comments  by  Professor 
Maurice  Taylor,  coordinator  of  the  work  done  on 
this  phase  in  this  interim. 

"The  work  done  in  connection  with  this  project 
is  not  final  in  any  sense.  Expediency  was  extremely 
important  because  of  the  shortage  of  time  and  funds. 
The  survey  work  done  was  of  a  cursory,  pilot  nature 
and  does  not  give  highly  desirable  results.  In  light 
of  these  shortcomings  the  following  recommenda- 
tions for  continuation  of  the  work  are  made: 

"1.  We  still  have  only  meager  information  re- 
garding the  effects  of  highway  development 
on  property  values.  It  is  suggested  that  a 
continuing  project  be  set  up  to  determine  the 
effects  of  various  kinds  of  highway  develop- 
ment on  rural  and  urban  property  values, 
both  commercial  and  non-commercial.  Such 
a  project  could  be  set  up  cooperatively  among 
the  College,  the  University,  the  State  High- 
way Commission,  and  any  existing  interim 
or  Fact  Finding  Committee.  Such  informa- 
tion would  be  extremely  valuable,  both  for 
benefit  analyses  purposes  and  for  right-of- 
way  acquisition  problems  which  will  certainly 
develop  in  the  future. 

"2.  We  still  know  too  little  about  savings  in 
travel  and  transport  costs  over  various  types 
of  surfaces  and  roadways.  It  is  suggested 
that  a  study  be  designed  to  determine  rela- 
tive costs  of  transport  by  classes  of  vehicles. 
and  by  types  of  produce  transported  over 
various  types  of  roadway  and  surface.  Such 
data  could  then  be  used  to  set  up  budgets  for 
various  type-  ^>i  transport  firms  in  estimating 
the  effect  of  highway  development  on  the 
income  of  motor  vehicle   users. 

"3.  It  is  recognized  that  improved  highways  re- 
sult in  increased  economic  activity  and  com- 
merce  for  the  communities  served.     1  »ut   we 
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don't  know  what  the  magnitude  of  the  effects 
are.  It  is  suggested  that  the  framework  be 
set  up  for  studying  the  impact  of  highway 
development  on  general  trade  and  commerce, 
perhaps  at  the  individual  community  level; 
and  for  the  State  as  a  whole.  Such  a  study 
would  also  provide  valuable  information  for 
benefit  analyses  and  for  planning  the  general 
economic  development  and  progress  of  the 
State." 

The  matter  of  allocation  of  revenues  to  the  sev- 
eral units  of  government  engaged  in  highway  con- 
struction was  covered  in  Chapter  7.  This  subject 
has  been  studied  in  detail  in  many  of  the  more  pro- 
gressive highway  States  and  possibly  warrants  addi- 
tional consideration  in  Montana. 

During  studies  of  the  Fact  Finding  Committee 
the  matter  of  property  tax  on  motor  vehicles  was 
discussed  by  many  groups.  It  is  quite  obvious  that 
vehicles  of  identical  size  and  type  are  taxed  at  sub- 
stantially different  rates  in  the  various  counties  of 
the  State.  On  the  other  hand,  the  overall  personal 
property  tax  on  motor  vehicles  appears  to  be  fairly 
moderate  on  an  average  basis.  The  suggestion  has 
been  made  that  since  this  tax  is  a  prerequisite  to 
registration,  it  should  be  uniform  throughout  the 
State  and  perhaps  be  levied  on  the  basis  of  an  excise 
fee.  If  this  was  done,  there  would  be  the  problem 
of  how  the  revenue  should  be  distributed  back  to 
the  local  units  now  dependent  on  this  revenue  to 
support  local  services.  The  whole  matter  should 
probably  be  given  a  detailed  review  in  a  future 
study. 

In  1956  the  State  of  Montana  entered  into  a  pro- 
ration agreement  with  eight  Western  States,  under 
which  fees  on  commercial  vehicles  are  prorated  to 


the  States  on  the  basis  of  vehicle  mileage  operated. 
This  is  a  complicated  subject.  Local  proponents  of 
the  procedure  claim  that  Montana  gains  from  these 
proration  methods.  Casual  observation  seems  to 
indicate  that  this  is  true,  but  a  complete  analysis 
would  be  necessary  to  determine  the  exact  amount 
of  gain  or  loss.  This  matter  should  probably  Ik-  a 
subject  of  legislative  study. 

In  addition  to  the  subjects  mentioned  above  there 
are  many  other  items  which  are  of  continuing  in- 
terest to  a  legislative  assembly  concerned  with  oper- 
ation of  a  State-wide  highway  plant,  including  taxa- 
tion and  control  of  finances.  In  order  to  project 
these  studies  through  the  years,  some  type  of  con- 
tinuing legislative  study  group  might  be  appro- 
priate. If  such  a  group  is  authorized,  it  is  suggested 
that  it  continue  on  a  financial  district  appointment 
basis,  since  this  procedure  appeared  to  work  quite 
satisfactorily  in  the  1955-1957  interim.  Financing 
of  such  a  group  could  be  arranged  by  an  annual 
twenty-five  cent  charge  on  passenger  cars  and  an 
ascending  order  of  charges  on  commercial  vehicles 
similar  to  the  Fact  Finding  fees  of  1956.  This  would 
not  be  a  great  burden  on  any  user  and  the  benefits 
over  the  years  could  be  substantial. 

The  final  conclusion  is  the  same  as  appears  in 
the  preface,  namely,  that  no  study  of  this  nature 
is  good  for  all  time.  Reappraisal  of  highway  needs 
is  a  continuing  process.  It  should  go  on  year  after 
year  to  assure  equitable  distribution  of  revenues. 
Also,  allocation  of  costs  of  highways  to  the  several 
beneficiaries  reauires  periodic  review  to  assure  con- 
tinued equity.  As  highway  use  patterns  change  so 
do  cost  allocations.  No  tax  structure  is  good  for 
all  time  in  a  dynamic  segment  of  economy  such  as 
the  motor  vehicle  encompasses.  The  cost  of  such  a 
study  is  immeasurably  small  alongside  of  the  bene- 
fits it  can  foster. 
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Appendix  A 


STATISTICAL  TABLES 

A  number  of  tables  have  been  included  in  the 
general  text  as  illustrations  of  specific  points.  Tables 
too  bulky  for  text  presentation  or  of  general  interest 
but  not  directly  related  to  text  material  have  been 
included  in  this  appendix. 


Number 


Table  Contents 


1  State  Rteceipts  for  Highway  Purposes  for  Se- 

lected Years  1937-1955. 

2  State    Expenditures    for    Highway    Purposes 

for  Selected  Years  1937-1955. 

3  County  Receipts  for  Highway   Purposes  for 

Selected  Years  1937-1955. 

4  County  Expenditures  for  Highway  Purposes 

for  Selected  Years  1937-1955. 

5  County  Receipts  for  Road  Purposes  1955 — In- 

dividual Counties. 

6  County  Expenditures  for  Road  Purposes  1955 

— Individual  Counties. 

7  City  Receipts  for  Street  Purposes  for  Selected 

Years  1937-1955. 

8  City    Expenditures    for    Street    Purposes    for 

Selected  Years  1937-1955. 

9  City  Receipts  for  Street  Purposes   1955 — In- 

dividual Cities. 

10  City  Expenditures  for  Street  Purposes  1955 — 

Individual  Cities. 

11  City  Receipts  for  Functions  Allied  to  Street 

Purposes  1955. 

12  City    Expenditures    for    Functions    Allied    to 

Street  Purposes  1955. 

13  Direct  Federal  Government  Expenditures  in 

Montana  for  Highway  Purposes  for  Select- 
ed Years  1937-1955.  ' 

14  Total  Revenue  for  Highway,  Street  and  Road 

Purposes   in    Montana   for   Selected    Years 
1937-1955. 


15  Total  Expenditures  for  Highway,  Street  and 

Road    Purposes    in    Montana    for    Selected 
Years   1937-1955. 

16  Road  Tax  and  Debt  Limit  Data  for  Counties, 

1955 — Individual  counties. 

17  Street  Tax  and  Debt  Limit  Data  for  Cities, 

1955 — Individual  cities. 

18  Historical  and  Projected  Trends — Montana. 

19  Estimated    Apportionments    of    Federal-Aid 

and  State  Matching  Funds  Required,  Fiscal 
Years  1956-1976,  Inclusive. 

20  Forecast    of    State    Revenue    for    Highways, 

1957-1996. 

21  Forecast  of  County  Revenue  for  Roads,  1957- 

1996. 

22  Forecast  of  City  Revenue  for  Streets,   1957- 

1996. 

23  Forecast    of   Revenue    for   all    Highway   and 

Street  Purposes,  1957-1996. 

24  Average  Annual   Direct   Highway   Costs   for 

20- Year  Period  to  Implement  10-Year 
Catch-up  Program. 

25  Average   Annual   Direct    Highway  Costs   for 

20- Year  Period  to  Implement  13- Year 
Catch-up  Program. 

26  Average  Annual   Direct   Highway  Costs  for 

20-Year  Period  to  Implement  20-Year 
Catch-up  Program. 

27  Projection  of  State  Expenditures  Required  to 

Complete   13- Year  Catch-up   Program. 

28  Projection  of  County  Expenditures  Required 

to  Complete  13- Year  Catch-up  Program 
for  Secondary  Roads  and  20-Year  Program 
for  Other  Roads. 

29  Projection  of  City  Expenditures  Required  to 

Complete  13- Year  Catch-up  Program  for 
City  Arterials  and  20-Year  Program  for 
other  Streets. 
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.50     Program  Costs  vs.   Estimated  Revenues  for 
State  Highways  1957-1996. 

31  Program  Costs  vs.   Estimated   Revenues  for 

County  Roads  1957-1996. 

32  Program   Costs  vs.  Estimated  Revenues  for 

City  Streets  1957-1996. 

33  Program   Costs  vs.   Estimated   Revenues  for 

all  Roads  and  Streets  1957-1996. 

34  Estimated  Vehicle  Registration   1955. 

35  Estimated  Traffic  by  Systems. 

36  Estimated    average    Fuel    Consumption    and 

Average  Annual  Mileage. 

37  Average  Annual  Travel — Montana  Vehicles. 

38  Truck  Weight  Trends  in  Montana. 

39  Travel  and  Weight  Data. 

40  Apportionment  of  State  Construction  Funds 

to  the   Federal-Aid  "Urban"   System. 

41  Computation  of  Factors  and  Percentages  for 

Apportioning  State  Construction  Funds 
for  the  Federal-Aid  Secondary  System  for 
the  Fiscal  Year  Beginning  July  1,  1956  and 
ending  June  30,  1957. 

42  Apportionment  of  State  Construction  Funds 

for  Federal  Aid  Primary  System  for  Fiscal 
Years  1954,  1955,  1956,  and  1957. 

43  Weight-Mile  Tax  Rates,  Other  States. 

44  Weight    Tax     Basis     for     Licensing     Motor 

Trucks  and  Combinations  in  the  Various 
States. 

45  Increase    in    Motor    Vehicle    Registration    in 

Western  States  1947-1955. 

46  Basis  for  Registration  of  Passenger  Cars. 

47  Data   Used   in   Computing   State    Road-User 

Taxes  and  Property  Taxes  on  Selected  Ve- 
hicles, 1956  Registration  Year. 

48  Highway-User    Taxes    and    Property    Taxes 

on  Typical  Vehicles  in  Private  Operation 
In  11  Western  States. 

4')     Highway-User  Taxes  on  Typical   Vehicles  in 
For-Hire  Operation   in    11    Western   States. 


50  Receipts  for  State   Administered   Highways- 

All  States  1954. 

51  Motor  Fuel  Tax  Rates  and  Tax  Collections- 

All  States  1954-1955. 

52  Motor  Vehicle  Registration  Fee  Collections- 

All  States  1954. 

53  Highway     User     Fees     Collected     1954,     All 

States. 

54  Distribution  of  State  HiqFwav  User  Receipts 

1954,  All  States. 

55  Existing    Rural    and    Urban    Mileage    in    All 

States,  1954. 

56  Annual  Travel  on  the  Interstate  System  by 

Vehicle     Type,     Registered     G.Y.W.     and 
Volume  Class,  1954. 

57  Annual  Travel  on  the  Study-Primary  System 

by  Vehicle  Type,  Registered  G.V.W.  and 
Volume  Class,  1954. 

58  Annual  Travel  on  the  Study-Secondary  Sys- 

tem  by  Vehicle  Type   Registered  G.V.W. 
and  Volume  Class,  1954. 

59  Design   Standards  for   Rural  Interstate  Sys- 

tem Routes. 

60  Design  Standards  for  Rural  State  Highways 

(Other  than  Interstate  System  Routes) 

Design   Standards  for  Secondary   Highways. 


61 


62     New     Construction     Standards     for     Arterial 
Streets. 


Chart  A-l  Indices  of  Selected  Trends.  (Registra- 
tion) 

Chart  A-2  Indices  of  Selected  Trends.  (Annual 
Mileage) 

Chart  A-3  Comparison  of  Average  Fuel  Consump- 
tion, Gasoline  vs.  Diesel  Powered  Vehi- 
cles, 1956. 

Chart  A-4  Computed  Fuel  Consumption  Assigned 
to  all  Trailers. 

Chart  A-5  Operating  G.V.W.  vs.  Registered 
G.V.W.    (All  Trucks   and    Busses). 

Chart  A-(>  Operating  G.V.W.  vs.  Registered 
G.V.W.  (Tractors). 

Chart  A-7  Operating  G.V.W.  vs.  Registered 
G.V.W.   (All  Trailers). 


74  — 


Table   1 


STATE  RECEIPTS  FOR  HIGHWAY  PURPOSES 
For  Selected  Years  1937-1955 


Year 


Fuel 
Tax 


Highway  Use 

And 

GVW  Fees 

Other 
Highway 
User  Fees 

Misc. 

(000) 

(000) 

(000) 

$      

$     265 

$        17 

342 

8 

400 

40 

1,661 

797 

92 

1,932 

906 

236 

2,031 

1,106 

141 

2,388 

1,129 

64 

Federal 

Aid 

Borrowings 

Total 

(000) 

(000) 

(000) 

5  3,497 

$     

$  8,409 

2,725 

8,543 

2,457 

1.500 

10,196 

8,218 

21,183 

6,365 

21,626 

10,777 

27,729 

8,411 

28,209 

(000) 

1937  $  4,630 

1941  5,468 

1946  5,799 

1950  10,415 

1953  12,187 

1954  13,674 

1955  16.217 


Table  2 

STATE  EXPENDITURES  FOR  HIGHWAY  PURPOSES 
For  Selected  Years  1937-1955     - 


Year 

Construction 

Maintenance 

Admin,  and 
Misc. 

Highway  Patrol 
Registrar  and 

Fuel  Tax 

Collection  and 

Refund  Expenses 

Debt  Service 

Total 

(000) 

(000) 

(000) 

(000) 

(000) 

(000) 

1937  

$  4,895 

$  1,721 

$     683 

$     228 

$     841 

$  8,368 

1941  

5,160 

2,217 

357 

261 

501 

8,496 

1946 

4,446 

3,253 

662 

501 

1,475 

10,337 

1950  

11,742 

4,758 

1,178 

894 

1,485 

20,057 

1953  

10,915 

5,393 

1,595 

991 

1,658 

20,552 

1954  

17,194 

5,763 

1,412 

1,256 

1,534 

27,159 

1955  

17,485 

4,974 

1,698 

1,119 

1,339 

26,615 

Table  3 

COUNTY  RECEIPTS  FOR  HIGHWAY  PURPOSES 
For  Selected  Years  1937-1955 


Year 


Property  Tax 


Registration 
Fees 


Other  Highway 
User  Fees 


Federal-Aid 


Misc. 


Borrowings 


Total 


(000) 

(000) 

(000) 

(000) 

(000) 

(0«0) 

(000) 

1937    

$  2,232 

$  1,250 

$ 

$        31 

$        46 

$     866 

$  4,425 

1941    

2,520 

1,577 

47 

1 

4,145 

1946   

3,623 

1,394 

62 

173 

302 

5,554 

1950   

4,864 

2,347 

108 

200 

54 

7,573 

1953 

5,362 

2.819 

101 

256 

514 

9,052 

1954   

5,361 

2,978 

106 

261 

180 

8,886 

1955 

5,605 

3,143 

118 

209 

155 

9,230 

Table  4 

COUNTY  EXPENDITURES  FOR  HIGHWAY  PURPOSES 
For  Selected  Years  1937-1955 


Year 


Construction 


Maintenance 


Admin,  and 

Debt 

Misc. 

Service 

(000) 

(000) 

$      171 

$    1,864 

201 

588 

197 

304 

350 

79 

421 

58 

463 

50 

450 

53 

Total 


(000) 

1937  $  315 

1941  402 

1946  349 

1950  820 

1953  1,004 

1954  861 

1955  1,008 


(000) 

$  2,373 
2,710 
3,952 
6,304 
7,451 
7,470 
7,652 


(000) 

4,723 
3,901 
4,802 
7,553 
8.934 
8.844 
9.163 
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Table  5 
COUNTY  RECEIPTS  FOR  ROAD  PURPOSES   1955 


County 


Rural  Road 
Mileage 


Property  Tax 


Registration 

and  5% 
G.V.W.  Fees 


Federal  Aid 


Miscellaneous 
Unclassified 


Total 


(000) 

Beaverhead  1,329                $      112 

Big  Horn  1.253  116 

Blaine  2.480  110 

Broadwater  818  47 

Carbon  980  122 

Carter  819  54 

Cascade    1.330  580 

Choteau  2,977  264 

Custer  994  72 

Daniels   1.020  63 

Dawson   1,185  90 

Deer  Lodge  253  56 

Fallon  944  61 

Fergus   1,935  178 

Flathead  1,324  35 

Gallatin 1,204  183 

Garfield    1,415  45 

Glacier   1,115  149 

Golden  Vallev 715  36 

Granite  486  25 

Hill   2,732  118 

Jefferson 730  65 

Judith  Basin  992  83 

Lake   910  123 

Lewis  &  Clark 1.170  97 

Liberty  1.152  144 

Lincoln  1,150  63 

Madison  1,208  82 

McCone   1,844  87 

Meagher 742  52 

Mineral  449  28 

Missoula 950  67 

Musselshell   1,072  42 

Park  718  77 

Petroleum    729  17 

Phillips  1,894  187 

Pondera  1,192  128 

Powder  River  1,112  50 

Powell 665  82 

Prairie    724  45 

Ravalli    853  92 

Richland 1,199  91 

Roosevelt  1,438  121 

Rosebud  1,686  124 

Sanders 1,056  93 

Sheridan 1,486  135 

Silver  Bow 342  199 

Stillwater  995  82 

Sweet  Grass 554  30 

Teton   1,616  132 

Toole 1,543  110 

Treasure 377  27 

Valley  2,648  147 

Wheatland 631  40 

Wibaux 633  37 

Yellowstone 1,851  109 

TOTAI 65,628               $  5,605 


(000) 

$  39 
50 
38 
18 
47 
16 

265 
62 
64 
30 
66 
65 
24 
81 

176 

118 
12 
52 
9 
17 
87 
19 
23 
62 

116 
26 
53 
30 
27 
14 
14 

179 
27 
65 
10 
38 
46 
17 
40 
14 
64 
57 
64 
28 
36 
44 

194 
^ 
21 
52 
49 
9 
67 
18 
13 

$  3,261 
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(000) 


32 

3 


58 
6 


2 
16 


13 


1 
23 


$  209 


(000) 


6 

5 
3 
3 
1 
2 
1 
16 
3 
7 


1 


1 

2 
1 
2 
2 
16 
5 
2 
4 
1 
3 
2 
1 
1 
1 
1 
7 


$  155 


(000) 

$  152 
168 
154 

67 
176 

72 
852 
331 
139 

96 
157 
123 

86 
275 
246 
311 

57 
202 

45 

50 
211 

88 
111 
189 
219 
177 
176 
119 
116 

68 

61 
246 

7i 
150 

30 
232 
175 

71 
1 32 

60 
171 
149 
187 
155 
168 
184 
395 
121 

54 
1SS 
161 

.17 
215 

59 

51 
472 

$  9,230 


Table  6 
COUNTY  EXPENDITURES  FOR  ROAD  PURPOSES  1955 


County 


Construction 


Maintenance 


Administration 
&  Miscellaneous 


Debt  Service 


Total 


(000) 

Beaverhead $  8 

Big  Horn 58 

Blaine 

Broadwater 21 

Carbon 19 

Carter 7 

Cascade  58 

Choteau 157 

Cnster 

Daniels    

Dawson  25 

Deer  Lodge  4 

Fallon    

Fergus  - 

Flathead 

Gallatin 93 

Garfield  

Glacier - 45 

Golden  Valley  - 

Granite   - 

Hill 

Jefferson  4 

Judith  Basin 10 

Lake 

Lewis  &  Clark 

Liberty    . 

Lincoln 

Madison 

McCone - 

Meagher 22 

Mineral 49 

Missoula  19 

Musselshell - 12 

Park  20 

Petroleum 5 

Phillips :..... 1 1 1 

Pondera 1 1 

Powder  River  26 

Powell 

Prairie 15 

Ravalli  _ 

Richland  . 18 

Roosevelt 18 

Rosebud 17 

Sanders  - 5 

Sheridan 29 

Silver  Bow  6> 

Stillwater 8 

Sweet    Grass   5 

Teton 

Toole 

Treasure 7 

Valley   25 

Wheatland   

Wibaux  

Yellowstone 

TOTAL    $  1  008 


(000) 


102 

92 
147 

68 
147 

52 
710 
223 
119 
124 
117 
118 

80 
249 
242 
223 

49 
128 

43 

50 
208 

79 
126 
175 
172 
137 
190 
117 

82 

43 

37 
198 

57 
146 

24 
137 
144 

37 
114 

39 
152 
124 
172 
102 
139 
154 
317 
115 

55 
164 
167 

25 
181 

54 

50 
336 


$  7.652 


(0«0) 

$  8 

9 
1 
3 
13 
2 

26 

10 

8 

2 

13 

9 

6 

6 

16 

14 

2 

12 

1 

2 

7 
6 
3 

7 

10 

6 

12 

6 

3 

2 

2 

30 

3 

7 

3 

7 
4 

10 
3 
6 

10 
7 
7 

10 
2 

15 
5 
3 

11 
6 
1 

13 
3 
2 

55 

$      450 


(000) 


23 


17 


$        53 


(000) 

$  118 
159 
148 

92 
179 

84 
794 
390 
127 
126 
155 
131 

86 
272 
258 
330 

51 
185 

44 

52 
215 

89 
139 
182 
182 
146 
202 
123 

85 

70 

88 
247 

72 
182 

29 
251 
162 

67 
124 

57 
158 
152 
197 
126 
161 
185 
400 
128 

63 
175 
173 

33 
219 

57 

52 
391 

$  9,163 
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Table  7 


CITY  RECEIPTS  FOR  STREET  PURPOSES 
FOR  SELECTED  YEARS  1937-1955 


Year 

1937 
1941 
1946 

1950 
1953 
1954 
1955 


Prop.  Tax  & 
Assessments 


(000) 

.$  781 
811 
935 
.  1.784 
.  2,576 
.  2,528 
.  2,530 


Transfers  From 
General  Fund 


Road  User  Fees 


Misc.  and 
Unclassified 


(000) 

23 

27 
6 
145 
264 
227 
447 


(000) 

9 

45 
31 

55 
67 
71 

55 


(000) 


101 
186 

156 
169 


Borrowings 


(000) 
19 

96 
6 

231 
848 

514 
784 


Total 


(000) 

832 
979 
978 
2,316 
3.941 
3,496 
3,985 


Table  8 

CITY  EXPENDITURES  FOR  STREET  PURPOSES 
FOR  SELECTED  YEARS   1937-1955 


Year 

1937 
1941 
1946 
1950 
1953 
1954 


Construction 

Maintenance 

Administration 
Miscellaneous 

Debt  Service 

Total 

(000) 

$      156 
215 

$ 

(000) 

438 
491 
589 
1,386 
1,913 
2,021 
2.184 

$ 

(000) 

32 
6 

32 
205 
181 
114 

98 

$ 

(000) 

260 

275 
185 
195 
703 
673 
754 

(000) 

$     886 
987 

86 

892 

378 

2.164 

...     1,486 

4.283 

792 

3.600 

...     1.007 

4.043 

Table  9 
CITY  RECEIPTS  FOR  STREET  PURPOSES  1955 


Miles  of  Streets 

Property  Tax  and 
Assessments 

Transfers  From 
Gen.  Fund 

Miscellaneous 
and  Unclassified 

Borrowings 

Total 

Anaconda 

22.4 

l 
$ 

:ooo) 

65 
263 

75 
132 

70 
286 

79 
201 
140 

36 

80 
146 
137 
820 

2.530 

$ 
$ 

(000) 

256 
8 

86 
13 

1 

15 

5 
18 

45 

(000) 

1 

67 

2 

56 

18 

37 

2 

5 

3 

1 

2 

2 

28 

s 

(000) 

26 

77 
22 

197 
8 

297 

157 

(000) 

S       92 

Billings   

I'o/'eman 

103.9 
39.8 

663 

107 

Butte            

43.7 

274 

( rlendive     

( rfeat  Falls  

1  1  ;i  v  re      

21.6 

137.1 
25.3 

298 

331 

82 

1 1  elena 

82.8 

503 

Kalispell     

1  ewistown  

Livingston    

36.4 

27.0 

23.9 

143 
51 
86 

Miles   City    

Missoula  

All    Others   

44.2 

72.3 

884.6 

166 
139 

1.050 

TOTA 1  - 

1,565.0 

447 

224 

784 

S  3,985 
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Table   10 
CITY  EXPENDITURES  FOR  STREET  PURPOSES  1955 


Construction 


(000) 


Anaconda  $ 

Billings   

Bozeman  

Butte   

Glendive   : 

Great  Falls  

Havre 

Helena  

Kalispell 

Lewistown   

Livingston    

Miles  City  - -• 

Missoula   

All  Others 


27 

193 

48 

57 
203 

14 

4 

257 


1 
13 

190 


TOTAL   $  1,007 


Maintenance 


Administration 
and  Miscellaneous 


Debt  Service 


(000) 

$   54 

396 

29 

225 

38 

247 

47 

105 

133 

39 

51 

86 

127 

607 

$  2,184 


(000) 


25 
11 


1 
11 


1 
11 


11 
27 


$   98 


(000) 

$  10 
91 
39 
1 
46 
67 
33 
108 


42 

84 

4 

229 


$  754 


Total 


(000) 

$    91 

705 

127 

283 

288 

339 

84 

470 

134 

50 

93 

171 

155 

1,053 

$  4,043 


Table  11 

CITY  RECEIPTS  FOR  FUNCTIONS 
ALLIED  TO  STREET  PURPOSES  1955 


Parking  Facilities 

Street  Lighting 

Side  Walks 

Storm  Sewers 

On  Street 

Off  Street 

Total 

(000) 

(000) 

(000) 

(000) 

(000) 

(000) 

General  Taxes  : 

Current  Work 

Debt  Service  

$ 

157 

$          3 
1 

$         6 
4 

$      166 

5 

Special  Assessment : 

Current  Work  

Debt  Service  

221 
78 

149 
2 

17 
81 

43 

238 
202 

Appropriations  From 
General  Funds : 

Current  Work 

Debt  Service  

149 

2 

Proceeds  of  Bond 
Issues : 

General  

Special    


36 


Parking  Facility 


Revenues  $      694 


Total  Receipts  $      694 


$       52 


$       52 


$      643 


9 
56 


$      167 


$       53 


9 
92 

746 


$  1,609 
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Table  12 

CITY  EXPENDITURES  FOR  FUNCTIONS  ALLIED 

TO   STREET  PURPOSES   1955 

Parking  Facilities 


On  Street 

Off  Street 

Street  Lighting 

Side  Walks 

Storm  Sewers 

Total 

Construction  

Maintenance   

(0 

00) 

6 
220 

$ 

$ 

$ 
$ 

(000) 

5 

(000) 

$      128 
483 

$ 

(000) 

59 

2 

$ 

(000) 

1 

5 

« 

s 

100) 

194 
715 

Total  

Miscellaneous 

...$ 

226 
31 

5 

$ 

611 
81 

$ 

$ 
$ 

61 

1 
76 

$ 

6 

4 
38 

s 
$ 
s 

909 
31 

Debt  Service : 
General  Bonds 
Special 

Assessment 

3..$ 

5 
195 

Total  Debt  Service- 
Transfers  

Total     Expenditure 

518 

775 

45 
50 

$ 
$ 
$ 

81 

7 

cm 

77 
138 

$ 
S 

42 

48 

200 

570 
1.710 

Table  13 

DIRECT  FEDERAL  GOVERNMENT  EXPENDITURES  IN  MONTANA 

FOR  HIGHWAY  PURPOSES  FOR  SELECTED  YEARS   1937-1955 

Forest  Highways  Forest  Development  Roads  Other 


Year       Construction 

Maintenance 

Construction 

Maintenance 

Construction 

Maintenance 

Total 

(000) 

(000) 

(000) 

(000) 

(000) 

(000) 

(000) 

1937   ... 

.$      508 

$ 

6-10 

$      131 

$      590 

$  1.869 

1941    ... 

195 

121 

156 

52 

$       85 

609 

1946  ... 

67 

180 

21 

205 

473 

1950  ... 

.     1,448 

294 

277 

72 

241 

2.332 

1953   ... 

.     2,254 

496 

338 

131 

279 

3.498 

1954  ... 

758 

3.878 

292 

234 

243 

5.405 

195  <     . 

1.728 

1  8  1 

308 

1.192 

227 

5.351 

Table  14 

TOTAL  REVENUE  FOR 

HIGHWAY, 

STREET  AND  ROAD  PURPOSES  IN 

MONTANA 

FOR 

SELECTED  YEARS   1937-1955 

Highway  User 
Revenues 

Property  Tax 
And  Assessments 

Miscellaneous 
And  Transfers 

Borrowings 

Federal-Aid 

Direct  Federa 
Funds 

i 

Total 

(000) 

(000) 

(000) 

(000) 

(000) 

(000) 

(000) 

1937   .. 

$  6,154 

$  3,013 

$ 

SO 

$     885 

$  3,528 

s  1,869 

SI  5.535 

1941    .. 

.     7,432 

3.331 

36 

96 

2.772 

609 

14,276 

1946  .. 

.     7,624 

4.558 

219 

1,808 

2,519 

473 

17.201 

1950  .. 

.  15,275 

6,648 

538 

285 

S.326 

2..>M 

35.404 

1953  .. 

.  18,012 

7,938 

1.200 

848 

6,621 

3,498 

38,117 

1954  .. 

.  19,966 

7.W> 

71  )l 

514 

11,038 

5.405 

45.51(i 

1955   . 

.  23.050 

8,135 

835 

7S4 

S.i  >2n 

5.351 

46.775 

Table   15 
TOTAL  EXPENDITURES  FOR  HIGHWAY.  STREET  AND  ROAD  PURPOSES 
IN  MONTANA  FOR  SELECTED  YEARS  1937-1955 


Construction 


Maintenance 


Administration 

And 
Miscellaneous 


Year 


(000)  (000) 

1937   $  7,104  $  4,663 

1941  6,145  5.659 

1946 4,969  8,179 

1950 14.754  12,966 

1953  16,286  15,374 

1954 2?>,7\7  15,789 

1955  24.3K)  15,345 


$ 


(000) 

88i » 
564 
891 
1  J.>,^ 
2,197 
1,989 
2.246 


Highway 
Patrol  And 

other 

Debt  Service 

Total 

(000) 

(000) 

(000) 

S      228 

$ 

2,965 

SI  5. 846 

261 

1,364 

13,993 

501 

1,964 

16.504 

894 

1.75" 

32,106 

99] 

2.419 

37,267 

1,256 

2.257 

45.008 

1.11" 

2,146 

45.172 

—  80 


Table  16 
ROAD  TAX  AND  DEBT  LIMIT  DATA  FOR  COUNTIES    1955 


County 


Road  Tax 
Levy 


Bridge  Tax 
Levy 


Additional 

Annual  Road 

And  Bridge 

Taxes  Leviable 


Permissible 
Addition  To 

Bonded 
Indebtedness 


Beaverhead  $  66,826 

Big  Horn  80,957 

Blaine  68,027 

Broadwater  29,683 

Carbon  1 12,264 

Carter  22,997 

Cascade    201,889 

Chotean   105,702 

Custer - - 44,815 

Daniels  39,726 

Dawson   70,479 

Deer  Lodge 58,377 

Fallon  41,334 

Fergus   107,568 

Flathead 0 

Gallatin    133,514 

Garfield   - 32,261 

Glacier  122,599 

Golden  Valley 24,532 

Granite  20,938 

Hill 91,867 

Jefferson    42,821 

Tudith  Basin  50.867 

Lake   84,822 

Lewis  and  Clark 71,425 

Liberty 52.570 

Lincoln 8,474 

Madison  51,734 

McCone   40,655 

Meagher 36,496 

Mineral 13,359 

Missoula 0 

Musselshell  29,365 

Park 54,645 

Petroleum   13,762 

Phillips - - 66,729 

Pondera  76,921 

Powder  River  35,183 

Powell    60,544 

Prairie - 15,619 

Ravalli  51,651 

Richland 50,269 

Roosevelt 101,990 

Rosebud 88,347 

Sanders 34,941 

Sheridan   59,575 

Silver  Bow 48,755 

Stillwater 75,013 

Sweet  Grass 35,058 

Teton   85,807 

Toole    87,655 

Treasure 19,129 

Valley 86,690 

Wheatland 31,499 

Wibaux 25,710 

Yellowstone    0 

TOTAL  : $3,164,435 


$  41,377 
29,843 
40,684 
16,796 
22,407 
11,388 
81,210 
60,411 
32,399 
23,590 
32,356 
24,736 
15,413 
43,493 
28,262 
61,674 
10,168 
61,642 
10,630 
10,358 
27,381 
14,290 
15,321 
45,232 
61,892 
25,607 
28,429 
28,160 
13,313 

8,615 

8,455 
14.467 
14,288 
31,317 

5,286 
40,339 
48,825 
11,508 
17.045 

5,973 
33,617 
39,010 
41,476 
12,498 
31,702 
35,692 
21,339 
27,601 
10,407 
51,646 
31,919 

3.435 
55,091 

4,430 

8,848 
108,451 

$1,641,742 


$      0 

0 

0 

8,372 

14,938 

12,383 

80,428 

0 

19,206 

0 

0 

31,827 

0 

0 

194,403 

0 

0 

0 

0 

17,334 

13,690 

0 

7,661 

0 

24,965 

0 

50.311 

0 

0 

4,307 

13,359 

302,163 

7,341 

6,071 

3,441 

0 

0 

3.836 

5.681 

25,916 

0 

5,585 

0 

20,859 

42,866 

0 

88,797 

0 

16,889 

0 

0 

6,617 

0 

18,311 

0 

630,477 

$1,678,034 


S 


1,303,714 
2,598,600 

1,363,069 

732,298 
1,683,085 

589,616 
8,473,243 
2,298,572 
1,566,454 

921,224 
1,797,501 
1,610,740 

791,818 
2,625,542 
3,949,517 
3,329,089 

459,805 
1,655,425 

415,166 

581,059 
2,618,036 

680,930 
1,181,418 
1,694,237 
3,877,608 

840,871 
1,152,705 

928,101 

799,730 

670,297 

439,428 
1,183,204 

622,540 
1,550,256 

284,747 
1,338,963 
1,762,837 

669,487 
1,132,708 

645,360 
1,139,932 
1,345,035 
1,840,499 
1,413,470 
1,019.069 
1.441.213 
4,331.911 
1,229,465 

750,414 
1,858,876 
1,612,119 

375,810 
2,022.418 

645,140 

455,077 
10,670,480 


$94,969,928 
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Table   17 
STREET  TAX  AND  DEBT  LIMIT  DATA  FOR  CITIES  1955 


City  Population 

Anaconda  City 11,254 

Billings  City 31,834 

Bozeman  City 11,325 

Butte  City 33,254 

Glendive  City 5,254 

Great  Falls  City .  39,214 

Havre  City 8.086 

Helena  City 17,581 

Kalispell  City 9,737 

Lewistown  City 6,573 

Livingston  City 7,683 

Miles   City  City 9,243 

Missoula  City ....  22,485 

Cities  over  4,000,  sub-total 213,523 

Cities  2.500  to  4.000....  ....  39,627 

Cities  1,001  to  2,500 ..  49,717 

Cities         0  to  1,000 34,613 

Grand  Total  337,480 


City  Street 
Tax  Levy 

Additional 
Annual  Street 
Taxes  Leviable 

Permissable 
Addition  To 

Bonded 
Indebtedness 

$      44,259 

$              0 

$      264,026 

186,464 

81.829 

841,825 

58,352 

3.071 

830,301 

168,767 

0 

3.065,769 

36,563 

0 

468,041 

251,588 

0 

4.563.865 

44,298 

0 

451,287 

110,720 

0 

2.019.978 

50,446 

0 

859,750 

23,268 

9,971 

572.27.1 

37,510 

7,629 

811.007 

~?.\72^ 

0 

8!  '4.404 

111,146 

0 

1.785.618 

1,177,116 

102.500 

17.428.144 

169,873 

830 

1.936.328 

214.837 

7.401 

2,283,285 

11O.081 

13.200 

\.^72.2^ 

$1,680,907 

$    124.021 

$23,019,990 

—  82  — 
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Table  20 
FORECAST  OF  STATE  REVENUE  FOR  HIGHWAYS  1957-1996 

Total 

Fuel  Tax1  G.V.W.  Other  Federal-Aid-1  Total 

Year 

(000)  (000)  (000)  (000)  (000) 

1957   $  R012::  $  2,906  $   77/i  $30,165*  $52,856 

1958  14.046  2,985  799  34,990  52 

1959     14.555  3,064  825  39,500  57 

1960     -    15,064  3.146  852  28.415  47.477 

1961 15,680  3.226  878  28,415  48,199 

Sub-total  $  78,357  $  15,327  $  4,127  $161,485  $259,296 

1962         16.289  3,305  904  28.415  48,913 

1963       16,898  3,384  930  28,415  49,627 

1964    - 17.514  3,463  957  28,415  50.349 

1965        18,123  3,542  983  28.415  51.063 

1966  18,732  3,621  1,009  28,415  51,777 

Sub-total $87,556  $17,315  $  4,783  $142,075  $251,729 

1967    19,348  3.703  1,0'6  28.415  52.502 

1968   - 19,957  3.783  1062  28.415  53.217 

1969         20.573  3,862  1,088  '  28,415  53,938 

1970 21,182  3.941  1,114  12,930  39,167 

1971  21.791  4,020  1.140  12.930  39,881 

Sub-total  $102,851  $19,309  $  5.440  $111,105  $238,705 

1972  22.407  4099  1.167  12.930  40,603 

1973  -    23.016  4  181  1,193  12.930  41.320 

1974      23.611  4,260  1.219  12.930  42,020 

1975      24,241  4,339  1,246  12.930  42.756 

1976 24,850  4,419  1,272  12.930  43.471 

Sub-total  $118,125  $  21.298  $  6,097  $  64.650  $210,170 

20  Year $386,889  $  73.24')  $  20.447  $479,315  $959,900 

1977  25.452  4,498  1,298  12.930  44.178 

1978  26X175  4,577  1.324  12.930  44,906 

1979  26,684  4,656  1,351  12,930  45.621 

19P0  27,286  4,735  1,376  12,930  -\(>.M7 

1981  27,895  4,814  1.403  12,930  47  042 

Sub-total  $133,392  $  23,280  $  6,752  $  64,650  $228  074 

1982 28,497  4,894  1,428  12,930  47  749 

1983 29,106  4,973  1.455  12.930  48,464 

1984  2().708  5,052  1.480  12.930  49,170 

1985 30.317  5.131  1.507  12,930  49,885 

1986 30,919  5,210  1,533  12,930  50,592 

Sub-total  $148,547  $  25.260  $  7.403  $  64.650  $245,860 

1987 31,528  5.289  1.559  12.930  51.306 

1988  32,130  5.368  1,585  12,930  52  013 

1989 32,739  5.448  1,611  12.930  52,728 

1990 33,341  5,527  1,637  12,930  53.435 

1991  33,950  5,606  1,663  12.930  54,149 

Sub-total  $163,688  $  27.2.38  $  8.055  $  64.650  $263,631 

1992 34,559  5,685  1,639  12,930  54,863 

1993  '....         35,161  5,764  1,715  12,930  55,570 

1994  35,770  5,843  1.741  12.930  56.284 

1995  : 36.372  5,923  1,767  12,930  56.992 

1996  37,165  6  002  1,793  12,930  57,890 

Sub-total $179,027  $29,217  $  8.705  $64,650  $281,599 

'Enough  fuel  tax  taken  from  State  funds  and  credited  to  county  funds  to  match  FAS  funds  as  they  become  available 
for  construction. 

2In  the  past  Forest  Highway  funds  have  been  spent  almost  entirely  on  the  Stale  system.  If  this  practice  continues  these 
funds  of  $2,390,000  per  year  will   operate  to  reduce  the   State  backlog  needs  and  are,  therefore,  included  in  Federal- Aid. 

'Approximately  one-half  year  revenue  from  fuel  tax  applicable  against  total  needs  calculated  by  Automotive  Safety 
Foundation  in  mid-1956. 

'Includes  unobligated  balance,  June  30,  1956. 


Table  21 
FORECAST  OF  COUNTY  REVENUE  FOR  ROADS  1957-1996 

Property  Federal  Portion  Of  Registration 

Tax  Aid  Fuel  Tax  Fees  Other  Total 

Year 

(000)  (000)  (000)  (000)  (000)  (000) 

1957  $  6,833  $  9.1721  $  6,918-  $  3,485  $   166  S  26,574 

1958  7,074  5,300  4,000  3,578  172  20.124 

1959  7,316  5,500  4.100  3,671  178  20,765 

1960  7,557  5,600  4,200  3.764  184  21,305 

1961 7,792  5,600  4.200  3,857  189  21,638 

Sub-total  $  36,572  $  31,172  $  23,418  $  18,355  $   889  $110,406 

1962  8,034  5,600  4.200  3,950  195  21,979 

1963  8,276  5,600  4,200  4,043  201  22,320 

1964  8,511  5,600  4,200  4.135  207  22,653 

1965  8,752  5,600  4.2C0  4.228  213  22,993 

1966  8,994  5,600  4,200  4,321  219  23.334 

Sub-total  $  42,567  $  28.000  $  21,000  $  20.677  $  1,035  $113,279 

1967  9,235  5,600  4,200  4,414  225  23.674 

1968  9,470  5,600  4,200  4,507  230  24,007 

1969  9,712  5,600  4.200  4,600  236  24.348 

1970  9,953  5,600  4,200  4.603  242  24.688 

1971  10.195  5,600  4.200  4,786  248  25,029 

Sub-total  $  48,565  $  28.000  $  21,000  $  23,000  $  1.181  $121,746 

1972 10.430  5,600  4.200  4.878  254  25.362 

1973  10,672  5,600  4.200  4.971  259  25.702 

1974  10,907  5,600  4.200  5.064  265  26,036 

1975  11.148  5,600  4.200  5,157  271  26,376 

1976  11,390  5,600  4.200  5.250  277  26.717 

Sub-total  $  54,547  $  28,000  $  21.000  $  25.320  $  1.326  S130.193 

20-Year  $182,251  $115,172  $  86.418  $  S7.352  S  4.431  $475,624 

1977  11,823  5,600  4,200  5,397  288  27.308 

1978 12,244  5,600  4,200  5,544  298  27.886 

1979  12,677  5,600  4,200  5.691  308  28,476 

1980  13,110  5,600  4.200  5.843  319  29.072 

1981  13,543  5,600  4.200  5..990  32"  29,662 

Sub-total  $  63.397  $  28,000  $  21,000  $  28,465  $  1.542  SI 42.404 

1982  13,964  5,600  4.200  6,137  340  30.241 

1983  14,397  5,600  4.200  6,284  350  30.831 

1984  14,830  5,600  4.200  6,43]  361  31.422 

1985  15,251  5,600  4.200  (,,578  371  32.000 

1986  15,684  5,600  4.200  6,725  381  32.590 

Sub-total  ......  $  74,126  $  28,000  $  21.000  $  32.155  $  1.803  $157,084 

1987  16,117  5.600  4.200  6,878  392  33.187 

1988  16.550  5,600  4.200  7,025  -.02  33.777 

1989  16,971  5.600  4,200  7.172  413  34,35-. 

1990  17,404  5,600  4.200  7.319  425  34,946 

1991  \7.^37  5,600  4.200  7,466  454  35,537 

Sub-total  ..     $  84,879  $  28,000  $  21.000  $  35,860  $  2,064  $171,803 

1992  18,270  5,600  4,200  7,613  444  36,127 

1993  18,691  5,600  4,200  7,765  455  36.711 

1994  19,124  5,600  4.200  7,912  465  37.301 

1995  16.545  5,600  4.200  8,059  475  37,879 

1996  19,978  5,600  4,200  S.20<>  486  5S.470 

Sub-total  $65,608  $28,000  $21,000  $39,555  $  2.325  $186,488 

'Includes  unobligated  balance,  June  30,  1956. 

'Enougli   fuel   tax  taken   from    State   funds  and  credited   to  county  funds  to  match   F  \S  funds  as  they  become  available  for 
construction. 
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Table  22 
FORECAST   OF  CITY   REVENUE  FOR 
STREETS,  1957-1996 


Year 

1977 
1978 
1979 


1982 
1983 
1984 
1985 


Property  Tax 

&  Assessments  Other  Total 

Year 

(000)  (000)  (000) 

1957  $  2,948  $   544  $  3,492 

1958  3.052  563  3,615 

1959  3,156  582  3,738 

1960  3,260  602 

1961  3,362  620  3,982 

Sub-total  $  15,778  $  2,911  $  18,689 

1962  3,466  640  4,106 

1963  3,570  659  4,229 

1964  3,672  678  4,350 

1965  3,776  697  4,473 

1966  3,880  716  4,596 

Sub-total  $  18,364  $  3,390  $  21,754 

1967 3,984  735  4,719 

1968  4,086  754  4,840 

1969  4,190  773  4,963 

1970  4,294  792  5,086 

1971  4,398  812  5,210 

Sub-total  $  20,952  $  3,866  $  24,818 

1972  4,500  830  5,330 

1973  4,604  850  5,454 

1974  4,705  868  5,573 

1975  4.809  887  5,696 

1976  4,914  907  5,821 

Sub-total  $  23,532  $  4,342  $  27,874 

20- Year  Total  ....$  78,626  $  14,509  $  93,135 


Property    Tax 

&  Assessments 


Other 


Total 


(000) 
5,101 

5,283 
5,469 


3,862  I  1980  5,656 


5,843 


Sub-total  $  27,352 


6,025 
6,211 
6,398 
6,580 


1986   6,767 


Sub-total  $  31,981 

1987 6,953 

1988   7,140 

1989   7,322 

1990   7,509 

1991    7,695 


Sub-total  $  36,619 


1992 
1993 
1994 
1995 
1996 


7,882 
8,064 
8,251 
8,432 
8,619 


Sub-total  $  41,248 


(000) 

(000) 

941 

6,042 

975 

6,258 

1,009 

6,478 

1.044 

6,700 

1,078 

6,921 

$     5,047 

1,112 
1,146 
1,181 
1,214 
1,249 

$     5,902 


$    6,758 

1,455 
1,488 
1,523 
1,556 
1,591 

$     7,613 


$  32,399 

7,137 
7,357 
7,579 
7,794 
8,016 

$  37,883 


1,283 

8,236 

1,318 

8,458 

1,351 

8,673 

1,386 

8,895 

1,420 

9,115 

$  43,377 

9,337 
9,552 
9,774 
9,988 
10,210 

$  48,861 
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Table  23 
FORECAST  OF  REVENUE  FOR  ALL  HIGHWAY 

1  2 

Property  Highway  User 

Tax  Revenue 

Year  — ■ 

(000)  (000) 

1957  $     9,781  $  32,321 

1958  10,126  24,609 

1959  10,472  25,390 

1960  10.817  26,174 

1961   11,154  26,963 

Sub-total  ..$  52,350  $135,457 

1962  11. SCO  27,744 

1963   11,846  28.525 

1964 12,183  29,312 

1965 12,528  30.093 

1966  12,874  30,874 

Sub-Total $  63,931  $146,548 

1967  - 13,219  31,665 

1968  13,556  32,447 

1969 13,902  33.2"r? 

1970 14,247  34,oh, 

1971   14,593  34,797 

Sub-Total  $  69,517  $166,160 

1972       14,930  35.5X4 

1973  15,276  36,368 

1074 15,612  37,135 

1975 15,957  37.037 

1976  .                       16,304  38,719 

Sub-Total  - $  78,079  $185,743 

20-Year  $260,877  $633,908 

1977  16,924  39,547 

1978  17,527  40.396 

1979  18,146  41,231 

1980  18,766  42,0o4 

1981  19,386  42,899 

Sub-Total  $  90,749  $206,137 

1982 19,989  43,728 

1983  20,608  44,563 

1984  21,228  45.301 

1985 21,831  46,226 

1086  22,451  47.054 

Sub-Total    $106,107  $226,962 

1987  23.070  47,895 

1988      23,000  48,723 

1989  24,2o3  40,550 

1990  ....                       24,013  50,387 

1991    25,532  51,222 

Sub-Total    $121,498  $247,786 

1992  26,152  52,057 

1993  20.755  52,890 

1004  27,375  53,725 

1005  27:>77  54,55  1 

1996  28,5o7  55,573 

Sub-Total  $136,856  $268,799 
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AND    STREET 


Other 


(000) 

1 ,483 
1,534 
1,585 
1,638 
1.687 


$ 

7,927 

1 .739 

1,790 

1 .842 

1 ,803 

1.044 

$ 

9,208 

1,996 

2,046 

2,097 

2.148 

2,200 

$ 

10,487 

2  251 

2.302 

2,352 

2.404 

2.456 

$ 

11,765 

$ 

39,387 

2,527 

2,597 

2,668 

2.739 

2.810 

$ 

13,341 

2,880 

2,951 

3,022 

3,092 

3.163 

$ 

15.108 

3.234 

3.505 

3.^75 

3,446 

3.517 

$ 

16,877 

5.588 

3,058 

5.720 

3.7"8 

5.870 

PURPOSE! 

3  1957-1996 

4 

Federal 

Aid 

Total 

(000) 

(000) 

S  39,337 

$  82,922 

40.290 

76,559 

45,000 

82.447 

34.015 

72,644 

34.015 

73,819 

$192,657 

8388,391 

34,015 

74,998 

34.015 

76.176 

34,015 

77.352 

34.015 

78.52" 

34,015 

79,707 

$170,075 

$386,762 

34.015 

80,895 

34.015 

82,064 

34,01  5 

83.249 

18.530 

68.941 

18.530 

70,120 

$139,105 

85S5.269 

18,550 

71.295 

18,570 

72.476 

18,55  1 

73<>:>> 

18,530 

74.828 

18,530 

76.009 

$  02,650 

8368,257 

$594,487 

81.528.659 

18.550 

77.528 

IS. 5  4) 

70.050 

18,530 

80.575 

18,530 

82 

18.550 

83,625 

$  02.050 

$402,877 

18,550 

85  A  27 

18.550 

»k<i52 

18.550 

SS.171 

18,550 

89,679 

18.550 

91,198 

8  92,650 

8440,827 

18.550 

"2.72" 

18.550 

94,248 

18.550 

95,757 

18,530 

97,276 

18.550 

"8.801 

S  'L\!.5o 

$478,811 

18.550 

\OK327 

18.550 

101.855 

1 8.55o 

103,359 

18.550 

104.85' > 

18.550 

106,570 

$   18,1.15 


8  "2<>5o 


$516,948 
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Table  27 

PROJECTION    OF    STATE    EXPENDITURES 

REQUIRED  TO  COMPLETE  13-YEAR 

CATCH-UP  PROGRAM1 


Construction 

Maintenance 

And 

Administration 

Debt 
Service 

Total 

1957 
1958 

$ 

(000) 

47,211 
47,211 
47,211 
47.211 
47,211 
47.211 
47.211 
47.211 
47.211 
47,211 
47,211 
47,211 
47,211 

(000) 

$  10.872 
10.872 
10.872 
10,872 
10,872 
10.872 
10.872 
10,872 
10,872 
10.872 
10,872 
10,872 
10,872 

(000) 

$     1,272 

(000) 

$  59,355 
58.083 

1959 

58,083 

1960 

58.083 

1961 

58,083 

1962 
1963 

58.083 
58,083 

1964 

58,083 

1965 

58,083 

1966 

58,083 

1967 

58,083 

1968 

58,083 

1969 

58,083 

First 
Years 

1970 
1971 

13 

$ 

$ 

513,743 

9,174 
9.174 
9,174 
9,174 
9,174 
9.174 
9,174 

$141,336 

$     8,971 
8,971 
8,971 
8,971 
8,971 
8.971 
8,971 

$     1,272 

$756,351 

$  18,145 
18,145 

1972 

18,145 

1973 

18.145 

1974 

18,145 

1975 

18,145 

1976 

18,145 

$127,015 


Next  7 

Years  $  64,218       $  62.797 

20-Year 

Total  $677,961         $204,133         $     1,272         $883,366 


'Assumes  urban  extensions  of  State  highways  as  full  obliga- 
tion of  State  Highway  Department. 
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Table  28 
PROJECTION  OF  COUNTY  EXPENDITURES  REQUIRED  TO  COMPLETE  13-YEAR  CATCH- 
UP PROGRAM  FOR  SECONDARY  ROADS  AND  20-YEAR  PROGRAM  FOR  OTHER  ROADS 


Year 


Secondary 
Roads 


(000) 


1957 $  20,036 

1958 20,036 

1959 20,036 

1960  20,036 

1961  20,036 

1962  20,036 

1963  20,036 

1964  20,036 

1965  20,036 

1966  20,036 

1967  20,036 

1968  20,036 

1969 20,036 


First  13  Years $260,468 


1970 
1971 
1972 
1973 
1974 
1975 
1976 


8,799 
8,799 
8,799 
8,799 
8,799 
8,799 
8,799 


Next  7  Years $  61,593 

20-Year  Total  $322  061 


Other 
Local 
Roads 


(000) 

$  13,366 
13.366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 

$173,758 

13,366 
13,366 
13,366 
13,366 
13,366 
13,366 
13,366 

$  93,562 
$267,320 


Miscellaneous 


(000) 

$  125 
128 
131 
135 
138 
141 
145 
148 
151 
155 
158 
161 
164 

$  1,880 

168 

171 
175 
178 
181 
184 
187 

$  1,244 
$  3,124 


Debt 
Service 


(000) 

$  51 
51 
51 
41 


$  194 


Total 


(000) 

$  33.578 
33.581 
33,584 
33,578 
33,540 
33.543 
33.547 
33,550 
33,553 
33,557 
33,560 
33,563 
33,566 


$  194 


$436,300 

22,333 
22,336 
22,340 

22,343 
22,346 
22,349 
22.352 

$156,399 
$592,699 


Table  29 
PROJECTION  OF  CITY  EXPENDITURES  REQUIRED  TO  COMPLETE  13-YEAR  CATCH-UP 
PROGRAM  FOR  CITY  ARTERIALS  AND  20-YEAR  PROGRAM  FOR  OTHER  STREETS1 


Arterial 
Streets 

Other 
Local 
Streets 

Miscellaneous 

Debt 
Service 

Total 

(000) 

(000) 

(000) 

(000) 

(000) 

1957 

$     1,920 

$ 

3,889 

$ 

66 

$     44 

$    5,919 

1958 

1,920 

3,889 

3,88'» 

68 

70 

44 
44 

5,921 

1959  . 

1,920 

5. "23 

1960 

1,920 

3,88'  1 
3,889 

3.8S1' 

73 

75 
77 

44 
44 
20 

5,926 

1961 

1,920 

5. "28 

1962  . 

1,920 

5,906 

1963 

1,920 

3,889 
3,889 

79 
82 

5,888 

1964  . 

1,920 

5.891 

1965 

1,920 

3.889 

84 

5,893 

1966  . 

1,920 

3,889 

86 

5.805 

L967 

1,920 

3^^ 

89 

5,898 

1968 

1,920 

3,^) 

91 

5,900 

1969  . 

13  Years 

1,920 

$ 

3,889 

93 

5.^02 

First 

24,960 

50,557 

$ 

1,033 

$  240 

S  76,790 

1970  . 

88 ' 

3.88" 

Of, 

4,867 

1971 

882 

3.889 
3,88') 
3,889 

3,880 

98 
100 
102 
105 

4,869 

1()72 

.    .         882 

4.S71 

1973 

882 

4.873 

1974 

882 

4,876 

1975 

8S2 

$ 

3,880 
3,880 

107 

10" 

4.878 

l"7" 

882 

4.880 

7  Years  

Next 

$    6,174 

27,223 

$ 

717 

$  34.114 

20- Y  ecu-  Total  .. 

$  31,134 

$  77.780 

$ 

1.750 

$  2-10 

$110,904 

'Assumes  Urban   Extensions  of  State   Highways  as  full  obligation  of  State  Highway  Department. 


Table  30 

HIGHWAY  PROGRAM  COSTS 

(13-YEAR  CATCH-UP)  VS.  ESTIMATED 

REVENUES  FOR  STATE  HIGHWAYS 

1957-1996 


Year 

1957 
1958 
1959 
1960 
1961 
1962 
1963 
1964 
1965 
1966 
1967 
1968 
1969 
1970 
1971 
1972 
1973 
1974 
1975 
1976 
1977 
1978 
1979 
1980 
1981 
1982 
1983 
1984 
1935 
1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 
1994 
1995 
1996 


Program 
Costs1 


Estimated 
Revenues- 


Deficit 


(000) 

$  54,492 
55,675 
58.130 
60,585 
63,040 
65,495 
67,336 
67,336 
67,336 
67,336 
54,448 
42,788 
32,354 
15,474 
16,287 
17,100 
17,913 
18,726 
20,351 
21,164 
24.070 
25.598 
27,195 
29,053 
31,151 
33,379 
35.696 
37,924 
39,952 
41.759 
41387 
44.125 
44.843 
45,640 
46.508 
47,356 
48.184 
48,971 
49,899 
50,826 


(000) 

52,856 
52,820 
57,944 
47,477 
48,199 
48.913 
49,627 
50,349 
51,063 
51,777 
52,502 
53,217 
53,938 
39,167 
39,881 
40,603 
41,320 
42,020 
42,756 
43,471 
44,178 
44,906 
45.621 
46,327 
47,042 
47.749 
48,464 
49,170 
49,885 
50,592 
51.306 
52,013 
52.728 
53,435 
54,149 
54,863 
55,570 
56,284 
56,992 
57,890 


(000) 

1,636 

2,855 

186 

13,108 

14,841 

16,582 

17,709 

16,987 

16,273 

15,559 

1,946 


Surplus 


(000) 


10,429 

21.584 

23,693 

23,594 

23,503 

23,407 

23,294 

22,405 

22,307 

20,108 

19,308 

18,426 

17,274 

15,891 

14.370 

12,768 

11,246 

9,933 

8,833 

7,919 

7,888 

7,885 

7.795 

7.641 

7.507 

7,386 

7,313 

7.093 

7.064 


'Includes  construction,  maintenance,  administration  of  rur- 
al and  urban  sections  of  Primary   Highways. 

2Does  not  include  Federal-Aid  Secondary  funds  from  Fed- 
eral sources  or  required  matching  funds  from  State 
sources.     These  funds  are  included  in  county  sources. 


Table  31 

HIGHWAY  PROGRAM  COSTS 

VS.  ESTIMATED  REVENUES  FOR 

COUNTY   ROADS, 

Secondary  and  Local,  1957-19961 


Year 

1957 
1958 
1959 
1960 
1961 
1952 
1963 
1964 
1965 
1966 
1967 
1968 
1969 
1970 
1971 
1972 
1973 
1974 
1975 
1976 
1977 
1978 
1979 
1980 
1981 
1982 
1983 
1984 
1985 
1986 
1987 
1988 
1989 
1990 
1991 
1992 
1993 
1994 
1995 
1996 


Program 
Costs2 


Estimated 
Revenues1 


Deficit 


Surplus 


(000) 

$  33,578 
33,581 
33,584 
33,578 
33,540 
33.543 
33,547 
33.550 
33,553 
33,557 
33.560 
33,563 
33,566 
22,333 
22,336 
22.340 
22,343 
22,346 
22,349 
22,352 
24,022 
25,448 
26,995 
28,681 
30,387 
32,173 
33,960 
35,546 
36,771 
37,684 
38.404 
38,920 
39,426 
40,004 
40.600 
41.275 
41.972 
42.628 
43.325 
43.991 


(000) 

$  26,574 
20,124 
20,765 
21,305 
21,638 
21,979 
22,320 
22,653 
22,993 
23,334 
23,674 
24,007 
24,348 
24,688 
25,029 
25,362 
25,702 
26,036 
26,376 
26,717 
27,308 
27,886 
28,478 
29,072 
29,662 
30.241 
30.831 
31,422 
32,000 
32.590 
33.187 
33,777 
34,356 
34.946 
35,537 
36.127 
36,711 
37.301 
37,879 
38,470 


$ 


(000) 

7,004 

13,457 

12,819 

12,273 

11,902 

11,564 

11,227 

10,897 

10,560 

10,223 

9,886 

9,556 

9,218 


725 
1,932 
3,129 
4,124 
4,771 
5,094 
5,217 
5,143 
5,070 
5,058 
5,063 
5,148 
5,261 
5,327 
5,446 
5,521 


(000) 


2,355 
2,693 
3,022 
3,359 
3,690 
4,027 
4,365 
3,286 
2,438 
1,483 
391 


'Catch-up  period  13-years  for  Secondary,  20-years  for  local. 
"Includes  construction,  maintenance  and  administration. 
"Includes    Federal-Aid    Secondary   funds    from    the    Federal 
government  and  matching  funds  from   State  sources. 
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Table  32 

HIGHWAY   PROGRAM  COSTS   VS. 

ESTIMATED  REVENUES'  FOR  CITY 

STREETS, 

(Arterials  and  Local) 

1957-1996 


Year 


Program 
Costs- 


Estimated 
Revenues 


Deficit 


(000) 

(030) 

1957 

$  5,919 

$  3.492 

1958 

5,921 

3,615 

1959 

5,923 

3,738 

1960 

5,926 

3,862 

1961 

5.928 

3,982 

1962 

5,006 

4,106 

1963 

5,888 

4,229 

1964 

5,891 

4,350 

1965 

5,893 

4,473 

1966 

5,895 

4,596 

1967 

5.898 

4,719 

1963 

5,900 

4,840 

1969 

5,902 

4,963 

1970 

4.867 

5,086 

1971 

4,860 

5,210 

1972 

4,871 

5,330 

1973 

4.873 

5,454 

1974 

4,876 

5.573 

1075 

4,873 

5.696 

1976 

4,880 

5,821 

1977 

5,002 

6,042 

1978 

5,209 

6,258 

1979 

5,443 

6,478 

191  0 

5,670 

6.700 

1981 

5.017 

6.921 

19S2 

6,144 

7,137 

1983 

6.368 

7,357 

1984 

6,546 

7.570 

1985 

6,712 

7.704 

1986 

6.857 

8,016 

1987 

7,014 

8,236 

1988 

7,131 

8.458 

1989 

7.278 

8,673 

L990 

7.401 

8,895 

1991 

7,569 

9,115 

1992 

7.716 

<l.W7 

1993 

7,873 

lK552 

1994 

8,027 

9.774 

1995 

8,194 

9,988 

1996 

8,348 

10,210 

(000) 

2,427 
2,306 
2,185 
2.064 
1,946 
1,800 
1,659 
1,541 
1,420 
1,299 
1,179 
1,060 
939 


Surplus 


(000) 


219 

341 

459 

581 

697 

818 

941 

1,040 

1,049 

1.035 

1.030 

1,004 

993 

!  >8!  I 

1,033 

1,082 

1,159 

1 .222 

1.327 

1,395 

1,494 

1,546 

1,661 

1,679 

1,747 

1,794 

1,862 


'Catch-up  period  13  years  for  arterial  streets,  20  years  local 
streets. 

"Includes  construction,  maintenance  and  administration. 
Dots  not  include  urban  extensions  of  State  Primary  High- 
ways which  are  shown  as  a  Slate  responsibility. 


Table  33 

HIGWAY  PROGRAM  COSTS  VS. 

ESTIMATED  REVENUES  FOR  ALL  ROAD 

AND  STREET  PURPOSES 

1957-1996 

(13-Year  Catch-up  Primary  and   Secondary; 

20-Year  Catch-up  Local  Systems) 


Program 
Costs 

Estimated 
Revenues 

Deficit 

Surplus 

1057 
1958 

(000) 

$  03.080 

95,117 

07.637 

100,080 

102,508 

104,044 

106.771 

106.777 

106,782 

106,788 

93,006 

82.251 

71.822 

42.674 

43,402 

44,311 

45.120 

45.048 

47.578 

48.396 

53,094 

56,255 

59,633 

63,404 

67,455 

71,696 

76,024 

80.016 

83,435 

86,300 

88,805 

"0,176 

91,547 

93,045 

04.677 

96,347 

"8,02" 

99,626 

101.418 

102,605 

(000) 

$  82.022 
76.559 
82,447 
72,644 
73.819 
74.908 
76,176 
77J52 
78.529 
79,707 
80.895 
82,064 
83.249 
68.941 
70.120 
71,295 
72.476 
73,620 
74.828 
Jo.OOO 
77.528 
79,050 
80.577 
82,000 
83.625 
85.127 
86.652 
88.171 
89,679 
91,198 
"2.72" 
"4.248 
"5,757 
"7.270 
98,801 
100.3.  .7 
101.833 
103.350 
10-1,850 
10i  -.570 

(000) 

S  11.067 
18.618 
15.100 
27,445 
28.689 
29.946 
30,595 
29.425 
28.253 
27.081 
13,011 
187 

(000) 

$  

1959 

1960 

1961 

1962 

1963 

1964 

1965 

1966 

1967 

1968 

1960 

11.427 

1070 

26,267 

1071 

26.628 

1072 

26,984 

1073 
1974 

27M7 
27,681 

1075 

27.250 

1976 

27,613 

1977 

24,434 

1078 

"2.7"5 

1079 

20."44 

1080 

18,695 

1981 

16.170 

1982 

13.431 

1083 

10,628 

1084 

8,155 

1985 

6,  '44 

1986 

4,898 

1 '  >87 

3. "24 

I '  188 

4.072 

1939 

4,  M0 

1990 

4.231 

199] 

4.124 

1992 

4.020 

1993 

3.S04 

1994 

3,733 

1995 

3,441 

1996 

3,905 

94 


Table  34 
ESTIMATED  VEHICLE  REGISTRATION,  1955 

Non-Farm  Vehicles 


Farm  Vehicles 


Weight 
Classification 


Trucks  & 
Tractors 


Trailers 


Buses 


Trucks 


Trailers 


Total 


Exempt   15.018 

Under  6.000 27.313 

6.000-    8,000    2,862 

8.000-10,000    1,771 

10,000-12,000   1,173 

12,000-14,000    1.416 

14,000-16,000    1,812 

16.000-18.000    1,870 

18,000-20.000    1,659 

20,000-22,000    . 1,586 

22,000-24,000 1,351 

24,000-26,000    744 

26.000  -  28,000    540 

167 

153 

123 

303 

143 

202 

856 


28,000-30,000  . 
30,000-32,000 
32,000-34,000 
34,000  -  36,000 
36,000-38,000 
38,000-40,000 
40,000-42,000  . 
Over  42,000 


Sub-total  46,044 

Total  Trucks,  Buses  and  Trailers 51,062 

Passenger  cars  

Exempt  passenger  cars 

Motorcvles    


-415 

11,681 
230 
162 
153 

124 
174 
741 


42 

33 

44 

190 

1,053 

25 

359 

157 

12 

62 

15.242 
15,657 


'813 

24 
19 
26 
16 
11 
21 
17 
40 

26 

183 

17 

1 


409 
1 .222 


16,294 

8,335 

5,146 

2,395 

2,326 

2,692 

3.796 

4,922 

4,510 

2,689 

859 

338 

98 

23 


54,423 
54,423 


6,593 
85 

55 
29 
48 
23 
156 


6 

4 
10 

4 
19 
14 

8 
26 

2 


7,082 
7,082 


Total  All  Vehicles. 


6,246 

61.905 

11.531 

7,160 

3,766 

3<)25 
4.722 
6.580 
6,621 
6.096 
4,114 
1  ,X23 
949 
460 
,248 
162 
670 
334 
216 
918 


1 23, 2C0 

129,446 

232,501 

4 1.205 

1,216 

364.369 


1, 


'State  and  local  3,543  Federal  1,475 

2S'ate  and  local  406   Federal  9 

'State  and  local  801    Federal  12 

'State  and  local  872  Federal  334 


Table  35 
ESTIMATED  TRAFFIC  BY  SYSTEMS 


1956 

System  Veh.  Miles 

(000) 

Rural 

Interstate    642,738 

Primarv  971,816 

Secondarv  356,988 

Local  Roads  263,422 

Total  Rural  2,234.954 

Urban 

Interstate    18  873 

Primary  159,755 

Arterials    97.819 

Local    146,732 

Total  LTrban  423.179 

Total  All  Svstems 2,658.143 


1966 
Veh.  Miles 

1976 
Veh.  Miles 

1986 
Veh.  Miles 

(000) 

875.870 

1.324.450 

486  760 

358.880 

(000) 

1,109.621 

1.677,740 

616,303 

454,770 

(000) 

1.344.920 

2.033,511 

746.992 

551,206 

3,015.960 

25.580 
217,600 
131260 
199,900 

3,858,434 

32,582 
275.800 
168,874 
253,314 

730,570 
4,589,004 

4,676,629 

3(),491 
334.284 
204,685 
307,030 

576,340 
3,622,300 

885,490 
5,562,119 
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Table  36 
ESTIMATED  AVERAGE  FUEL  CONSUMPTION  AND 
AVERAGE  ANNUAL  MILEAGE 


Type  and  Gross 
Loaded 
Weight 

Fuel 
Consumption 

Average  Annual 

Miles  Per 

Vehicle 

Type  and  Gross 
Loaded 
Weight 

Fuel 
Consumption 

Average  Annual 

Miles  Per 

Vehicle 

Passenger  cars 

(Miles  per  Gallon) 

14.80 

10.80 
8.75 
6.49 
5.57 
4.93 

es 

9.09 
6.55 
5.65 
5.49 
5.45 

8,239 

4,697 
2,980 
3,507 
4,252 
7,269 

7,416 
9,592 

7,5S5 

23,714 

267,555 

(Miles  per  Gallon) 

Trucks  and  Combinations 
Under  6,000 10.80 

4,310 

Farm  Vehicles 
Under  6,000.... 

6,000-  12,000 
12,000  -  18,000  .... 

8.68 
6.59 

22.765 

9,620 

6,000-  12,000 
12,000-  18,000  

18,000-24,000 
24,000-30,000   .... 

5.55 
5.12 

13,575 

13,331 

18,000-24,000   . 

30,000  -  36,000  ..  . 

4.63 

14.890 

24,000-32,000  

36,000-42,000  .... 

4.63 

26.642 

Commercial  Vehic 

42,000-48,000   .... 

4.98 

49,500 

Busses 

48  000  -  54,000  . . 

4.72 

53,000 

6,000-  12,000 

54,000-60,000  .... 

4.51 

58,000 

12,000-  18,000  

60,000-66,000  .... 

4.33 

18,000-24,000  

67,000 

66,000-72,000  .... 

4.19 

24,000  -  32,000 
32,000  -  38,000 

67.000 

72,000  -  78,000 

4.03 

67.000 

Table  37 
AVERAGE  ANNUAL  TRAVEL— MONTANA  VEHICLES 

Passenger  Cars                                     Trucks  All  Vehicles 

Percent  of  Percent  of  Percent  of 

System  of  Travel                                                          Miles                         Travel  Miles  Travel  Miles                     Travel 

Primary  Rural 4.802                 56.0  2.791  45.1  4.198               53.4 

Secondary   Rural  801                    9.3  683  11.0  767                  9.8 

Other  Rural  1,150                 13.4  1,782  28.8  1.340               17.0 

Total    6,753                7^.7  5,256  S4.(>  (..305               S0.2 

City  Streets  1,385               16.2  595  9.6  1,148              14.6 

Total   8,138               94.9  5,851  "4.5  7.453              94.8 

Out  of  State  439                 5.1  340  5.5  408                5.2 

TOTAI S,577             100.0  6,19]  100.0  7,861            100.0 

Source:     Motor  Vehicle  Use  Study 
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Table  38 
TRUCK  WEIGHT  TRENDS  IN  MONTANA 


Vehicle  Type 


Average  Average 

Loaded  Loaded 

Weight  Percent  of       Weight     Percent  of 

(Tons)  Traffic          (Tons)         Traffic 


Solo  Trucks  

3.0 

18.06 

5.5 

14.98 

Tractor-Semi- 

Trailer    

10.6 

1.22 

22.3 

2.83 

Truck  and  Trailer 

16.5 

0.63 

32.7 

1.14 

All  Trucks 

4.2 

19.91 

10.4 

18.95 

Passengers  Cars 

and  Others 

80.09 

.... 

81.05 

TOTAL  

100.00 

100.00 

Source:    Annual  Loadometer  Studies.     Limited  observations 
on   Primary  routes   during  short  summer  periods. 


Table  40 

APPORTIONMENT    OF   STATE   CONSTRUC- 
TION FUNDS  TO  THE  FEDERAL-AID 
"URBAN" SYSTEM 

For  the  Fiscal  Year  Ending  June  30,   1957 

Population  Percentage 

Per  1950  For  Fund 

Urban  City                                                   Census  Allocation 

Anaconda    11,254  4.8669 

Billings  and  Environs 36,011  15.5732 

Bozeman  11,325  4.8976 

Butte  and  Environs 41,908  18.1234 

Glendive    5,254  2.2721 

Great  Falls  and  Environs..     40,663  17.5850 

Havre  8,086  3.4968 

Helena  .-. 17,581  7.6030 

Kalispell    9,737  4.2108 

Lewistown   6,573  2.8425 

Livingston    7,683  3.3226 

Miles  City  9,243  3.9972 

Missoula 'and  Environs 25,919  11.2089 

TOTAL 231,237  100.0000 


Table  39 
TRAVEL  AND  WEIGHT  DATA 

Registration  Vehicle  Miles1 

Vehicle  Type  Number  Percent  Number  Percent 

(000) 

Passenger  Cars  215,690  68.6  1,750,463  71.8 

Buses 1,156  0.4  15,561  0.6 

Solo  Trucks : 

Pickup  and  Panel  47,717  15.2  329,152  13.5 

2  axle  (4  tire) 20,296  0.9 

2  axle  (6  tire) 47,441  15.0  217,728  8.9 

3  axle  961  0.3  21,120  0.9 

TOTAL   96,119  30.5  588,296  24.2 

Combinations : 

Tractor-Semi-Trailer  884  0.3  53,506  2.2 

Truck-Trailer 480  0.2  29,311  1.2 

TOTAL 1,364  0.5  82.817  3.4 

GRAND   TOTAL 314,329        100.0  2,437,137  100.0 

Source:    Planning  Survey  Motor  Vehicle  Use  Study  &  Loadometer  Data  1953. 
'Includes  out  of  State  vehicles. 
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Ton  Miles 


Number 

Percent 

(000) 

3,500,926 

43.4 

178,951 

2.2 

822,880 

10.2 

71.036 

0.9 

1.393,459 

17.3 

264,000 

3.3 

2,551,375 

1,059,418 
767,948 

1,827,366 

8,058,618 


31.7 

13.2 
9.5 

22.7 
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Table  41 


COMPUTATION     OF     FACTOHS     AMD     PERCENTAGES     FOJ1     AITORTIONING 
STATK     CONSTRUCTION     FUNDS     FOB     THE     FEDERAL     AID     SECONDARY     SYSTEM 
FOR     THE     FI3CAL     YEAR     BEOINNINO     JULY  1,   1956     AND     ENDINO     JUNE     30,      1957 


July  23,  1956 


QUANTITY  DISTRIBUTION  OF  FACTORS  BY  COUNTY  AND  FINANCIAL  DISTHICT 


RATIO     OF 
CHANGE 
IN  VEHICLE 
RBOJSTR. 
C0L.2  «  COL. 


PERCENTAGE  DLUT^IIilTTION  OF  FACTORS 


COUNTY  AND 
FINANCIA1  DISTRICT 


1950 
VEHICLE 
REGISTR. 


1955 
VEHICLE 
REGISTR. 


1950 

RURAL 

POFUL. 


ADJUSTED 

1955 

RURAL 
POPULATION 


-jrr 

30,278 
16,039 
14.813 
61,930 


1955 

LAND 
AREA 


1955 

RURAL 

ROAD 

MILEAGE 


1955 

VALUE  OF 
RURAL 

LANDS 


ADJUSTED 
1955 
RURAL 
POPULATION 


T9T 
6.4312 

3.5767 

13,1543 


1955 

LAND 
AREA 


1955 

RURAL 

ROAD 

MILEAGE 


tut 

2.0169 
1.3860 
1-7525 
5.1554 


1955 

VALUE  OF 
RURAL 
UNDS 


COMBINATION 
OF  FOUR 
FACTORS 


TUT 
3.6513 
1.9400 
2.1776 
7.7709 


Flathead 
Lake 
Lincoln 
Fin.   Diet.   No.   1 


(1) 

13,835 

5,550 


22,81 


(2) 
19,253 

6,755 
5.850 
31,858 


T4T 
21,758 
13,835 

8.693 
44,286 


ToT 
5,177 
1,500 
3.71? 
10,392 


T77 

1,323.673 

909.637 

1.150.11/i 


3,383.424 


TIT 
7,428,300 
5,046,355 
3.621.093 
16,095,748 


(ToT 

3.5554 
1.0301 
2-55U 
7.1369 


Blaine 
Glacier 
Hill 
Liberty 
Toole 
Fin.   Diet.  No.  2 


3,346 
4,299 
6,578 
1,559 
4.094 
19,876 


4,013 
5,600 
9,464 
2,805 
5.395 
27,277 


8,516 
9,645 
6,199 
2,180 
6.867 
33,407 


10,213 

12,564 
8,919 
3,922 

9.049 
44,667 


4,267 
2,974 
2,926 
1,459 

1.965 


13,591 


2,488.557 
1,114.798 
2,731.546 
1,151,935 
l.?42-416 


9,029.252 


6,349,425 
2,845,606 
8,732,677 
5,984,168 
4.7^,861 


28,641,757 


2.9305 
2.0424 
2.0095 
1.0020 
1-3495 


9.3339 


3.7919 
1.6987 
4.1622 
1.7552 
2-3502 


13.7582 


2.2238 

0.9965 
3.0584 
2.0958 
1-656? 


10.0310 


2.7789 
1.8516 
2.7812 
1.4215 

i-ei?? 

10.65.".'V 


Daniels 
Phillipe 
Roosevelt 
Sheridan 
Valley 
Fin.  Dist.  No.  3 


2,319 
3,201 
4,715 
3,978 

?.?2j 

19,736 


3,130 
4,120 
7,021 
4,768 
7.385 
26,424 


1.3497 
1.2871 
1.4891 
1.1985 
1.3371 
1.3440 


3,946 
6,334 
9,580 
6,674 
11.353 
37,887 


1,443 
5,229 
2,385 
1,700 
4.961 
15,718 


1,020.101 
1,894.510 
1,437.621 
1,486.533 

2.H7-?3? 


8,4867704 


5,189,047 

5,262,944" 

4,951,681 

6,994,477 

6.702.596 


29,100,745 


1.1313 
1.7315 
3.0302 
1.6991 
3 '2243 
10.8164 


0.9910 
3.5911 
1.6380 
1.1675 
3-4071 


10.7947 


1.5544 
2.8867 
2.1906 
2.2651 
4-0347 


12.9315 


1.8174 
1.8432 
1.73a 
2.4497 
2-3474 
10.1918 


1.3735 
2.5131 
2.1482 
1.8954 
3-2534 
!:.'■: 


Dawson 
McCone 
Prairie 
Richland 
Wibaux 
Fin.   Diet. 


4,363 
2,037 
1,212 
4,983 
1.090 
137385 


7,153 

2,734 
1,565 

6,087 
1.377 
18,916 


1.6394 
1.3421 
1.2912 
1.2216 
1.2633 
1.3246 


3,838 
3,258 
2,377 
10,366 

l.?07 
21,746 


6,292 
4,373 
3,069 

12,663 
2.409 

28,806 


2,358 
2,594 
1,727 
2,065 


9^33 


1,185.230 
1,843.673 

724.117 
1,198.883 

632.868 


5,584.779 


5,828,799 
5,865,646 
2,631,526 
5,385,033 
2.510,236 


22,221,240 


1.3365 
0.9288 
0.6519 
2.6897 
0.5117 
6.1186 


1.6194 
1.7815 
1.1861 
1.4182 
0.6105 


6.6157 


1.8060 
2.8093 
1.1034 
1.3268 
0.9642 
8.5097 


2.0413 
2.0543 
0.9216 
1.8860 
0.8791 
7.7823 


1.7008 
1.8935 
0.9658 
1.9552 

0-7413 
7.2566 


Fergus 
Oarfield 
Petroleum 
Fin. Diet.  No. 


7,244 

1,090 

645 

8,979 


8,742 
1,247 

7i9 

10,758 


4,244 
4,595 

li6Ji 

10,490 


1,934.579 
1,415.209 

729.334 


4,079.122 


13,334,356 
4,293,769 
1-594.386 


19,222, 511 


1.9074 
0.5279 
0.2597 

2.6950 


2.9146 
3.1557 
1-1339 


2.9478 
2.1564 
1.1U3 
6.2155 


4.6700 
1.5038 
0.5584 
6.7322 


3.1099 
1.8360 
0.7658 
5.7117 


Cascade 
Chouteau 
Judith  Basin 
Pondera 
Teton 
Fin.   Diet.   No.  6 


21,528 
4,881 
2,258 
4,142 
4.680 

37,489 


29,250 
6,589 
2,547 
5,126 
5.793 

49,305 


12,364 
6,974 
3,200 
6,392 
7.232 

36,162 


16,798 
9,4M 
3,609 
7,910 


2,659 

3,920 
1,880 
1,643 
2.294 


12,396 


1,329.723 

2,977.240 

993.853 

1,191.783 

1.615-710 


8,108.309 


10,276,985 
12,690,815 
7,596,293 
7,544,080 
8,421.207 


46,529,380 


1.8261 
2.6921 
1.2911 
1.1284 
1.5755 
8.5132 


2.0261 
4.5365 
1.5144 
1.8160 

2.4619 


12.3549 


3.5992 
4.4446 
2.6604 
2.6421 
2.9493 


16.2956 


2.7549 

3.4182 
1.5581 
1.8167 
2.2220 
11.7699 


Broadwater 
Jefferson 
Lewis  and  Clark 
Fin.   Dlat.   No.   7 


1,660 
1,601 

10.687 
13,948 


1,983 
2,040 

17,017 


2,922 
4,014 
6.959 
13,895 


3,490 
5,115 

8.461 
17,066 


1,243 
1,651 
3.477 
6,371 


817.524 

730.103 

1.170.271 


2,601,609 
1,241,038 
4.063.512 
7,906,159 


0.7413 
1.0865 


0.8537 
1.1338 
2.3879 
4.3754 


0.9112 
0.4346 
1.4232 
2.7690 


0.93W 
0.9419 
1.8478 
3.7277 


Granite 
Mineral 
Missoula 
Powell 
Ravalli 
Sanders 
Fin.   Dist.   No.   8 


1,367 
861 

14,340 
2,959 
5,852 
3.056 

28,435 


1,875 
1,552 

20,115 
4,157 
7,074 
4.059 

38,832 


2,773 
2,081 
9,574 
6,301 

13,101 
6.983 

40,813 


3,803 

3,751 
13,429 

8,852 
15,836 

9.275 
54,946 


1,733 
1,223 
2,613 
2,337 
2,384 
2,811 


13,101 


486.498 
448.651 
949.676 
665.088 
853.460 
1.056.188 


4,459.561 


2,421,086 
590,561 
4,574,280 
4,550,629 
4,252,289 
3,204.889 


19,593,734 


0.i»78 
0.7967 
2.8524 
1.8803 
3-3636 
1.9701 
11.6709 


1.1902 
0.8399 
1.7945 
1.6050 
1.6373 
1.9305 
8. 9974 


0.7413 
0.6836 
1.447' 
1.0134 
1.300i» 
1.6094 
6.7952 


0.8479 
0.2068 
1.6020 
1.5937 
1.4893 
1.1224 
6.862] 


0.8968 
0.6318 
1.9240 
1 .5231 
1.9476 
1.6581 
8.5814 


Beaverhead 
Deer  Lodge 
Madison 
Silver  Bow 
Fin.  Dist.  No.  9 


3,464 

5,424 

2,930 

16.333 

28,151 


1.2081 
1.3602 
1.0819 
1.3266 
1.2416 


6,671 
5,299 
5,998 
6.514 
24,482 


8,059 
7,208 
6,489 
8.641 
30,397 


5,556 

738 

3,530 

_Z16 


10,540 


1,328.956 
253.041 

1,208.200 
341.020 


3,131.217 


4,658,799 
1,820,735 
4,577,693 
789.650 


11,846,877 


1.7118 
1.5310 
1.3783 
1.8354 
6.4565 


3. 8157 
0.5069 
2.4243 
0.4917 
7.2386 


2.0250 
0.3856 
1.8410 
0.5195 
4.7711 


2.2960 
0.7653 
1.8117 

0.7808 
5.6538 


Gallatin 
Meagher 
Park 

Sweetgrass 
Wheatland 
Fin.   Diet.   No.   10 


10,389 
1,127 
5,956 
2,023 
1.802 

21,297 


12,912 
1,538 

7,251 
2,261 

1.945 
25,907 


1.2428 
1.3646 
1.2174 
1.1176 
1.0793 
1.2078 


10,577 
2,079 
4,316 
3,621 
3.187 

23,780 


13,145 
2,837 
5,254 
4,047 
3.440 

28,723 


2,517 
2,354 
2,627 
1,846 
1.422 
10,766 


1,203.664 
742.363 
718.049 
554.100 
630.682 


3,848.858 


9,267,860 
3,866,090 
4,784,794 
4,132,332 
3.197,092 


25,248,168 


3.2458 
1.3540 
1.6757 
1.4472 
1.U97 
O424 


2.4002 
1.1761 
1.4225 
1.1047 
0.9470 
7.0505 


Big  Horn 
Carbon 

Golden  Valley 
Musselshell 
Stillwater 
Treasure 
Yellowstone 
Fin.   Dist.   No.   11 


4,435 

4,417 

773 

2,644 

2,833 

717 

25.323 

a,  142 


5,239 

5,114 

845 

2,985 

3,562 

935 

38.618 

57,298 


1.1812 
1.1577 
1.0931 
1.1289 
1.2573 
1.3040 
1.5250 
1.3078 


9,824 
10,241 
1,337 
5,408 
5,416 
1,402 
19.864 
53,492 


11,604 
11,856 
1,461 
6,105 
6,810 
1,828 
30.293 
69,957 


5,033 
2,070 
1,178 
1,886 
1,797 
984 
2.635 
15,583 


1,253.078 
980.005 
715.452 

1,072.480 
995.040 
376.527 

1.851.155 


7,243.737 


4,753,257 
7,097,300 
2,167,111 
2,983,060 
5,735,887 
2,103,677 
11.222.031 


36,062,323 


2.4648 
2.5183 
0.3103 
1.2968 
1.4465 
0.3883 
6.4344 
14.8594 


3.4565 
1.4216 
0.8090 
1.2952 
1.2341 
0.6758 
1.8097 


10.7019 


1.9094 
1.4933 
1.0902 
1.6342 
1.5162 
0.5737 
2.8205 
11.0375 


1.6647 
2.4857 
0.7589 
1.0448 
2.0088 
0.7368 

3-?3oa 
12.6299 


2.3738 
J  .9797 
0.7421 
1.3178 
1.5514 
0.5937 
3-7487 
12.3  rtz 


Carter 
Custer 
Fallon 
Powder  River 
Rosebud 
Fin.   Dist.   N 


1,280 
5,803 
1,931 
1,502 
2.649 
13,165 


1,739 
7,003 
2,793 
1,815 
3.038 
16,388 


1.3585 

1.2067 
1.4464 
1.2083 
1.1468 
1.2544 


2,798 
3,418 
3,660 
2,693 
6.570 
19,139 


3,801 
4,125 
5,294 
3,254 
7.534 
24,008 


3,313 
3.765 
1,633 
3,285 
5,032 
17,028 


818.767 

994.316 

944.367 

1,111.598 

1.686.398 


5,555.446 


4,801,846 
5,060,273 
3,297,337 
4,350,778 
5,473,947 


23,064,181 


2.2753 
2.5857 
1.1215 
2. 2560 
3-4558 
11.6943 


1.7097 
1.7722 
1.1548 
1.5238 
1-9171 
8.0776 


1.5099 
1.6873 
1.2099 
1.5412 
2.3857 
3.3340 


State  Total 


268,721 


356,381 


145,609 


65,628.307 


285,532,824 


Table  43 
WEIGHT-MILE  TAX  RATES,  OTHER  STATES 

Oregon 


Idaho 


Schedule  A 

Schedule  B 

Gross 

Vehicle 

Ton 

Vehicle 

Ton 

Vehicle 

Ton 

Weight 

Mile  Fee 

Mile  Rate 

Mile  Fee 

Mile  Rate 

Mile  Fee 

Mile  Rate 

(mills) 

(mills) 

(mills) 

(mills) 

(mills) 

(mills) 

0-     6,000 

1.5 

0.6C 

5.5 

2.20 

6,000-    8,000 

2.5 

0.71 

7.0 

2.00 

8,000  -  10,000 

3.5 

0.78 

8.5 

1.89 

10,000  -  12,000 

4.5 

0.81 

10.0 

1.81 

12,000-14,000 

5.5 

0.85 

11.5 

1.77 

14,000  -  16,000 

6.5 

0.86 

13.0 

1.73 

16,000  -  18,000 

7.5 

0.88 

14.5 

1.70 

5.25 

0.61 

18,000  -  20.000 

8.5 

0.89 

16.0 

1.68 

5.95 

0.62 

20,000  -  22,000 

9.5 

0.90 

17.5 

1.66 

6.65 

0.70 

22,000  -  24,000 

10.5 

0.91 

19.0 

1.65 

7.35 

0.70 

24,000  -  26.000 

11.5 

0.92 

20.5 

1.64 

8.05 

0.64 

26,000  -  28.000 

12.5 

0  93 

22.0 

1.63 

8.75 

0.65 

28,000  -  30.000 

13.5 

0.93 

23.5 

1.62 

9.45 

0.65 

30.000  -  32,000 

14.5 

.     0.93 

25.0 

l:6l 

10.15 

0.65 

32,000  -  34,000 

15.5 

0.94 

26.5 

1.60 

10.85 

0.66 

34.000  -  36.000 

16.5 

0.94 

28.0 

1.60 

11.55 

0.66 

36,000  -  38,000 

17.5 

0.94 

29.5 

1.59 

12.25 

0.66 

38.000  -  40,000 

19.0 

0.97 

31.0 

1.58 

13.30 

0.68 

40.000  -  42.000 

20.5 

1.00 

32.5 

1.59 

14.35 

0.70 

42.000  -  44,000 

22.0 

1.02 

34.0 

1.58 

15.40 

0.71 

44,000  -  46,000 

23.5 

1.04 

36.0 

1.60 

16.45 

0.73 

46,000  -  48,000 

25.0 

1.06 

38.0 

1.61 

17.50 

0.74 

48,000  -  50,000 

26.5 

1.08 

40.0 

1.63 

18.55 

0.75 

50,000  -  52,000 

28.0 

1.09 

42.0 

1.64 

19.60 

0.76 

52,000  -  54,000 

29.5 

1.11 

44.0 

1.66 

20.65 

0.79 

54,000  -  56,000 

31.0 

1.12 

46.0 

1.67 

21.70 

0.79 

56,000  -  58.000 

32.5 

1.14 

48.0 

1.68 

22.75 

0.79 

58,000  -  60,000 

34.0 

1.15 

50.0 

1.69 

23.80 

0.80 

60,000  -  62,000 

35.5 

1.16 

52.0 

1.70 

24.85 

0.81 

62,000  -  64,000 

37.0 

1.17 

54.0 

1.71 

25.90 

0.82 

64,000  -  66,000 

38.5 

1.18 

56.0 

1.72 

26.95 

0.83 

66,000  -  68,000 

40.0 

1.19 

58.0 

1.73 

28.00 

0.84 

68,000  -  70,000 

41.5 

1.20 

60.0 

1.74 

29.05 

0.84 

70.000  -  72,000 

43.0 

1.21 

62.0 

1.74 

30.10 

0.85 

72,000  -  74,000 

45.5 

1.24 

65.0 

1.78 

31.85 

0.87 

74,000  -  76,000 

48.0 

1.28 

68.0 

1.81 

33.60 

0.89 

76,000  -  78,000 

35.35 

78,000  -  80,000 

37.10 

Table  44 
WEIGHT  TAX  BASIS  FOR  LICENSING  MOTOR  TRUCKS  AND  COMBINATIONS  IN  THE 

VARIOUS  STATES 


Declared  Maximum  Gross  Weight 


Arkansas 

Connecticut 

Delaware 

Idaho 

Illinois 

Indiana 


Arizona 

California 

Colorado 


Iowa 

Kentucky 

Louisiana 

Maine 

Massachusetts 

Mississippi 

Florida 

Maryland 

Michigan 


Missouri 

Montana 

Nebraska 

New  Hampshire 

New  Tersey 

New  York2 


North  Carolina 
North  Dakota 
Oklahoma 
Pennsylvania 
Rhode  Island 
Tennessee 


Empty,  Actual  or  Unladen  Weight 
Minnesota  Ohio 

Nevada  Oregon 

New  Mexico  South  Carolina 

Manufacturer's  Rated  Capacity 


Vermont 
Virginia 
Washington 
West  Virginia 
Wisconsin 


South  Dakota 
Texas 
Utah 
Wyoming 


Alabama 


Georgia1 


Kansas3 


'Trailers  by  empty  weight. 

2Tractors  by  unladen  weight. 

3Not  less  than  rated  capacity  nor  more  than  douhle. 
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Table  46 


BASIS  FOR  REGISTRATION  OF  PASSENGER  CARS 


FLAT  FEE: 
Alabama 
Arizona 
California 
Connecticut 
Kentucky 
Louisiana 
Nevada 
Ohio 
Oregon 
Pennsylvania 
Utah 
Virginia 
Washington 
Wisconsin 
Wyoming 

FLAT  FEE  AND  AGE. 
Idaho 
Vermont 

EMPTY  WEIGHT  OR 

WEIGHT  GROUPS: 
Delaware 
Florida 
Maryland 
Montana 
Nebraska 
New  Jersey 
North  Carolina 
Tennessee 
Texas 
District  of  Columbia 

WEIGHT  GROUPS 
AND  HORSEPOWER: 

Indiana 

WEIGHT  GROUPS 
AND  AGE: 

Minnesota 
North  Dakota 
South  Dakota 

SHIPPING  WEIGHT 

100-POUND 
INTERVALS: 

Colorado 

Michigan 

New  York 

West  Virginia 

100-POUND 
INTERVALS 
AND  AGE: 

New  Mexico 

100-POUND 
INTERVALS, 
VALUE  AND  AGE: 

Iowa 

500-POUND 
INTERVALS: 

Georgia 

South  Carolina 

HORSEPOWER 
GROUPS : 

Illinois 
Maine 

Massachusetts 
Missouri 

GROSS  WEIGHT: 

WEIGHT  GROUPS: 
New  Hampshire 
Rhode  Island 

WEIGHT  GROUPS 
AND  HORSEPOWER: 

Arkansas 

100-POUND 
INTERVALS: 
Kansas 

FACTORY 
DELIVERED 
PRICE  AND  AGE: 
Oklahoma 

FLAT  FEE, 
HORSEPOWER, 
GROSS  WEIGHT, 
AND  AGE: 

Mississippi 
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Table  50 

RECEIPTS  FOR  STATE  ADMINISTERED  HIGHWAYS 
ALL  STATES   1954 


Total  Per  Capita 

State  Receipts  Population  Receipts 

(000)  (000) 

Alabama : $      34,181  3,140  $10.89 

Arizona 22,304  1,023  21.80 

Arkansas   42,811  1.916  22.34 

California 306,342  12.904  23.74 

Colorado 36,272  1,459  24.86 

Connecticut  139,681  2.251  62.05 

Delaware  24,730  373  66.30 

Florida  85,340  3,636  23.47 

Georgia 74,768  3,671  20.37 

Idaho    20,054  620  32.35 

Illinois   126,779  9,239  13.72 

Indiana 332,536  4,276  77.77 

Iowa  53,037  2,644  20.06 

Kansas  201,842  2,038  99.04 

Kentucky  108,230  3,020  35.84 

Louisiana 155,229  2,987  51.97 

Maine  30,571  930  32.87 

Maryland  253,199  2,637  98.02 

Massachusetts 371,787  5,000  74.36 

Michigan 194,000  7.126  27.22 

Minnesota   - 69,237  3,123  22.17 

Mississippi 45,888  2,219  20.68 

Missouri  84,231  4,191  20.10 

Montana 27,655  635  43.55 

Nebraska  29.128  1.372  21.23 

Nevada  12,554  224  56.04 

New  Hampshire 25.802  533  48.41 

New  Jersey  273,821  5,312  51.55 

New  Mexico  29,697  793  37.45 

New  York 636,223  15,539  40.94 

North  Carolina  110,097  4,289  25.67 

North  Dakota  15,999  638  25.08 

Ohio  177,773  8,655  20.54 

Oklahoma    49,600  2,274  21.81 

Oregon  45,122  1,656  27.25 

Pennsylvania 488,834  10.854  45.04 

Rhode  Island 16,268  832  19.55 

South  Carolina  47,582  2,253  22.12 

South  Dakota  23,036  669  34.43 

Tennessee   43,652  3,388  12.88 

Texas  - 161,799  8,579  18.86 

Utah 19,352  766  25.26 

Vermont 10,502  387  27.14 

Virginia  187,834  3,651  51.45 

Washington    60,994  2,560  23.83 

West  Virginia 85,575  1,950  43.88 

Wisconsin  49,487  3,602  13.74 

Wyoming 16,133  316  51.05 

$5,457,568  162,150  $33.66 

Source:     Finance  and  Mileage  figures  from  publication  of  Bureau  of  Public  Roads. 


Administered 
Miles 

Receipts 
Per  Mile 

12,118 

3,978 

10,085 

13,767 

$     2,820.68 

5,606.84 

4,245.02 

22,251.91 

7,958 

3,217 

3,948 

12,298 

4,557.93 
4,541.05 
6,263.93 

6,930.34 

15,134 

4.746 

12.287 

10.657 

4.940.40 

4,225.45 

10,378.14 

31,203.53 

9,830 

9,989 

17,621 

15,036 

5,395.42 
20,206.43 
61,421.03 
10,323.82 

11,199 
4,803 
2,290 
9,355 

2,729.80 

52,716.84 

162,352.40 

20,737.54 

13,077 
7,993 

22,505 
9,408 

5,294.56 
5,741.02 
3,742.77 
2,939.52 

9,904 
5,935 
3,946 
2,523 

2,941.03 

2,175.25 

6,538.77 

108,529.92 

11.293 

13,886 

68,955 

6,624 

2.629.68 

45.817.59 

1,596.65 

2,415.31 

18,417 

10,520 

8,091 

44,875 

9,652.66 

4,714.83 

5,576.81 

10,893.24 

940 

24,359 
6,756 
8,553 

17,306.38 
1,953.36 
3,409.71 
5.103.71 

47,544 
5,397 
2,023 

49,246 

3,333.04 
3,585.70 
5,191.30 
3,814.20 

6,519 
31,709 
11,393 

4,956 

9,356.34 
2,698.76 
4,343.63 
3,255.25 

647,663 

$    8,426.56 

—  105 


Table  51 


MOTOR  FUEL  TAX  RATES  AND  TAX  COLLECTIONS 
ALL  STATES  1954-1955 


State  Gasoline 

(cents) 

Alabama  7 

Arizona  5 

Arkansas  6.5 

California   6 

Colorado  6 

Connecticut    6 

Delaware    5 

Florida 7 

Georgia  6.5 

Idaho  6 

Illinois  5 

Indiana    4 

Iowa    6 

Kansas 5 

Kentucky    7 

Louisiana   7 

Maine    7 

Maryland    6 

Massachusetts  5 

Michigan    6 

Minnesota    5 

Mississippi  7 

Missouri   3 

Montana  7 

Nebraska 6 

Nevada   5 

New  Hampshire  5 

New  Jersey  4 

New   Mexico   6 

New  York  4 

North  Carolina  7 

North  Dakota  6 

Ohio  5 

Oklahoma  6.5 

Oregon 6 

Pennsylvania  6 

Rhode  Island  4 

South  Carolina  7 

South  Dakota 5 

Tennessee  7 

Texas 5 

Utah  5  _ 

Vermont   5.5 

Virginia 6 

Washington   6.5 

West  Virginia  6 

Wisconsin    6 

Wyoming  5 

Dist.  of  Col 6 


Tax  Rates,  Dec.  31,  1955 

Special 
Fuels 


1955 

Net 

Collections 


1955 

Vehicles 

Registered 


Per 

Vehicle 

Collection 


(cents) 

7 
5 

6.5 
6&7 

6 
6 

5 
7 

6.5 
6 
5 
4 

6&7 
5 
7 
7 

7 
6 
5 
6 

5 

8 

3 

7&9 

6 
6 

5 
4 

6 
4&6 

7 
6 

5 

6.5 
6 
6 

4 
7 
5 
7 

5  &  6.5 
5 
No  Tax 
6 

6.5 
6 
6 
4&5 
6 


5.35 


(000) 

$      54,954 

17,298 

32,040 

263,654 

30,195 

32,194 

6.434 

87,849 

65,843 

13,389 

125.249 

59,575 

47,986 
33,834 
49,445 
50,425 

18,416 

42.654 

54,842 

114,816 

46,694 
37,665 
39,889 
16,194 

30.115 
6.096 
8,060 

67,192 

18,575 

123,063 

87,059 

11.481 

133,412 
49,775 
32,691 

140.741 

9,057 
42,959 
10,651 
67,431 

132,093 
13,657 

6,215 
(.2,100 

52,653 

52.645 
8,394 

12,100 

$2,543,045 


1,041.241 
414.638 
584.250 

6.189.022 

737,408 

921.22() 

153.881 

1,615,652 

1.239.918 

337.514 

3,268.398 

1.762,750 

1,194.864 

1,047.764 

1.032.405 

951.671 

322.674 
938,295 

1,546,234 
3,114,101 

1,364,863 
636.544 

1,490,056 
336.094 

662.030 
123.668 

212.452 
2,060.963 

340,206 
4,642,728 
1.437.177 

308,599 

3,525,949 

1.025.788 

802.444 
3.717.2(1) 

308.148 

782,187 

525.214 

1,168,295 

3,868,982 
336,157 
136,307 

1,242,922 

1,163,544 

552.558 
1,385,931 

\7.\'^> 
107.051 

62,761,395 


$52.78 
41.72 
54.84 
42.60 

40.95 
34.95 
41.81 
54.37 

53.10 
39.67 
38.32 
33.80 

40.16 
32.29 
47.89 
52.99 

57.07 
45.46 
35.47 
36.87 

34.21 
59.17 
26.77 
48.18 

45.59 
49.29 
37.94 
32.60 

54.60 
26.51 
60.58 

37.20 

37.84 

48.52 
40.74 
37.66 

29.39 
54.92 

32.7B 
57.72 

34.14 
40.63 
45.50 
49.96 

45.25 
42.  IS 
37.98 
48.35 

(4.40 

$40.52 


Source:     Publications  of   Bureau  of  Public   Roads. 
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Table  52 

MOTOR  VEHICLE  REGISTRATION  FEE 
COLLECTONS  ALL  STATES— 1954 


State 


Gross 
Collections 

(000) 


Vehicles       Per  Vehicle 
Registered       Collection 


Alabama    $  5.210 

Arizona   4.174 

Arkansas 9.560 

California    159,597 

Colorado   4,863 

Connecticut 9,494 

Delaware  2,712 

Florida  29,034 

Georgia   - 6,524 

Idaho  3,403 

Illinois  63,712 

Indiana    26,275 

Iowa  36,110 

Kansas 12,465 

Kentucky    7,162 

Louisiana    7.978 

Maine  6,263 

Maryland    11,884 

Massachusetts   ....  13,269 

Michigan    52,742 

Minnesota  28,817 

Mississippi    8,118 

Missouri    24,491 

Montana    5,104 


915,398 

379,704 

545,019 

5.698,842 

682,325 

867,256 

139,726 

1.407,697 

1,133,528 

314,823 

3,087,792 

1,682,430 

1,143,540 

1. Owl. 602 

957,596 

873.800 

306,002 

871,005 
1,479,889 
2,847,745 

1,306,491 
584,530 

1,433,878 
314,329 


$  5.69 
10.99 
17.54 
28.00 

7.12 
10.94 
19.40 
20.62 

5.75 
10.81 
20.63 
15.61 

31.57 

12.44 

7.47 

9.13 

20.46 

13.64 

8.96 

18.52 

22.05 
13.88 
17.0S 
16.23 


State 

Nebraska  $ 

Nevada    

New    Hampshire.. 
New  Jersey  -. 

New  Mexico  

New  York  

North    Carolina. ... 
North  Dakota  

Ohio  

Oklahoma   

Oregon    

Pennsylvania   

Rhode  Island  

South   Carolina   .. 

South  Da'ota  

Tennessee  

Texas  

Utah 

Vermont    

Virginia  

Washington 

West  Virginia  .... 

Wisconsin     

Wyoming   

Dist.  of  Col 


Gross 
Collections 

Vehicles 
Registered 

Per  Vehicle 
Collection 

(000) 

$        8,628 

636,990 

$13.54 

931 

115.182 

8.08 

4.505 

201,967 

22.30 

39.020 

1,928,077 

20.23 

5,744 

309.517 

18.55 

92,389 

4,392,875 

21.03 

25.079 

1.304,252 

19.22 

6,379 

299,685 

21.23 

61,231 

3.300,486 

18.55 

24,331 

963,423 

25.25 

10,475 

764,849 

13.69 

53,919 

3,553.981 

15.18 

4,703 

294,072 

15.99 

5,572 

719,706 

7.74 

6,699 

314.636 

21.29 

13,142 

1,118,185 

11.74 

64,708 

3,506,599 

18.45 

3,140 

306,646 

10.23 

4,640 

131,287 

35.34 

15,378 

1,153,113 

13.33 

26,362 

1,085,158 

24.29 

11,827 

513,409 

23.03 

33,082 

1,336.771 

24.74 

1.623 

168.487 

9.63 

1.757 

195,563 

8.98 

$1,064,225        58,589.863        $18.16 


Source:     Publications   of   Bureau   of   Public   Roads 


—  107 


Table  53 

HIGHWAY  USER  FEES  COLLECTED 
All  States,  1954 


State 

Fuel  Taxes 

Registration 
Fees 

Other  Fees 
aiid  Charges 

Total 

Vehicles 
Registered 

Per  Vehicle 
Collection 

Alabama  

Arizona 

(000) 

$      45,070 

15.719 

30,187 

243,226 

27,774 

24,865 

5,845 

78,950 

58,283 
12,609 

114,504 
55,539 

40,976 
32.148 
46,728 
46,761 

16,130 
39,419 

53,774 
89,540 

43,798 
35.712 
37,346 
13,345 

28,935 

5,227 

7,700 

53.613 

16,914 

118,424 

7",999 

8.525 

123.232 
46,908 
30,669 

137.451 

8.333 
40,403 
10,875 
61,483 

115,251 

12,537 

5,600 

57,602 

48,779 

20,791 

39,364 

8,113 

10,783 

(000) 

$        5.210 

4,174 

9,560 

159,597 

4,863 

9,494 

2,712 

29,034 

6,524 

3.403 

63,712 

26,275 

36,110 

12,465 

7.162 

7,978 

6,263 
1 1 .884 
13,269 

52,742 

28,817 
8,118 

24,491 
5,104 

8,628 

931 

4,505 

39,020 

5,744 
92,389 

25, i  7" 

6,379 

61,231 
24,331 
10.475 
53,919 

4,703 

5.572 

6,699 

13.142 

64,708 

3,140 

4,640 

15.378 

26,362 

1 1 ,827 

33,082 

1  623 

1.737 

(000) 

$        3,503 
3.241 
1,310 

27.154 

5.479 
4,926 

880 
5.207 

536 

1.828 
7.273 
5,101 

2.100 
4,127 
9,647 
2,706 

1,327 

11,281 

3,475 

5,767 

1,517 

966 
2,653 
1,401 

1,062 
1,793 

1.320 
14.743 

2,242 

26.716 

2,120 

810 

21,192 

3.244 
13,351 
12,784 

1  ,373 
1,997 

2,240 

2.825 

23.852 

824 

621 

3,898 

5.010 
4,733 
2,033 
2.151 
3,507 

(000) 

$      53,7^3 

2U34 

41,057 

429.977 

38.116 

39.285 

9,437 

113.191 

65.343 

17.840 

185,489 

86,915 

79,186 

48.740 
63.537 

57,445 

23.720 

62,584 

70,518 

148.049 

74,132 
44,796 
64.400 
19,850 

38.625 

7,951 

\  3,525 

107,376 

24,900 

237,52' i 

107,108 

15.714 

205.655 
74,483 
54,495 

204.154 

14,40') 
47,972 
19,823 

77.450 

203,81 1 
16,501 
10,861 

7h.S7S 

80,151 
37.351 
74.47" 
1 1 ,887 
10.107 

915,398 

379.704 

545.019 

5.698.842 

682.325 

867.256 

139,726 

1 ,407.697 

1.133.528 

314.823 

3,087.792 

1,682.430 

1.143.540 

1,001.602 

957.596 

873,800 

306.002 

871.005 

1,470.880 
2,847.745 

1.306,491 
584,530 

1,433.878 
314.329 

636,990 

115,182 

201,967 

1 ,928,077 

309,517 

4,3'>2,S75 

1  ,504,252 

299,685 

3,300.486 
"(.3.423 
764,849 

3.553,081 

2"4.072 
71  ".700 
314,636 

1.118.185 

3,506.599 
306,646 

131.287 
1.153.113 

1,085,158 
513.40" 

1,336,771 
168,487 
195,563 

$58.75 
60.92 

Arkansas 

75.33 

California  

75.44 

Colorado 

Connecticut  

Delaware  

Florida  

Georgia 

55.86 
45.29 
67.53 

80.40 

57.64 

Idaho 

llinois            

56.66 
60.07 

Indiana 

Iowa  — — 

Kansas  -        

51.66 

69.24 

48.66 

Kentucky  

Louisiana 

66.35 
65.74 

Maine 

Maryland  

Massachusetts 

Michigan 

77.51 
71.85 
47.65 
51.98 

Minnesota   

Mississippi  

Missouri 

56.74 
76.63 
44.97 

Montana 

63.15 

Nebraska 

Nevada  

New    Hampshire. 
New  Jersey  

New  Mexico  

New  York  .. 

North  Carolina  ... 
North  Dakota 

Ohio            

60.63 

60.02 
66.96 

55.60 

80.44 
54.07 
82.19 

52.43 

62.31 

(  )kkihoma       

77.31 

( )reg<  in     

71.24 

Pennsylvania 

Rhode    Island  

South  Carolina  ... 

South  Dakota  

Tennessee    

57.44 

48.99 

66.65 
63.00 
69.26 

Texas  

58.12 

Utah  

Vermont 

Virginia      

53.81 
^2.72 
66.66 

Washington 

West  Virginia 

\\  isconsin        

73.86 

72.75 
55.71 

Wyoming    

Dist.  of  Col 

70.55 
82.36 

$2,305.75'' 

$1,064,225 

$    269,915 

$3,639,899 

58,589,863 

$62.12 

Sourer:     Publications  of  the  Bureau 

dI    Public    Roads. 
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Table  54 


DISTRIBUTION  OF  STATE  HIGHWAY  USER  RECEIPTS 

All  States,  1954 


State 


Collection  and 
Administration 

Costs 


Alabama  $ 

Arizona    

Arkansas    

California  

Colorado  

Connecticut   ..- 

Delaware    

Florida    


Georgia    .. 

Idaho  

Illinois  

Indiana  ... 

Iowa    

Kansas    ... 

Kentucky 

Louisiana 


Maine    

Maryland    

Massachusetts 
Michigan    


Minnesota 
Mississippi 
Missouri   ... 
Montana  ... 


Nebraska    

Nevada 

New  Hampshire 
New  Jersey  

New  Mexico  

New  York 

North  Carolina  . 
North    Dakota    . 

Ohio 

(  )klahoma  

Oregon    

Pennsylvania  

Rhode    Island    ... 
South  Carolina  . 

South  Dakota 

Tennessee    

Texas    

Utah    

Vermont  - 

Virginia    

Washington  

West  Virginia  ... 

Wisconsin    

Wyoming  

Dist.  of  Col 


(000) 

1,637 

1,320 

423 

19,128 

2,737 

2,830 

490 

3,434 

1,057 

435 

8.167 

4,039 

2,078 
3,113 

2,245 
2,382 

581 
1,880 
5,784 
5,936 

2,287 
1,714 
1,872 

578 


10 
3 

7 
1 
3 
6 

1 

1 

7 


,037 
276 
370 
,106 

999 

,024 
,352 
448 

,463 
,551 
,121 
,222 

643 
,130 
400 

377 

912 

547 
267 

,525 

,088 
,030 
,634 
451 
615 


State  Highway 
Purposes 


(000) 

19,436 

17,030 

32,369 

261,059 

23,366 

29.584 

6,727 

66,168 

35,103 
11,950 
99.488 
45,638 

37,493 
35,305 

54,806 
44,873 

21,154 
35,881 
52.047 
66,604 

58,632 
22,693 
62,466 
16,563 

20,689 

7,088 

12,084 

51,185 

20.363 

144,366 

96,056 

10.223 

101.725 
37.226 
35.043 

166,476 

6,622 
39,896 
14023 
34  225 

136  123 
13,401 

(.308 
71,504 

40.612 
36,321 
37,998 

7,851 


Local  Roads 
and  Streets 


Total   $    140,735 


$2  303  848 


(000) 

32,659 
4,762 
6,760 

92,029 

11,889 

6,537 

14 

13.854 

20,028 

5,279 
78.691 
38,279 

39.751 

10,264 

6.497 

10,322 

1,892 
24.823 
13.033 
76,741 

14,518 

20,246 

56 

2,978 

18,126 

567 

1,036 

17,263 

2,739 

40,075 

5,422 

4.722 

92,738 
25,329 

15,450 
31,456 

692 
5,579 

5.544 
,?0,264 

29,004 
2,359 
4,294 
2,530 

22,505 


27,483 

3.474 

13.999 

$  934,552 


Non-Highway 
Purposes 


(000) 


1,505 
66,720 

68 

367 

2,206 

29,642 

9,150 


1 ,425 
563 

188 


741 

210 

111 
171 


32,121 

1,041 

39,140 

2,927 


9,267 
657 

6,279 
1,161 


11,367 
30,283 


309 

14,078 


5,364 
2,391 


$  269,452 


Total 


(000) 

$   53,732 

23,112 

41,057 

438,936 

38,060 

39,318 

9,437 

113,098 

65,338 

17,664 

187,771 

88,519 

70,322 
48,870 
63,548 

57,577 

23,627 

62,584 

71,605 

149,281 

75,647 
44,653 
64,505 
20,290 

39,852 

7,931 

13,490 

107,675 

25,142 
233,605 
107,757 

15,393 

201,926 
73,373 
54,271 

204,154 

14.236 
47,766 
19,967 
77,233 

203,327 
16,307 
10.869 
75,868 

80,283 
37,351 
74.479 
11.776 

17,005 

$3,648,587 


Source:     Put  ligations  of  the  Bureau  of  Public   Roads. 
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EXISTING 

State 

RURAL 

Under 

State 

Control 

Table  55 
AND  URBAN  MILEAGE  IN 

Under               Under 
Local              Federal 
Control            Control              Total 

ALL  STATES, 

Under           Under 

State             Local 

Control         Control 

1954 

Total 

Total 

All 

Mileage 

Alabama    

Arizona   

11,243 
3,874 
9,494 

12,537 

7,616 

2,632 

3,783 

10,999 

13,526 
4,534 

10,464 
9,753 

8,780 

9,469 

16,905 

14,056 

10,725 
4,559 
1,780 
8,317 

11,565 
7,443 

21,446 
9,197 

9,490 
5,859 
3,660 
1,972 

10,854 

12,994 

66,441 

6,377 

16.002 
9,995 
7,698 

41,834 

672 

22,121 

6,533 

7,880 

44.976 
4,805 
1,858 

47,939 

6,059 
31,134 

10,107 
4,835 

50,123 
16,459 
60.771 
81,372 

61,961 
7,978 

31,259 

69,035 
26,993 
93,391 
76,093 

92,200 

115,950 

42,557 

25,984 

8,129 
12,577 
14,029 
85,065 

97,343 
53,036 
76,706 
54,820 

89,303 

24,978 

8,596 

15,324 

45,587 
73A32 

108,900 

66,160 
81,746 
31,760 
45,828 

1,098 
26,096 
81,751 
56,462 

151,856 

17,008 

11,092 

520 

39,455 

1,677 

7(..134 

23,062 

8.237 
1,733 

18,342 

1,178 

1,126 

32 
7,968 

12 
267 

89 
19 

1,427 

1,029 

614 

6,819 

259 

130 

4,162 

19 

1,277 

484 

344 

16,932 

308 

1,115 
683 

5.867 

23 

1,094 

6.977 
514 
406 

2,177 

61,366 

28,570 

71,998 

112,251 

70,755 

10,610 

3,783 

43,384 

82,593 

39,495 

103,855 

85,846 

100,980 

125,431 

59,729 

40,040 

18,943 
17,155 
15,809 
93,382 

110,335 
61,508 
98,766 
70,836 

99,052 
30,837 
12,386 
17,296 

60,603 

86,145 

67,718 

115,761 

82,162 

92,085 
56,301) 
87,970 

1,770 

48,217 
89,399 
65,025 

196,832 
27,680 

12,973 

4^,553 

52,491 

53,325 
86,647 
50,074 

875 

104 

591 

1,230 

342 

585 

165 

1.299 

1,608 

212 

1,823 

904 

1,050 
520 
716 
980 

474 

244 

510 

1,038 

1,512 

550 

1,059 

211 

414 

76 

286 

551 

439 
892 

2,514 
247 

2,415 
525 
505 

3,041 

268 

2,238 
223 
673 

2,568 
5"2 
165 

1,507 

460 

575 

1.286 

121 

40.871 

6.309 

1,742 

4,336 

23,275 

4,334 

4.294 
440 

11.522 

10,478 

2,061 

17,289 

11,257 

10.138 
7.761 
2.685 
5,750 

1,164 

2,515 

8,423 

13.313 

10.879 
5.555 

10,471 
1,343 

5,086 

560 

1.005 

11,160 

1,523 

16,800 

6,188 

2,096 

13.028 
6,768 

4,422 
14,551 

2,080 
2.500 
2,084 
4,367 

26,870 

3,069 

656 

3,967 

6,160 

2.400 
8,356 

751 
1,200 

S23.S79 

7.184 

1,846 

4,927 

24,505 

4,676 

4.879 

605 

12.821 

12.086 

2,273 

19,112 

12,161 

11.188 
8,281 
3,401 
6,730 

1,638 
2,759 
8,933 

14,351 

12,591 

4,105 

11,530 

1,554 

5,500 

636 

1,289 

11.711 

1,962 

17.692 

8,702 

2,343 

16,343 

7  2^-, 

4.815 

17.502 

2,548 
4.738 
2.307 
5,040 

20,458 

3,661 

821 

5,274 

6,620 
2,975 

9.642 
872 

1,200 

68,550 
30,416 

Arkansas  

76.925 

California    

136,756 

Colorado   

75.431 

Connecticut    

15.489 

Delaware    

Florida     

4,388 
56.205 

Georgia    

Idaho   

Illinois   

94.679 

41.768 

122,967 

Indiana      

98.007 

Iowa  

Kansas    

112.168 
133.712 

Kentucky    

Louisiana      

63,130 
46,770 

Maine     

20.581 

Maryland    

Massachusetts       

19.914 

24,742 

Michigan  

Minnesota  

107,733 

122.726 

Mississippi            

65.613 

Missouri    

110.296 

Montana                

72.390 

Nebraska    

Nevada    

New  Hampshire  

104.552 
31,473 
13,675 

29.007 

New   Mexico   

New   York   

North   Carolina        

62.565 

103.837 

76.420 

North   Dakota  

Ohio               

118.104 
98.505 

( )klahoma       

99.378 

61.205 
105.562 

South    Carolina     

4.1W 

52.955 

South    Dakota   

91,706 
70.065 

226.270 

Utah  

51.541 
15.704 

54.827 

59,111 

36.300 

96.289 

30.946 

1,200 

TOTAL    

606,792 

2,331.356 

91.663 

5.020.811 

564,750 

3,394,561 

Source:     Publications  of  the    Bureau  of   I 

'ublic  Roads 
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Table  56 

Annual  Travel  (1954)  on  the  Interstate  System  by  Vehicle 
Type  Registered  G.V.W.  and  Volume  Class 


Registered 

GVW 


No.  Vehicles      Axle 
Registered    Arrangement 


Vehicle  Miles 
(  x  1000  ) 


Registered    No.  Vehicles       Axle      Vehicle  Miles 
GVW Registered Arrangement    (  x  1000  ) 


Passenger  Cars 


Under 


5000 


215690 


1-1 


Commercial  Trucks 


Under 

5000* 

21088 

1-1 

5001  - 

6000 

5404 

1-1 

6001  - 

8000 

2776 

1-1 

8001  - 

10000 

1718 

1-1 

10001  - 

12000 

1138 

1-1 

12001  - 

14000 

1285 

1-1 

14001  - 

16000 

1723 

1-1 

16001  - 

18000 

1766 

1-1 

18001  - 

20000 

1535 

1-1 

20001  - 

22000 

1415 

1-1 

42 

1-2 

22001  - 

24000 

1235 

1-1 

13 

1-2 

24001  - 

26000 

654 

1-1 

20 

1-2 

26001  - 

28000 

429 

1-1 

28 

1-2 

28001  - 

30000 

138 

1-1 

24 

1-2 

30001  - 

32000 

75 

1-1 

68 

1-2 

32001  - 

34000 

118 

1-2 

34001  - 

36000 

176 

1-2 

36001  - 

38000 

125 

1-2 

38001  - 

40000 

168 

1-2 

40001  - 

42000 

699 

1-2 

Sub-total 

43860 

"""Estimate  from  Manufacturer's  Rated  Capacity 
of  Registered  Vehicles 


Farm  Trucks 

Under 

5000* 

9828 

1-1 

5001  - 

6000 

5973 

1-1 

6001  - 

8000 

8072 

1-1 

8001  - 

10000 

4987 

1-1 

10001  - 

12000 

2316 

1-1 

12001  - 

14000 

2256 

1-1 

14001  - 

16000 

2599 

1-1 

16001  - 

18000 

3674 

1-1 

18001  - 

20000 

4773 

1-1 

20001  - 

22000 

4375 

1-1 

22001  - 

24000 

2608 

1-1 

24001  - 

26000 

833 

1-1 

26001  - 

28000 

328 

1-1 

28001  - 

30000 

95 

1-1 

30001  - 

32000 

22 

1-1 

Sub-total 

52739 

*Estimate  from  Manufacturer's  Rated  Capacity 
of  Registered  Vehicles 


Tractor 

Trucks 

12001  - 

14000 

90* 

1-1 

14001  - 

16000 

36 

1-1 

16001  - 

18000 

49 

1-1 

18001  - 

20000 

74 

1-1 

20001  - 

22000 

83 

1-1 

22001  - 

24000 

64 

1-1 

24001  - 

26000 

63 

1-1 

26001  - 

28000 

78 

1-1 

28001  - 

30000 

5 

1-1 

30001  - 

32000 

9 

1-1 

32001  - 

34000 

6 

1-2 

34001  - 

36000 

121 

1-2 

36001  - 

38000 

22 

1-2 

38001  - 

40000 

40 

1-2 

40001  - 

42000 

144 

1-2 

Buses 


^42388 

Under    5000 

104 

1 

-  1 

138 

5001  -  6000 

27 

1 

-  1 

36 

6001  -  8000 

111 

1 

-  1 

166 

23348 

8001  -  10000 

117 

1 

-  1 

196 

6464 

10001  -  12000 

108 

1 

-  1 

198 

15079 

12001  -  14000 

103 

1 

-  1 

207 

10866 

14001  -  16000 

66 

1 

-  1 

143 

4234 

16001  -  18000 

113 

1 

-  1- 

265 

2804 

18001  -  20000 

103 

1 

-  1 

263 

3637 

20001  -  22000 

31 

1 

-  1 

87 

5264 

22001  -  24000 

25 

1 

-  1 

102 

6637 

24001  -  26000 

178 

1 

-  1 

1347 

4179 

26001  ,-  28000 

49 

1 

-  1 

648 

232 

28001''-  30000 

1 

1 

-  1 

18 

1548 

30001  -  32000 

2 

1 

-  1  City  Buses     0 

78 

32001  -  34000 

2 

1 

-  1  "     " 

0 

1162 

34001  -  36000 

8 

1 

_  1  "     " 

0 

115 

36001  -  38000 

8 

1 

-  1 

332 

1872 

148 

Sub-total 

1156 

4146 

905 

117 

Total** 

598026 

451 

■""--"Mileage  i 

usually  reported 

298 

Combinations  as  single  vehicles. 

458 

625 

Semi-Trailers 

413 

660 

8001  -  10000 

62 

0 

-  1 

98 

6266 

10001  -  12000 

35 

0 

-  1 

88 

12001  -  14000 

171 

0 

-  1 

597 

97860 

14001  -  16000 

196 

0 

-  1 

869 

16001  -  18000 

891 

0 

-  1 

4784 

22001  -  24000 

48 

0 

-  2 

53 

24001  -  26000 

37 

0 

-  2 

136 

26001  -  28000 

54 

0 

-  2 

336 

28001  -  30000 

174 

0 

-  2 

1527 

30001  -  32000 

984 

0 

-  2 

11153 

8058 

4898 

Sub-total 

2652 

19641 

5231 

2325 

Full  Trai; 

lers 

721 

966 

Under    3000 

11449* 

1 

1205 

1580 

3001  -  4000 

2493* 

1 

262 

2460 

4001  -  6000 

1796* 

2 

378 

1579 

1215* 

1 

312 

2388 

6001  -  8000 

292 

1 

891 

2181 

8001  -  10000 

144 

1 

368 

934 

10001  -  12000 

136 

1 

311 

464 

28001  -  30000 

19 

1 

-  1 

132 

162 

30001  -  32000 

79 

1 

-  1 

699 

44 

32001  -  34000 

40 

1 

-  1 

432 

34001  -  36000 

327 

1 

-  1 

4147 

33991 

21 

1 

-  2 

265 

36001  -  38000 

199 

1 

-  2 

2524 

38001  -  40000 

12 

1 

-  2 

152 

40001  -  42000 

64 

1 

-  2 

812 

Sub-total 

18286 

12890 

*Mileage 

Estimated 

102 

231 

Total 

335267  1/ 

630557 

574 

1270 

1863 

l/  See  footnote  to  following  table  for 

1782 

agreement  with  1954  Sta 

tistical  Report. 

2038 

2356 

138 

227 

192 

4424 

330 

1059 

3055 

Sub-total 


884 


19641 


*  55  Tractor  Trucks  are  registered  at  less  than 
12000#  -  not  a  typical  operation. 
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( Projection     of     Annual     Mileage      per     Registered      Vehicle     to     Midyear ) 
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Appendix  B 

A  MOTOR  VEHICLE  DEPARTMENT 
FOR  MONTANA 


In  the  course  of  inquiries  connected  with  the  Fact 
Finding  Studies,  it  was  necessary  to  contact  a  num- 
of  offices  in  addition  to  the  Highway  Department 
and  County  and  City  Engineering  organizations  who 
build  Montana  highways.  It  might  be  said  that 
these  latter  organizations  are  responsible  for  pro- 
viding the  traveled  way  for  our  motor  vehicles.  They 
are,  or  should  be,  interested  only  incidentally  in  the 
rolling  stock  using  those  highways,  their  interest 
being  primarily  that  they  make  the  highway  facili- 
ties strong  enough  to  support  the  loads  that  will  be 
applied,  and  functional  enough  to  handle  the  traf- 
fic volumes  safely  and  efficiently. 

The  second  component  of  highways,  and  the  one 
involving  several  departments  in  the  State,  is  the 
function  of  controlling  the  motor  vehicle.  This 
function  might  be  considered  to  deal  with  all  aspects 
concerning  the  vehicle  as  it  rolls  down  the  highway, 
including  registration  of  vehicle  and  driver,  financial 
responsibility  of  the  operator,  compliance  with  laws 
of  safety  and  legal  movement,  general  operational 
control,  taxation,  accident  facts  and  statistical  data 
on  motor  vehicle  ownership  and  use.  The  various 
functions  are  now  scattered  among  many  State  de- 
partments as  shown  in  summary  form  by  tables  B-l 
and  B-2.  The  general  operational  data  of  these 
agencies,  including  cost  of  operation,  annual  revenue 
development,  space  occupancy,  personnel,  and  other 
information,  is  shown  in  summary  form  on  table 
B-3. 

All  of  the  various  offices  mentioned  in  table  B-3 
have  been  reviewed  in  greater  or  less  degree  during 
studies  of  the  Fact  Finding  Committee.  Each  office 
appears  to  be  doing  a  good  job  within  budgetary 
limits  but  there  is  some  overlapping  of  activities  and 
some  functions  are  missed  entirely  or  covered  only 
partially,  due  to  divided  control.  Particular  notice 
was  taken  of  the  Board  of  Equalization  activities  as 
they  pertain  to  fuel  tax  collections  and  refunds. 
Special  attention  was  considered  desirable  because 
of  the  large  segment  of  highway  revenue  that  this 
department  develops  in  an  annual  period.  The 
operations  of  fuel  tax  collections  and  refunds  were 
reviewed  in  April  of  1956  and  comments  pertain  to 
conditions  observed  at  that  time. 

Fuel  Tax  Refunds 

In  reviewing  the  fuel  tax  refund  section  of  the 
Board  of  Equalization,  it  was  obvious  that  consider- 
able attention  has  been  given  to  the  improvement  of 
this  function. 


In  order  to  qualify  for  refund,  each  claimant  must 
obtain  a  permit  at  a  fee  of  $1.00.  The  permit  is 
good  for  a  5-year  period.  This  is  generally  con- 
ceded to  be  too  long  a  permit  period  for  efficient 
control.  The  permit  is  issued  on  the  basis  of  an  ap- 
plication form.  A  check  of  applicant  forms  indicates 
that  the  permit  is  issued  without  too  much  concern 
as  to  whether  questions  on  the  form  are  completely 
answered.  This  leads  to  the  conclusion  that  the 
applicant  form  contains  unnecessary  questions,  or  if 
the  questions  are  necessary  in  administration  of  the 
law,  the  form  should  be  more  carefully  checked  be- 
fore issuance  of  the  permit. 

A  person  desiring  to  make  refund  claim  must  pur- 
chase from  a  business  firm  qualified  by  the  Board  of 
Equalization  to  sell  refundable  fuel.  Such  firms 
are  required  to  use  approved  invoices  for  refundable 
sales.  These  invoices  are  not  standard  for  all  firms, 
but  they  are  required  to  provide  for  standarized  in- 
formation. 

The  refund  claimant  is  required  to  submit  his 
purchase  invoice  for  all  refundable  fuel  as  well  as 
sales  slips  for  all  direct  purchases  of  gasoline  for 
highway  use.  This  latter  requirement  is  enforced 
if  sufficient  quantities  of  fuel  used  on  highways  have 
not  been  deducted  from  bulk  purchases  at  the  time 
of  refund  claim.  These  are  all  desirable  controls 
for  refund  procedures  and  have  undoubtedly  had 
favorable  effects. 

It  is  interesting  to  note  that  in  review  by  the 
auditors,  this  department  has  attempted  to  arrive  at 
fuel  consumption  for  highway  vehicles  which  might 
be  considered  reasonable.  This  reportedly  has  been 
done  by  observation  of  claims  submitted.  After  a 
review  of  what  officials  have  considered  a  represen- 
tative sample  of  these  claims,  the  department  has 
determined  that  each  highway  vehicle  can  logically 
be  expected  to  use  22  gallons  per  month  on  the  high- 
way. This  is  264  gallons  per  year.  The  staff  of  the 
Fact  Finding  Committee  was  advised  that  any  claim 
that  accounted  for  22  gallons  per  month  average 
highway  use  of  fuel  was  thereby  considered  valid. 
This  is  substantially  below  the  680  gallons  per  vehi- 
cle annually  accounted  for  in  statewide  consumption 
averages  for  Montana.  A  figure  similar  to  680  gal- 
lons per  year  per  vehicle  was  confirmed  incidental 
to  other  data  in  the  recent  motor  vehicle  use  studies 
conducted  in  Montana  by  the  Highway  Planning 
Survey  in  cooperation  with  the  U.  S.  Bureau  of  Pub- 
lic Roads.  In  this  study,  with  fairly  close  statistical 
controls,  no  substantial  difference  was  observed  be- 
tween actual  highway  use  of  farm  owned  vehicles 
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and  noti  farm  owned  vehicles.  It  is  believed  that  the 
680  gallon  per  year  figure  must  be  considered  a 
more  valid  observation  than  the  264  gallon  allow- 
ance developed  from  a  sample  in  the  refund  claims 
office.  A  statistical  appraisal  would  develop  a  num- 
ber of  inherent  biases  in  the  department  sample 
which  would  affect  the  264  gallon  allowance.  The 
effect  would  be  adverse  from  the  standpoint  of  the 
State  in  its  attempt  to  account  for  the  maximum 
highway  use  of  motor  fuel. 

The  opinion  is  often  expressed  that  agricultural 
refunds  should  be  controlled  in  some  degree  by  the 
number  of  acres  being  farmed  and  by  the  type  of 
crop.  The  Board  of  Equalization  has  not  developed 
firm  figures  for  this  type  of  control.  While  such 
figures  could  never  be  the  final  word,  their  use  as  a 
guide   would  be  most   helpful. 

In  1955  this  department  handled  31.511  refund 
claims.  In  the  process  of  office  checking.  4.916  of 
these  were  returned  for  correction  or  revision.  In 
the  final  analysis,  6S0  claims  were  disallowed  com- 
pletely and  there  were  main-  disallowances  within 
the  remaining  30,831  paid  claims  because  of  out- 
dated invoices  and  other  technicalities.  Also  in  1955, 
there  were  491  field  audits  requested  and  about  1/3 


of  these  resulted  in  a  field  check.  The  remaining 
2  3  were  eventually  handled  without  a  field  check 
because  of  shortage  of  field  personnel.  The  average 
claim  was  for  $115.21  in  1955.  During  this  same 
year,  a  total  of  $44,061.61  in  claims  was  disallowed. 

Fuel  Tax  Collections 

The  difficulties  of  this  department  are  reflected 
almost  immediately  in  its  operating  budget.  At  the 
time  of  review  by  the  Fact  Finding  Committee,  total 
personnel  salaries  amounted  to  about  $1,800  per 
month.  Other  costs,  including  cars,  per  diem,  etc., 
probably  brought  the  total  cost  to  about  $3,000  per 
month.  This  would  be  $36,000  per  year  for  a  divi- 
sion that  accounted  for  the  following  tax  revenue  in 
1955. 

Special    Fuels $  1 .426.072 

Gasoline 18.557.129 

Coal  ?^J>2r 

Oil  692.091 

Cement  61,103 

Yermiculite 6,810 

Aviation   Licenses   480 


$20,707,310 


Table  B-l 

ENFORCEMENT  RESPONSIBILITY  AND  OPERATIONAL   DATA    ON   VARIOUS   MONTANA 
AGENCES  ENGAGED  IN  MOTOR  VEHICLE  CONTROL 


Duty  or 

Operational 

Function 

Size  &  Weight 

Dept. 

Maint.  Div. 

GVW  Tax 
Div. 

Highway 
Patrol 

Railroad 
Commission 

Board 

of 
Equal. 

Reg.  of 

Motor 

Vehicles 

Reciprocity 
Board 

County 
Treasurers 

Weight 
Control  on 
Highways 

X 

Administering 
GVW  Tax 
Laws 

X 

X 

X 

Administra- 
tion and  En- 
forcement of 
M.  V.  Reg.  and 
Title  Laws 

X 

X 

X 

I  )rivers 
License 

V 

X 

M.  V.  Inspection 

X 

( las  Tax   En- 
forcement 

X 

1  \r  Fuel  Tax 
Enforcement 

X 

Permits  for 

Commercial 

I  *se  of  I  [ighways 

X 

Financial 
Responsibility 

X 

Proration  '  aw 

X 

112  — 


< 

2 
< 
H 
2 
O 
2 


00 

to 
to 
to 

W 

o 

I— I 

a 


PQ 
i— i 

C/2 

2 
O 

to 

w 


« 

N 

0 

i> 

pq 

CU 

H 
O 

< 

3 

2 

bJ3 

re 

H 

O 

2 

01 

i— ( 
H 
O 

o 
U 

w 

J 

to 

o 

o 

to 

o 

to 

>H 

H 

I3 

~  en 

O  "1 

H 

X 

X 

X 

X 

X 

X 

X 

X 

X 

os££ 

X 

X 

X 

X 

X 

X 

X 

o  °  o1 

-    - 

X 

X 

X 

a 
•C.2 

g£ 

si 

OS  o 

u 

X 

X 

X 

X 

>> 

v; 

X 

X 

X 

X 

0 

X 

s 

a> 

O 
>> 

J3 
u 

5 

X 

X 

X 

a 
w 

h 

[A 

< 

X 

re 

H 

^5 

.2 
> 

< 

a; 

5 

o 

I/] 

re 

C 

T3 
1) 

re 

O 

X 

re 

H 

co 

s 

S-H 

o 
a 

en 

CD 
CD 

to 
■i-' 

53 

li- 
en 
CO 

O 
S-. 

en 
CD 
CD 

to 

CD 
en 

CD 

CD 

to 

*rt 

< 

en 

CD 

CD 

to 

S 
^i 

CD 

to 

>. 
1- 

re 

!- 

c 

CD 

CD 
<f, 

CD 
CD 

to 

en 

'- 

CD 

"C 
r\ 
i — I 

CD 

en 

CD 

o 

to 

en 

l-c 

CD 
> 

1! 

re 
^o 

Q 

en 

CD 

u 
u 

re 

CD 
CO 

•r. 

u 
O 

■4-J 

re 
s- 

CD 

a 

O 

en 

CD 
CD 

to 
_o 

> 

en 
CD 

CD 

to 

CD 

re 
U 

'3 

X 

re 

to 

re 
U 

CD 

en 

CD 
CD 

to 
u 

«-^ 

re 

to 

en 

<D 
CD 
X 

CD 

CD 
U 

CD 
to 

CO 

CD 
CD 

S-. 

o 

CD 

to 
< 

en 

CD 
CD 

to 

CD 

c 

CD 

CD 

to 

CO 

CO 

C 

en 
CD 

CD 

to 
+j 

'cD 

en 

en 
CD 
U 
X 

u 
_CD 

en 
CD 
CD 

to 

CD 
en 

CD 
CD 

en 

in 

CD 

re 

CD 

•r, 

CD 
CD 

to 

re 
> 
re 

U 

CO 

CD 
CD 

to 

CD 

en 
CD 
CD 

to 

CD 
en 

CD 
O 

to 

o 

re 
u 

Q 

— 1 

en 

CD 
CD 

to 

C 

.2 
+j 
re 
ii 

CO 

CD 

to 

CD 

re 
o 

5 

en 

CD 
CD 

to 

u 

CD 
CD 

co 

c 

.2 

"-4-» 

re 
1- 
0 

to 

M 

•-^ 
CO 

H 


< 

H 

O  to 

o 

to  m 

O  H 
u 

H  2 

Z  D 

to  to 

So 

OH 

to  2 

to  a 

I" 
o> 

w   fV 

K  S 

to  ° 

o 

H 
O  B 

°  s 

£  ° 

<  z 
«  w 
w 

to  m 


o 

w 
o 

< 


1 

o 

3 

o 

ir, 

o 
o" 

CO 

O 

i— i 

CM 

r-^ 

-t 

M 

u-. 

V3 

H 

en 

<^co 

o 

CM 

o 

o 

CM 

co 

I  £<0 

•-—  _ 

S  °  « 

«2g 

h 

O 
to 

o 

a  •-  * 

T^- 

rv)    +J 

<V 

o 

ts! 

■22 

Hi 

00 

o 

•^  to 

o 

©'  f- 

<u 

CO 

in 

-1- 

o 

o 

o 

X 

*       > 

,—'  co 

-1- 

ro 

CM 

w- 

-1- 

<fi 

Vt 

01 

u 

S 

«< 

Board 

of 
Equal. 

>o 

o 
-t- 

6 

Oa 

1.336 
Sq.  Ft. 

<"i 

CO 

o. 

o 

8 

o 
oo' 

8 

d 
2 

h 

Sj- 

^5- 

Vr 

5 

O 

a 
•D.2 

lO 

cm 

O 

CM 

si 

K  o 
u 

-r 

vo 

i 

8 

CM 

3,700 
Sq.  Ft 

LO 

- 

rO 

8 

4^- 

c 

O 

is2 

VO 

O 

o 

ir, 
09- 

8£ 

CM 

-t- 

u~, 

r^ 

Q 
O 

o 

C2 
X 

Mf3 

a" 

<~o 

6 

m 

00 
^C0 

CM 

o 

in 

»— < 

00 

cm' 

(fir 

o 

o 

-t- 

H.2 

go 

7  Offices 

6  Ports  o 

Entry 

i 
ir, 
CM 
CM 

U~;    to 

-1- 

•r. 

r^ 

- 

CM 

- 

1 

o 
o 
x' 

CM 

>i 

d 

u 

S 

r>~ 

j. 

Q  o 

c  ** 

■=J3 

o 
-i- 

ON 

(fir 

1898 
Sq.  Ft. 

u 

c 
o 

• — i 

in 

S'3 

CM 
(fir 

«^ 

^> 

*^~ 

o  _ 

en 

t£ 

u 

- 

o 

-    o 

■a  § 

U    v 

1      u 
4J     4J 

=  L5 

en 

U 

5   B 
3    o 

ual 
rati 
ens 

c  ^ 

—  5  i   o  rt 

<fi 

cu.t; 

«  y 

c   > 

cot 

3    4) 

V 

>%  i- 

=  J2 

D     0 

c  u 

C    C  X 

£  PLh 

coc£ 

to  co 

Q 

E-  > 

kS 

<  E 

<esi 

<ow 

The  division  operates  under  laws  as  directed  by 
the  legislature  but,  on  request,  could  not  produce 
any  written  regulations  or  audit  manual  for  use  of 
personnel  or  information  of  the  taxpayer. 

At  the  time  of  this  review  there  were  1,165  ac- 
counts using  diesel  fuel  which,  by  law,  are  required 
to  file  monthly  reports.  A  spot  check  indicated  that 
as  high  as  40  percent  of  these  accounts  may  not 
have  been  making  monthly  reports.  There  did  not 
appear  to  be  a  consistent  follow  up  of  these  require- 
ments. It  was  estimated  that  there  are  about  200 
audits  of  these  use  fuel  accounts  each  year.  This 
would  mean  an  audit  of  each  account  about  once 
every  6  years.  No  written  records  of  any  use  fuel 
audits  could  be  produced. 

There  are  about  45  refineries  and  importers  who 
report  on  gasoline  sales  each  month  to  the  Board 
of  Equalization.  Most  of  these  firms  are  of  sub- 
stantial size.  This  fact  has  apparently  led  to  the 
conclusion  that  there  would  be  little  desire  on  the 
companies'  part  to  avoid  the  gasoline  tax.  This 
has  led  to  a  loose  control  and  an  almost  non-existent 
audit  program.  There  is  indication  that  such  audits 
may  have  been  made  in  the  past  but  none  could  be 
produced  in  audit  form.  This  is  surprising  when 
the  size  of  the  tax  bill  of  some  of  these  companies  is 
realized.  Human  error  alone  could  account  for 
substantial  loss  in  obligations  of  these  magnitudes. 

Surety  Bonds 

The  bonding  of  use  fuel  dealers  and  users  and 
gasoline  refineries  and  importers  is  required  by 
State  Law.  There  is  indication  that  a  close  control 
of  bonding  procedures  has  not  been  followed.  This 
was  a  factor  in  a  substantial  loss  to  the  State,  about 
$20,000,  when  the  Modern  Oil  Company  of  Shelby 
went  into  bankruptcy  in  1954.  While  this  is  an 
isolated  case,  adequate  bonding  could  have  pro- 
tected the  State  in  this  instance  and  could  do  the 
same  in  similar  instances  in  the  future.  The  amount 
of  bond  required  for  gasoline  dealers  is  discretionary 
with  the  Board  of  Equalization.  Due  to  the  large 
differences  in  the  financial  positions  of  the  various 
gasoline  dealers  and  the  substantial  bond  that  would 
be  demanded  in  some  instance,  if  bonds  were  related 
to  monthly  tax  due,  this,  discretionary  power  is  con- 
sidered advisable. 

In  the  case  of  diesel  fuel  taxation  the  law  requires 
that  the  bond  shall  be  in  an  amount  of  at  least 
$500  and  not  less  than  two  months  obligation.  A 
sample  check  indicated  that  about  5%  of  such  fuel 
users  may  have  been  underbonded  in  terms  of  the 
law. 

Fuel   Tax   Collection — Highway   Contracts 

In  addition  to  its  other  functions,  this  under- 
staffed department  has  been  saddled  with  a  tedious 
assignment,  under  request  of  the  State  Highway 
Department  that  all  highway  contractors  on  State 
road  contracts  be  charged  with  fuel  tax  for  fuel  used 
off  the  highway.     This  provision  in  all  State  High- 


way contracts  at  the  time  of  inquiry  was  Standard 
Special  Provision  No.  3.     It  is  quoted  below : 

"3.  Fuel  Tax  Supplement  to  Article  7.18  of  the 
Standard  Specifications :  It  is  understood  and 
agreed  that  the  unit  prices  bid  by  the  contractor 
shall  include  the  State  tax  or  its  equivalent  on  all 
gasoline,  diesel  fuel,  use  fuel,  etc.,  used  in  the 
performance  of  any  or  all  work  performed  under 
this  contract,  including  that  used  in  the  operation 
of  stationary  gas  engines,  motorized  equipment, 
and  for  all  other  uses  whatsoever,  as  well  as  that 
used  in  motor  vehicles ;  and  it  is  further  agreed 
that  such  tax  shall  be  paid  by  the  contractor  or  by 
his  subcontractor  or  by  his  employees,  either  at 
the  source  of  purchase  or  to  the  State  Board  Of 
Equalization,  and  that  if  any  refund  of  said  tax 
is  received  by  the  contractor  or  by  his  subcon- 
tractors or  employees,  the  amount  thereof  shall 
be  credited  to  the  State  Highway  Commission  on 
accounts  due  to  the  contractor  under  this  con- 
tract or  shall  be  paid  to  the  State  Highway  Com- 
mission by  the  contractor  in  cash  or  by  certified 
check." 

This  provision,  which  contractors  report  adds 
1  1/2  cents  per  yard  to  dirt  excavation  costs,  was 
enforced  for  many  years  by  the  Board  of  Equaliza- 
tion. The  Board  reportedly  was  placed  in  an  em- 
barrassing position  late  in  1951  in  connection  with 
a  contract  which  did  not  contain  this  provision  and 
where  the  contractor  refused  to  make  payment.  Be- 
cause of  this  disagreement,  the  Gasoline  Tax  Divi- 
sion was  apparently  instructed  by  the  Board  to  ac- 
cept future  money  tendered,  but  to  take  no  further 
part  in  attempting  to  collect  the  fuel  tax  allegedly 
due.  This  policy  has  been  followed  since  that  time 
and  seems  to  occasion  certain  irregularities  in  the 
application  of  the  provision  to  the  several  con- 
tractors. 

Based  on  the  procedures  established,  the  engineer 
of  each  contract  is  instructed  to  report  to  the  Board 
all  fuel  used  by  the  contractor  under  his  supervision. 
The  contractor,  in  turn,  makes  the  same  report  and 
is  supposed  to  pay  the  fuel  tax  due.  Actually,  the 
files  of  the  Board  of  Equalization  are  incomplete  in 
project  after  project.  A  10  percent  sample  of  projects 
completed  in  1954-55  was  studied.  In  many  cases, 
the  contractor  made  no  report.  In  some  the  engineer 
failed  to  report.  In  some  cases,  nobody  made  a  re- 
port. The  final  product  of  the  process  usually  in- 
volves the  receipt  of  a  letter  by  the  Board  of  Equali- 
zation from  the  Highway  Commission,  asking  if 
the  fuel  tax  has  been  paid.  This  may  be  answered 
by  a  letter  from  the  Board  of  Equalization,  but  is 
usually  handled  by  telephone,  and  a  note  made  that 
the  Highway  Department  has  been  advised  that  fuel 
tax  has  been  paid.  In  checking  with  the  Highway 
Department  accounts,  it  appears  that  no  careful 
check  is  made  of  this  matter,  and  it  seems  that  it  has 
reverted  to  a  voluntary  contribution  in  many  in- 
stances. 

While  this  policy  theoretically  means  money  to 
the  highway  fund  which  can  be  used  to  match 
Federal-Aid,  any  failure  to  collect  the  tax  inflates 
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the  cost  of  the  contract  without  equal  reimburse- 
ment for  the  co.  t.  Whether  this  contract  provision 
is  permissible  under  Federal  rules  is  not  known, 
but  it  seems  inappropriate  to  inflate  the  cost  of  any 
contract.  It  is  understood  that  some  action  toward 
removing  this  special  provision  from  future  con- 
tracts is  under  consideration. 

General.  It  should  perhaps  be  mentioned  that 
visits  to  nearby  states  in  connection  with  other 
studies  of  the  Fact  Finding  Committee  provided 
opportunity  to  discuss  functions  of  fuel  tax  collec- 
tion and  refunds  with  officials  of  those  states.  It 
was  observed  that  there  is  rather  wide  difference 
between  the  states  in  fuel  tax  collection  procedures, 
particularly  in  auditing  and  checking  activities.  Ad- 
mittedly, Montana's  position  as  an  exporting  state 
requires  more  stringent  enforcement  techniques 
than  many  of  the  western  states.  In  many  respects 
the  present  procedures  appear  to  be  inadequate. 

Registrar  of  Motor  Vehicles 

There  are  numerous  complaints  that  this  office  is 
inefficient  in  service  to  the  public.  If  this  is  true, 
it  is  probably  the  result  of  inadequate  budget,  lack 
of  authority  over  its  field  agencies,  the  county 
treasurers,  and  poor  coordination  with  other 
agencies  engaged  in  motor  vehicle  control.  It  would 
seem  logical,  for  example,  that  this  agency  should 
be  responsible  for  administration  of  the  Gross  Vehi- 
cle Weight  law  since  it  is  so  closely  allied  to  the 
registration  function.  Yet  this  administration  is, 
instead,  under  the  Highway  Commission. 

Comments  in  a  letter  from  a  business  machine 
company  that  reviewed  the  processes  of  this  de- 
partment in  1951  are  considered  appropriate.  "In 
accordance  with  your  request,  we  would  like  to  sub- 
mit a  resume  of  the  advantages  to  be  gained  by  the 
State  of  Montana  and  other  interested  associations 
and  groups  should  an  IBM  Accounting  Machine 
installation  be  installed  in  the  office  of  the  Registrar 
of  Motor  Vehicles. 

"The  Registrar  of  Motor  Vehicles  handles  more 
paper  work  volume  now  than  any  other  state  agency 
in  the  State  of  Montana's  I  I'M  installations.  Car 
registrations  during  the  past  five  years  have  soared 
with  the  result  that  all  systems  are  now  taxed  to  the 
utmost  in  producing  the  required  amount  of  output 
information.  Several  states  have  found  it  most 
economical  and  satisfactory  to  install  I  MM  in  order 
to  speed  the  flow  of  information  through  their 
registration  departments.  The  State  of  North  Dako- 
ta is  one  of  many  which  approximate  the  size  of 
Montana.  Idle  basic  principle  of  the  II>M  system 
is  a  punched  card.  Once  information  is  recorded 
in  this  card  in  the  form  of  punched  holes,  the  card 
can  be  manipulated  at  tremendous  rates  of  speed 
on  Accounting  Machine  equipment.  For  instance, 
all  cards  could  be  sorted  by  make  of  automobile  at 
the  rate  of  650  or  1,000  cars  per  minute.  The  cards 
representing  these  automobiles  could  then  be  listed 
together  with  detailed  information  at  the  rate  of  150 
line>  a  minute.  All  information  would  be  proved 
and  accurate.  'Idle  cost  of  producing  additional 
statistical    reports    would    be    extremely    small    inas- 


much as  no  additional  equipment  aside  from  that 
normally  used  for  registration  activity  would  be  re- 
quired. 

An  [BM  installation  could  produce  the  following 
reports  : 

1.  Registration  forms  for  all  types  of  motor  vehi- 
cles. 

2.  Certificate  of  Title  forms  for  all  types  of  motor 
vehicles. 

3.  Listings —Monthly  lists  of  new  registrations 
can  he  prepared  at  the  speeds  indicated  above 
and  distributed  to  all  interested  persons. 

4.  Xew  car  and  truck  lists,  revocations  of  licenses, 
and  other  special  listings  could  also  be  pro- 
duced. 

5.  The  great  variety  of  special  reports  for  use  by 
administrative,  police,  and  other  agencies  as 
conditions  and  situations  demand  could  be 
prepared.  (Again  the  flexibility  of  the  equip- 
ment used  does  not  necessitate  additional  pur- 
chase of  equipment  or  additional  costs  of  any 
type. ) 

6.  Lost  or  damaged  plate  lists  and  labels  can  be 
produced. 

7.  Statistics  reports  on  the  following: 

A.  Listing  of  vehicle  type  and  body  style 
broken  down  by  load  capacity  in  tons,  num- 
ber of  vehicles,  and  amount  paid  for  each 
t\  pe  of  vehicle. 

B.  A  report  by  age  group  of  all  vehicles 
registered,  broken  down  by  age.  number, 
and  total  fees  paid. 

C.  Geographic  registrations  statistics  broken 
down  by  county  and  within  county  by  class 
of  registration,  i.e.,  passenger  car,  bus, 
truck,  tractor  truck,  etc.  This  same  report 
could  list  total  vehicles  in  the  county  and 
total  fees  paid  by  the  county. 

"  Idle  above  represent  mereh  a  feu  of  the  reports. 
both  statistical  and  accounting,  which  could  and 
would  be  periodically  prepared  by  the  Department 
of  Motor  Vehicles. 

"It  should  be  remembered  that  one  set  of  machines 
produces  all  special  reports  as  well  as  furnish  all  of 
the  normal  requirements  of  accounting  for  the  de- 
partment." The  same  machines  could  perform  all 
such  functions  for  a  consolidated  Motor  Vehicle 
Department  in  an  efficient  manner. 

Copies  of  the  detailed  study  covering  the  opera- 
tions of  this  department  have  been  made  available 
and  art'  in  the  files  of  the  Fact  Finding  Committee. 

Highway  Patrol 

This  department  patrols  the  highways  of  the  state 

to  enforce  motor  vehicle  laws.  In  addition  it  issues 
operators'  licenses,  administers  the  financial  re- 
sponsibility law,  collects  accident  statistics  and 
promotes  safety.    No  overall  appraisal  is  made  of  the 
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highway  patrol.  It  is  proposed  that  it  should  be 
under  the  Motor  Vehicle  Department  because  it  is 
the  law  arm  necessary  to  enforce  control  of  the 
motor  vehicle.  Certainly  its  functions  are  more 
closely  allied  to  the  rolling  stock  on  our  highways 
than  to  the  construction  of  those  highways,  which 
is  the  function  of  the  Highway  Department.  It  is 
probable  that  the  Montana  Highway  Patrol  could 
benefit  from  a  qualified  appraisal  of  its  functions 
and  operations  regardless  of  what  administrative 
branch  of  the  State  government  it  may  serve  under. 
With  this  in  view,  an  evaluation  of  the  possibility 
of  such  a  study,  if  conducted  by  the  Traffic  Division 
of  the  International  Association  of  Chiefs  of  Police, 
was  requested.  This  organization,  which  specializes 
in  such  appraisals,  has  made  such  studies  in  over  125 
states,  counties,  and  cities  in  recent  years.  These 
studies  usually  result  in  substantial  improvements 
in  the  observed  organizations.  Quotations  from  a 
September  7,  1956  letter  from  this  organization  out- 
lining what  could  be  done  are  given  here  for  in- 
formation. 

"Staff  review  of  facts  gathered  plus  personal 
knowledge  of  your  problem  and  needs,  by  Fern- 
strom  and  Carmichael,  convince  me  that  we  can 
assist  you  in  the  following  areas : 

1.  A  study  and  report  on  the  operation  of  the 
Highway  Patrol  including  specific  recommen- 
dations for  improving  the  Patrol's  traffic 
supervision  program.  (See  Exhibit  A  for  de- 
tails.) 

2.  A  second  study  and  report  dealing  with  driver 
licensing  and  driver  improvement  activities 
with  recommendations  for  improvements.  (See 
Exhibit  B  for  details.) 

"These  two  studies  would  involve  approximate- 
ly 23  man  weeks  of  our  staff  time,  excluding  time 
of  clerical  personnel.  The  cost  of  these  two 
studies  would  be  $10,450. 

"These  studies  will  be  administrative  in  nature 
and  will  not  evaluate  individuals. 

"EXHIBIT  A" 

"The  proposed  study  and  report  on  operations  of  the 
Montana  Highway  Patrol  will  require  approximate- 
ly 15  man-weeks  of  time,  and  will  cover  the  follow- 
ing areas ; 

"1.    THE  RURAL  TRAFFIC  ACCIDENT  AND 
CONGESTION  PROBLEM 

Identifying  that  part  of  the  whole  problem 
which  will  respond  to  state  patrol  efforts,  and 
labeling  those  parts  which  are  the  direct  re- 
sponsibility of  other  agencies  and  divisions  of 
state  government. 

"2.    ORGANIZATION 

Placement  and  function  of  the  Highway 
Patrol  in  the  organizational  structure  of  state 
government,  and  detailed  recommendations 
concerning  internalorganization  of  the  patrol 
so  that  there  is  a  distinct  separation  of  func- 


tions to  be  performed  by  each  division, 
bureau,  and  section  ;  establishing  a  clear-cut 
definition  of  line  and  stall*  functions;  and 
grouping  of  similar  or  like  functions  to  avoid 
overlapping  and  duplication  of  effort-. 

"3.  Total  personnel  needed  including  civilians 
and  commissioned  officers  ;  recommended  as- 
signments of  personnel  by  division,  bureau, 
region  (geographically),  and  time;  recruit- 
ment and  promotional  procedures ;  salaries 
and  miscellaneous  working  conditions. 

"4.    ACCIDENT  INVESTIGATION 

Quantity  and  quality  of  investigations; 
policies  and  procedures  employed  ;  techniques, 
training,  and  special  equipment  needed  for 
improved  proficiency. 

"5.    TRAFFIC  LAW  ENFORCEMENT 

Quantity  and  quality  of  efforts  needed  to  re- 
duce the  accident  experience;  policies  and 
procedures ;  methods  for  improving  selectivi- 
ty. 

"6.    EQUIPMENT 

Housing  space,  office  equipment,  mobile  and 
special  equipment  needed  to  effect  most 
efficient  operation. 

"7.    TRAINING 

Recruit,  in-service,  supervisory  and  command 
training  programs  to  meet  present  and  future 
needs  of  the  patrol ;  training  at  regional  and 
national  schools  ;  specialized  training. 

"8.    RECORDS  AND  ANALYSIS 

Identification  of  basic  traffic  record  forms  and 
summary  reports  ;  improved  methods  of  pro- 
cessing record  data ;  administrative  uses  of 
analyzed  data. 

"9.    ADMINISTRATION 

Departmental  policies  and  procedures  neces- 
sary for  effective  administration  of  the  police 
supervision  program. 

"EXHIBIT  B" 

"1.    ORGANIZATION 

The  relationship  of  driver  licensing  to  the 
total  program  of  the  highway  patrol,  internal 
structure  of  the  driver  licensing  activity 
presently  employed  to  achieve  objectives  of 
the  patrol. 

"2.    PERSONNEL 

Number,  selection  standards  and  procedures, 
training,  supervision. 

"3.    EXAMINATION  AND  DRIVER 
IMPROVEMENT  STANDARDS 

Quality,  adherence  to,  publication  of,  public 
acceptance. 

"4.    RECORDS 

Availability,  analvsis,  and  use. 
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"5.    POLICIES  fessional  administrator  could  operate  such  a  depart- 

Personnel,      out-of-state      drivers,      lapsed  ment  in  an  acceptable  manner.  There  has  been  some 

licenses,  appointments  for  tests,  review   and  suggestion  that  the  Highway  Commission  members 

renewal  examinations  etc.  ')e  made  ex-officio  Commissioners  of  Motor  Ve- 
hicles.  This  has  the  merit  of  using  an  existing  com- 

"6.    EQUIPMENT  mission,  well  established  politically  and  geograph- 

Utilization,  sufficiency,  modernization."  ically.    They  also  would   provide   a  community   of 

,  ,.  .        ,  .     ,     .    .  .     .  ...  ,  top  side  interest  between  highways  and  the  vehicles 

Some  additional  appraisal  of  this  department  will  be  u  .       them   Qn  the  Qther  hand>  consideration  should 

included  in  the  separate  report  on  safety  matters.  bg  giyen  tQ  the  additional  burdens  for  an  already 

heavily    worked    group.     Preoccupation    with    high- 
Highway  Department  ways  could   deny  adequate   attention   to  important 

This  department   administers   the   Gross   Weight  motor  vehicle  matters. 
Vehicle  law.    This  law  provides  supplemental  fees  Another   suggestion   has   been   considered   that   a 

for  commercial  vehicles  at  the  time  of  registration,  new  set  of  commissioners  be  appointed  using  the 

To   have   the  highway   administer  this   registration  Highway    Commission    districts   as   the   geographic 

type  charge   is  about  as  logical  as  it  wovdd  be  to  basis  of  distribution.    Still  another  suggestion  was 

have  the  Registrar  of  Motor  Vehicles  construct  cer-  made  that  the  commission  consist  of  industry  type 

tain  highways.    This  function,  whether  it  is  to  col-  appointments   requiring  one  man  who  is   a   motor 

lect  a  flat  annual  fee  or  a  mileage  fee,  is  essentially  vehicle  dealer,  one  in  the  gasoline  distribution  busi- 

a  motor  vehicle  control  operation.     As  such  it  be-  ness,  and  a  third  possibly  from  the  ranks  of  com- 

longs  in  a  motor  vehicle  department.  mercial  vehicle  operators. 

The  vehicle  weight  control  function  in  Montana 

is  administered  by  the  Highway  Department  Main-  Ports  of  Entry 

tenance   Division.     Many  things   indicate   that   this  Efficient  motor  vehicle  taxation  continually  adds 

is  properly  a  Highway   Department  responsibility.  to  the  demands  for  establishment  of  ports  of  entry 

Consequently,  there  is  no  suggestion  that  this  func-  for  control   of   interstate  operations.     Many   States 

tion  be  placed  in  the  proposed  Motor  Vehicle  De-  0f  the  West ;  Idaho,  Colorado  and  Wyoming,  among 

partment.    However,  close  cooperation  between  this  others,   have  operated  such   ports  with   substantial 

activity    and    ports    of   entry    operations,    discussed  .success.  While,  at  first,  they  may  seem  burdensome 

later,  would  be  desirable  and  could  be  worked  out.  to  the  truck  operator,  they  can  be,  in  fact  just  the 

opposite.    Such  ports   can   provide,   in   one   stop,   a 

Reciprocity  Board  weight  check,  size  and  equipment  control  check,  full 

The  Reciprocity   Board  of  Montana  which   deals  and  authentic  tax  information  and  other  details  that 

with  taxation  of  vehicles  in  interstate  movement  is  can    substantially    improve   the    truck   driver's   effi- 

made  up  of  representatives  from  the  State  Highway  ciency.    He  can,   by   this   one   stop,   avoid  possible 

Patrol,  the  Highway  Commission,  the  Registrar  o'f  numerous  checks  throughout  his  travel  in  the  State, 

Motor  Vehicles,  a  member  of  the  Board  of  Equali-  be  assured  of  uniform  fee  payment  and  essentially, 

zation  and  the  Highway  Commission  attorney.  This  avoid  the  possibility  of  fines  due  to  illegal  operation, 
tends  to  give  the  Highway  Commission  practically  In  Montana  there  are  about  21    major  points  of 

full  power  as  that  commission  controls  three  mem-  entry  into  the  State.    About   1,700  commercial  ve- 

bers  of  the  five  member  board.    It  is  questionable  hides   enter   the    State   or   depart   via  these   points 

that  this  is  a  highway  function.    It  would  seem  that  daily.    The  ten  principal  points  with  total  observed 

it  would  be  more  logically  placed  under  the  control  two-way  daily  traffic  volumes  of  1.363  commercial 

of  a  motor  vehicle  administrator  since  it  would  be  vehicles  may  be  listed  as  follows: 
his  responsibility  to  enforce  rules  and   regulations  ....         ,      ._       TTr,  ,~        ,  ,~As  -,™ 

agreed  upon  with  other  States.  Missoula  (Jet.  LS  10  and  10A)...  260 

Glendive   (US  10)   193 

Highway  Use  Tax  Sidney 152 

Under  any  circumstances  the  establishment  of  a          _    ,  .- 

motor  vehicle  department  for  Montana  would  be  a  t-ulbertson  

desirable   forward   step.     If   Montana   is   to  have   a  Billings  (US  310  at  Border) 127 

highway  use  tax  for  commercial  vehicles,  the  estab-          Miles  Citv  (US  712")  1?0 
lishment    of    such    a   department    is    almost   a    pre- 
requisite.                                                                                      Sweet  Grass  103 

It  would  be  necessary  because  of  the  essential  co-  Hardin    89 

ordination    between    registration,    ports    of    entry,  Dillon  87 

weight  controls,  fee  collections,  fuel  payments  and 

other   functions.    A  proposed   law   setting  up   such  Kahspell   (US  2)   8/ 

a  department  is  included  as  part  of  Appendix  "C."  An  o{  the  above  are  near  the  border  except  the 

As  proposed,  this  department  would  have  an  or-  Missoula  station.    The  other  eleven  points  account 

ganization  somewhat  as  shown  in  Table  B-4.  for  a  total   less   than  350  commercial  vehicles   per 

The   Commission   membership   itself   is   not   vital  day,  certainly  too  insignificant  for  consideration  of 

since  any  strong  group  with  the  support  of  a  pro-  permanent  ports  of  entry  installations. 
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Operation  of  a  port  of  entry  on  a  24-hour  basis 
would  call  for  a  crew  of  about  four  men  per  station. 
This  would  entail  costs  of  about  $14,000  annually 
for  salaries.  Other  incidentals  would  probably  bring 
this  to  $20,C00  as  an  absolute  minimum.  A  roving 
crew,  consisting  of  two  men  with  car  and  equip- 
ment, would  probably  cost  about  $15,000  per  year. 
If  six  permanent  stations  and  three  roving  crews 
were  established,  a  field  cost  of  about  $165,000  could 
result.  Office  support  could  come  to  about  $20,000 
per  year  for  a  grand  total  of  $185,000.  Other  States' 
experience  indicate  a  cost  of  about  $20,000  to  $30,000 
per  station.  Colorado,  for  example,  appropriates 
about  $264,003  per  year  for  salaries  to  operate  fifteen 
permanent  and  ten  roving  ports.  It  expends  an  ad- 
ditional $180,000  for  so-called  capital  operation.  All 
these  stations  service  about  4,500  vehicles  per  day, 


substantially  more  than  Montana  could  expect. 
Idaho,  which  checks  about  1,800  vehicles  per  day, 
expends  $178,000  per  year  to  operate  six  permanent 
and  seven  roving  ports.  In  addition  to  these  costs 
would  be  the  provision  of  physical  properties  and 
buildings.  These  amounted  to  $375,000  in  Colorado. 
An  Idaho  figure  for  physical  properties  was  not  de- 
termined. Both  Colorado,  with  annual  port  of  entry 
revenue  of  $500,000,  and  Idaho  with  $950,000,  appear 
to  be  satisfied  that  these  are  profitable  operations. 
It  is  probable  that  much  more  revenue  can  be  at- 
tributed to  these  functions  than  indicated  in  Colo- 
rado and  Idaho,  as  only  actual  collections  at  ports 
are  reported.  The  overall  control  provided  would 
appear  to  tighten  many  revenue  leaks  that  would 
otherwise  exist.  A  possible  port  of  entry  law  is  in- 
cluded as  part  of  Appendix  "C." 


Table  B-5 

PORT  OF  ENTRY  DATA 

Item 

Number  of  Stations  Colorado  Idaho 

Permanent   15  6 

Roving 10  7 

Where  Located  Major  Traffic  Points  Major  Traffic  Points 

Total   Number  of 

Operators  Per  Station  4-7  4 

Hours  of  Operation Continuous  at  Permanent      Continuous  at  Permanent 

Stations  Stations 

Average  Monthly  Salary $280— S320  $325 

Annual  Cost  of  Program.. $444,000  $178,000 

Operators  Bonded Yes— $500  Yes     $2,500 

Average  Number  of 
Commercial  Vehicles 
Serviced  Each  Day 

At  All  Stations..' 4,500  1.800 

At  Minimum  Stations 250  150 

Police  Authority  Can  Restrain  for  State  Manned  by  State  Police 

Patrol   Onlv 
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Appendix  C 
A  PROPOSED  MONTANA  HIGHWAY 

USE  ACT 


A  BILL  FOR  AN  ACT  ENTITLED:  "AN  ACT 
IMPOSING  TAXES  IN  CONSIDERATION 
OF  THE  USE  OF  THE  PUBLIC  HIGHWAYS 
OF  MONTANA  BY  MOTOR  VEHICLES  ;  DE- 
FINING THE  TERMS  MOTOR  VEHICLES, 
PERSON,  GROSS  WEIGHT,  TRAILING 
UNIT,  CARRIER,  PUBLIC  HIGHWAY, 
DEPARTMENT,  AND  FARM  VEHICLES; 
MAKING  IT  UNLAWFUL  TO  USE  THE 
PUBLIC  HIGHWAYS  OF  THE  STATE 
WITHOUT  FIRST  SECURING  A  USE  PER- 
MIT; PROVIDING  THE  METHOD  FOR  OB- 
TAINING A  USE  PERMIT;  PROVIDING 
RATE  SCHEDULES  ;  PROVIDING  FOR  SPE- 
CIAL MOBILE  EQUIPMENT;  PROVIDING 
THE  DATES  UPON  WHICH  THE  TAXES 
IMPOSED  ARE  DUE,  AND  THE  PLACE  OF 
PAYMENT;  GRANTING  TO  THE  DEPART- 
MENT OF  MOTOR  VEHICLES  POWER  TO 
ISSUE  TEMPORARY  USE  PERMITS;  PRO- 
VIDING THE  METHOD  OF  MAKING  RE- 
TURNS; FIXING  LIABILITY  FOR  TAXES 
UPON  THE  CARRIER  AND  OWNER;  PRO- 
VIDING CERTAIN  EXCEPTIONS  IN  TPIE 
CASE  OF  SPECIAL  KINDS  OF  TRAILING 
UNITS,     FOR     PERSONS     ENTITLED     TO 

•  RECIPROCITY,  FOR  OPERATORS  OF  CER- 
TAIN INTERSTATE  FLEETS; PROVIDING 
FOR  TRIP  PERMITS;  GIVING  THE  DE- 
PARTMENT OF  MOTOR  VEHICLES  POW- 
ER TO  DETERMINE  THE  TAX  DUE;  PRO- 
VIDING FOR  HEARINGS  IN  THE  DEPART- 
MENT; PROVIDING  AN  EXCLUSIVE 
METHOD  FOR  THE  JUDICIAL  REVIEW 
OF  DECISIONS  OF  THE  DEPARTMENT; 
PROVIDING  PROCEDURES  FOR  THE  COL- 
LECTION OF  TAXES  DUE  AND  VESTING 
POWER  IN  THE  DEPARTMENT  TO  ISSUE 
CERTIFICATES  WHICH  WHEN  FILED 
HAVE  THE  STATUS  OF  JUDGMENTS  OF 
THE  DISTRICT  COURTS  ;  PROVIDING  FOR 
LIENS  ON  MOTOR  VEHICLES  FOR  UN- 
PAID TAXES  AND  PROVIDING  THE 
METHOD  OF  FORECLOSURE  OF  SUCH 
LIENS  AND  THE  PRIORITY  THEREOF; 
PROVIDING   FOR  THE   REVOCATION   OF 


REGISTRATIONS  OF  MOTOR  VEHICLES 
FOR  NON  PAYMENT  OF  TAXES;  PROVID- 
ING THE  METHOD  OF  SERVING  NOTICES 
AND  PROGRESS  AND  FOR  THE  APPOINT- 
MENT OF  THE  SECRETARY  OF  STATE  AS 
AN  AGENT  UPON  WHOM  NOTICE  OR 
PROCESS  MAY  BE  SERVED:  PROVIDING 
FOR  INTEREST  AND  PENALTIES,  BOTH 
CIVIL  AND  CRIMINAL,  FOR  VIOLATIONS 
OF  THE  ACT  AND  RULES  ENACTED  PUR- 
SUANT THERETO;  GIVING  JUSTICE  AND 
DISTRICT  COURTS  CONCURRENT  JURIS- 
DICTION OF  MISDEMEANORS  COMMIT- 
TED UNDER  THE  ACT  ;  PROVIDING  THAT 
VIOLATIONS  OF  THE  ACT  ARE  IN  PART 
COMMITTED  IN  HELENA;  PROVIDING 
FOR  THE  PROSECUTION  OF  VIOLATIONS 
BY  THE  ATTORNEY  GENERAL  AND  THE 
COUNTY  ATTORNEYS;  PROVIDING  FOR 
REFUNDS;  GIVING  THE  DEPARTMENT 
OF  MOTOR  VEHICLES  POWERS  TO  AD- 
MINISTER AND  ENFORCE  THE  ACT,  RE- 
QUIRE SECURITY  FOR  THE  PAYMENT  OF 
TAXES  DUE  OR  TO  BE  DUE,  TO  MAKE 
RULES  FOR  ITS  OWN  PROCEDURES,  TO 
DESIGNATE  PORTS  OF  ENTRY,  TO  AP- 
POINT DEPUTIES,  TO  GENERALLY  MAKE 
RULES  FOR  THE  ENFORCEMENT  AND 
ADMINISTRATION  OF  THE  ACT  ;  PROVID- 
ING FOR  THE  DISPOSITION  OF  REVE- 
NUES RECEIVED  UNDER  THE  ACT;  PRO- 
VIDING FOR  SEVERABILITY;  REGULAT- 
ING THE  TRANSFER  OF  USE  PERMITS; 
LIMITING  MUNICIPAL  TAXATION  OF 
MOTOR  VEHICLES  ;  PROVIDING  A  SHORT 
TITLE;  REPEALING  CERTAIN  ACTS  AND 
PARTS  OF  ACTS  AND  SAVING  THE  PEN- 
ALTIES UNDER  REPEALED  ACTS;  PRO- 
VIDING FOR  AN  EFFECTIVE  DATE. 


Be  It  Enacted  by  the  Legislative  Assembly  of  the 
State  of  Montana : 

Section  1.  Definitions,  (a)  "Person"  shall  include 
an  individual,  co-partner,  society,  association,  cor- 
poration, joint  stock  company,  lessee,  and  any  com- 
binations of  individuals  ;  an  executor,  administrator, 
receiver,  trustee  or  other  fiduciary. 
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(b)  "Motor  Vehicle"  solely  for  the  purposes  of 
this  Act,  shall  include  any  automobile,  truck,  trac- 
tor, bus,  or  other  self-propelled  device  used  upon 
the  public  highways,  otherwise  than  on  fixed  rails 
or  tracks.  The  term  "Motor  Vehicle,"  solely  for 
the  purposes  of  this  Act,   shall  not  include: 

(1)  Automobiles  designed  primarily  for  the  car- 
riage of  passengers  and  having  a  seating  ca- 
pacity of  not  to  exceed  eight  persons. 

(2)  A  road  roller,  tractor  crane,  truck  crane, 
power  shovel,  road  building  machine,  snow- 
plow,  road  sweeper,  sand  spreader,  or  well 
driller. 

(3)  Vehicles  used  exclusively  in  transporting 
students  or  instructors  to  or  from  school  or 
authorized  school  activities  or  functions. 

(4)  Vehicles  owned  or  operated  by  the  United 
States,  the  State  of  Montana,  or  any  other 
state  or,  any  county,  city,  town  or  munici- 
pality in  this  state,  or  any  other  state  or  by 
any  agency  or  department  thereof. 

(5)  Vehicles  operated  by  fire  patrol  associations 
and  used  exclusively  for  the  purpose  of  trans- 
porting persons  or  property  in  connection 
with  the  patrolling  of  forests  for  the  preven- 
tion of  fire  or  the  fighting  of  forest  fires. 

(6)  Vehicles  operating  exclusively  over  roads  or 
thoroughfares  in  private  ownership. 

(7)  Vehicles  used  exclusively  as  hearses  or  ambu- 
lances. 

(8)  Vehicles  operated  exclusively  on  any  road 
or  thoroughfare,  other  than  a  State  highway 
or  county  road,  pursuant  to  an  agreement 
with  any  agency  of  the  United  States  or  with 
a  licensee  of  such  agency,  or  both,  provided 
such  agreement  imposes  upon  the  user  of 
such  road  or  thoroughfare  the  obligations 
either  to  construct  such  road  or  thoroughfare 
at  his  own  expense,  to  maintain  the  same  at 
his  own  expense,  or  to  pay  such  agency  or 
licensee  of  such  agency  a  reasonable  consid- 
eration for  the  use  or  right-of-way  of  such 
road  or  thoroughfare. 

(9)  Vehicles  taxed  under  the  provisions  of  Chap- 
ter 133,  Laws  of  1953. 

(c)  The  term  "gross  weight  of  motor  vehicle"  as 
used  herein  shall  mean  the  weight  of  the  motor  ve- 
hicles plus  the  weight  of  the  maximum  load  to  be 
carried  thereon  plus  the  weight  of  any  trailing  unit 
or  units  to  be  drawn  thereby  plus  the  weight  of  the 
maximum  load  to  be  carried  on  such  trailing  unit 
or  units. 

(d)  The  term  "trailing  unit"  shall  mean  any 
trailer,  semi-trailer,  dolly  or  other  wheeled  device 
of  any  kind  drawn  by  a  motor  vehicle  but  shall  not 
include  instruments  of  husbandry  designed  to  be 
used  for  agricultural  purposes,  house  trailers  de- 
signed and    exclusively    used    for    the    occupanc\    of 


persons  or  small  utility  trailers  of  less  than  10,000 
pound  gross  weight  not  regularly  used  in  a  combina- 
tion vehicle  movement. 

(e)  The  term  "carrier"  shall  mean  any  person 
having  the  lawful  use  or  control  or  the  right  to  the 
use  or  control  of  any  motor  vehicle. 

(f)  The  term  "public  highway"  shall  mean  any 
public  highway,  street,  avenue,  road,  public  place, 
public  driveway  or  any  other  public  way. 

(g)  The  term  "department"  shall  mean  the  Motor 
Vehicle  Department  of  Montana. 

(h)  The  term  "farm  vehicle"  shall  mean  motor 
vehicles  of  24,000  pounds  or  less  gross  weight  owned 
and  operated  by  ranchers  or  farmers  in  the  trans- 
portation of  their  own  ranch,  farm,  orchard,  or  dairy 
products  from  point  of  production  to  market,  or  of 
supplies,  commodities,  or  equipment  to  be  used  on 
the  ranch,  farm,  orchard,  or  dairy,  or  in  the  infre- 
quent or  seasonal  transportation  by  one  farmer  for 
another  for  any  purpose  other  than  commercial  hire 
of  products  of  the  farm,  orchard  or  dairy,  or  of 
supplies  or  commodities  to  be  used  on  the  farm, 
orchard  or  dairy,  except  motor  trucks  owned  and 
operated  by  cooperative  associations  or  cooperative 
marketing  associations. 

Section  2.  Highway  Use  Permit,  lal  It  shall  be 
unlawful  for  any  person  to  operate  a  motor  vehicle 
upon  the  public  highways  of  the  State  without  a 
use  permit  to  be  issued  as  herein  provided. 

(b)  Each  person  desiring  to  operate  any  motor 
vehicle  upon  the  public  highways  of  this  State  shall 
apply  for  a  use  permit  upon  forms  to  be  prescribed 
by  the  Department  of  Motor  Vehicles,  except  as 
provided  in  Section  4  (c)  hereof.  The  application 
shall  be  filed  with  the  County  Treasurer  of  the 
county  in  which  the  motor  vehicle  is  principally 
domiciled.  At  the  time  such  application  is  filed  the 
County  Treasurer  shall  collect  the  registration  fees 
provided  by  law,  the  property  taxes  due  upon  such 
motor  vehicle,  and  that  portion  of  the  use  tax  cal- 
culated under  Schedule  I  of  Section  3  of  this  Act. 
When  such  amounts  have  been  collected  the  County 
Treasurer  shall  then  forward  to  the  Department  of 
Motor  Vehicles  the  application,  together  with  such 
other  information  as  shall  be  prescribed  by  the  De- 
partment of  Motor  Vehicles.  Upon  the  receipt  of 
such  application  the  Department  of  Motor  Vehicles 
shall  issue  a  use  permit  to  the  applicant  and  forward 
to  the  applicant  evidence  of  the  use  permit  in  the 
form  of  such  tag.  plate,  certificate  or  other  device 
as  shall  be  prescribed  by  the  Department  of  Motor 
Vehicles. 

(c)  In  determining  the  portion  ^i  the  use  tax  cal- 
culated under  Schedule  1  of  Section  3  of  tins  Act. 
the  County  Treasurer  shall  use  the  gross  weight  of 
the  motor  vehicle  as  declared  by  the  applicant,  upon 
the  application  form.  This  determination  of  the 
County  Treasurer  shall  be  tentative  ami  the  IV 
partment  of  Motor  Vehicles  shall  have  the  power 
to  determine  the  correct  gross  weight  oi  such  motor 
vehicle  and   to  calculate   the   tax   upon   the   basis  of 
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such  correct  gross  weight.  The  determination  of 
the  Department  of  Motor  Vehicles  shall  be  con- 
clusive unless  reviewed  in  the  time  and  manner  pro- 
vided in  Section  9  of  this  Act.  Upon  a  determination 
that  additional  tax  is  due  under  Schedule  I  of  Section 
3,  such  tax  shall  be  paid  to  the  County  Treasurer. 
If  the  determination  of  an  additional  tax  is  made 
before  the  use  permit  is  issued,  the  Department  of 
Motor  Vehicles  may  withhold  the  issuance  of  a  use 
permit  until  such  additional  tax  has  been  paid  or  if 
a  use  permit  has  been  granted  may  revoke  the  use 
permit  unless  the  additional  tax  pins  any  penalty 
and  interest  is  paid  within  such  time  as  may  be 
granted  by  the  Department  of  Motor  Vehicles. 

(d)  The  taxes  imposed  under  Schedule  I  of  Sec- 
tion 3  of  this  Act  shall  be  due  on  the  1st  day  of 
January  in  each  calendar  year  provided,  however, 
that  application  may  be  made  for  any  motor  vehicle 
which  has  not  been  operated  on  the  highways  of 
this  State  between  January  1st  and  June  30th,  both 
dates  inclusive,  for  a  use  permit  for  the  period  from 
July  1st  to  December  31st,  both  dates  inclusive, 
upon  the  payment  of  Yi  of  the  tax  otherwise  due. 
In  such  event  the  tax  shall  be  due  on  July  1st. 

(e)  For  the  purpose  of  facilitating  the  adminis- 
tration of  this  Act  and  to  prevent  undue  hardship 
upon  the  applicants  for  use  permits,  the  Department 
of  Motor  Vehicles  shall  have  the  power  to  provide 
by  rule  the  conditions  under  which  temporary  use 
permits  may  be  used  by  the  Department  or  by 
County  Treasurers,  the  form  of  such  temporary  use 
permits,  the  period  during  which  such  temporary 
use  permits  shall  be  valid  for  such  security  as  may 
be  required  for  the  payment  of  taxes  due  or  to  be 
due,  for  the  surrender  of  such  temporary  use  per- 
mits, and  generally  the  procedure  relating  to  the 
issuance  of  such  temporary  permits. 

Section  3.  Imposition  of  Tax.  (a)  In  addition  to 
any  other  tax  or  fee  imposed  by  law  there  is  hereby 
levied  and  imposed  a  highway  use  tax  for  the  privi- 
lege of  operating  any  motor  vehicle  upon  the  public 
highways  of  this  State.  Such  tax  is  imposed  upon 
the  carrier  except  that  where  the  carrier  is  not  the 
owner  of  such  vehicular  unit,  the  tax  shall  be  a  joint 
and  several  liability  of  both  the  owner  and  carrier. 
Such  tax  is  imposed  in  an  amount  equal  to  the  sum 
of  the  amounts  calculated  under  Schedules  I  and  II 
hereof. 

Schedule  I. 

There  is  hereby  imposed  a  tax  to  be  calculated 
upon  the  gross  weight  of  such  vehicles  as  follows : 

Amount  of  Tax 

Gross  Weight  of      

Motor  Vehicles  Commercial 

Farm  Vehicles  Vehicles 

(Pounds) 

0  to     6.000 $  4.00             $     6.00 

6,001  to     8,000 5.00  16.00 

8,001  to  10.000 6.00  30.00 

10,001  to   12,000 7.00  36.00 

12,001  to  14.000 8.00  42.00 

14,001  to  16,000 10.00  48.00 

16,001  to  18,000 11.00  54.00 

18.001  to  20,000 12.00  60.00 


Schedule  I.     (Continued) 

Amount  of  Tax 


Motor  Vehicles                    Commercial 

(Pounds) 

20,001 

to  22,000 13.00       66.00 

22,001 

to  24,000 14.00       72.00 

24,001 

to  26,000.. 

78.00 

26,001 

to  28,000 

84.00 

28,001 

to  30,000 

90.00 

30,001 

to  32,000 

96.00 

32,001 

to  34,000 

102.00 

34,001 

to  36,000 

108.00 

36,001 

to  38,000 

114.00 

38,001 

to  40,000 

120.00 

40,001 

to  42,000 

126.00 

42,001 

to  44.000 

132.00 

44,001 

to  46,000....- 

138.00 

46,001 

to  48,000 

144.00 

48,001 

to  50,000 

150.00 

50,001 

to  52,000 

156.00 

52,001 

to  54,000 

162.00 

54,001 

to  56,000 

168.00 

56,001 

to  58,000 

174.00 

58,001 

to  60,000 

180.00 

60,001 

to  62,000 

186.00 

62,001 

to  64,000 

192.00 

64,001 

to  66,000 

198.00 

66,001 

to  68,000 

204.00 

68,001 

to  70,000 

210.00 

70,001 

to  72,000 

216.00 

72,001 

to  74,000 

222.00 

74,001 

to  76,000 

228.00 

76,001 

to  78.000.... 

234.00 

Over 

78,000 

35  cents 

per  CWT. 

In  addition  to  other  fees  for  licensing  of  vehicles, 
there  shall  be  paid  and  collected  annually: 

for  each  house  trailer  based  upon  over-all  length 
of  body  as  set  by  licensee  in  his  application,  a 
fee  equal  to  twenty-five  cents  (25c)  for  each 
foot  of  over-all  trailer  body  length,  exclusive 
of  bumpers  and  hitch. 

for  each  trailer  other  than  house  trailers  and 
not  regularly  used  in  a  combination  vehicle 
movement  an  annual  fee  shall  be  charged  as 
follows : 

up  to  3,000  for  personal  use  exempt 

up  to  3,000  for  commercial  use..-.$  3,00 

3,001  to  6,000  for  anv  use 5.00 

6,001  to  10,000  for  any  use 8.00 

Schedule  II. 

There  is  hereby  imposed  a  tax  to  be  calculated  by 
multiplying  the  number  of  miles  such  motor  vehicle 
is  operated  on  the  public  highways  in  this  State  by 
the  approprite  weight  group  tax,  according  to  Table 
A  or  Table  B,  as  the  case  may  be. 

Table  A  shall  apply  only  to  those  carriers  using 
gasoline  as  defined  by  Section  1,  Chapter  17,  Laws 
of    1955,    purchased   within   the    State   of    Montana. 

Table  B  shall  apply  to  carriers  using  fuel  of 
whatever  kind  purchased  out  of  the  State  of  Mon- 
tana and  by  persons  using  any  fuel  other  than  gaso- 
line as  above  defined,  wherever  purchased. 
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Tables  A  and  B  shall  apply  to  carriers  using  gaso- 
line puchased  part  in  and  part  out  of  the  State  of 
Montana  but  in  no  event  shall  Table  A  be  applied 
in  the  computation  of  any  tax  to  more  than  the 
maximum  miles  which  could  be  traveled  in  this 
State  on  such  gasoline  purchased  within  the  State. 

Any  carrier  subject  to  and  paying  all  the  taxes 
due  under  Table  B  of  this  Schedule  1 1  shall  be 
exempt  from  the  provisions  of  the  Special  Fuel  Tax 
Act  (Chapter  162,  Laws  1955)  upon  the  fuel  used 
in  the  vehicles  reported  for  taxation  under  Table  B, 
Schedule  II. 

Weight  Group  Weight  Group 

Gross  Weight  of                              Tax  Rate  Tax  Rate 

Motor  Vehicle                                (Mills)  (Mills) 

(Pounds)                                    Table  A  Table  B 

24,001  to  26,000 2.8  16.9 

26,001  to  28,000 4.0  18.6 

28,001  to  30,000 5.2  20.3 

30,001  to  32,000 6.5  21.9 

32,001  to  34,000 7.7  23.7 

34,001  to  36,000 9.0  25.3 

36,001  to  38,000 10.2  27.0 

38,001  to  40,000 11.4  28.7 

40,001  to  42,000 12.7  30.3 

42,001  to  44,000 14.0  32.0 

44,001  to  46,000 15.2  ^.7 

46,001  to  48.000 16.4  35.3 

48,001  to  50,000 17.7  37.1 

50,001  to  52.000 18.9  38.7 

52,001  to  54,000 20.1  40.4 

54,001  to  56.000 21.4  42.1 

56,001  to  58,000 22.7  43.S 

58,001  to  60,000 23.9  45.4 

60,001  to  62,000 25.1  47.1 

62,001  to  64,000...  26.3  48.8 

64,001  to  66,000 27.7  50.5 

66,001  to  68,000...  28.8  52.1 

68,001  to  70,000 30.1  53.8 

70,001  to  72,000 31.3  55.5 

72,001  to  74,000...  32.6  57.2 

74.001  to  76,000 33.8  5S.S 

76,001  to  78,000...  35.1  60.5 

Over  78,000 \dd  1.5  mills        Add  1.0  mills 

for  each  addi-     for  each  addi- 
tional 2,000         tional  2,000 
pounds  pounds 

Nothing  contained  in  this  Act  shall  be  construed 
to  authorize  motor  vehicle  weight  units  in  excess 
of  those  permitted  by  the  vehicle  and  traffic  laws. 

Section  4.  (a)  The  provisions  of  this  Act  shall 
apply  to  all  motor  vehicles  using  the  public  high- 
ways of  the  State  of  Montana  except  to  tin-  extent 
and  only  to  the  extent  provided  in  Section  4  of 
this  Act. 

(I))  The  term  "special  mobile  equipment"  for 
the  purposes  of  this  section  shall  mean  every  ve- 
hicle not  designed  or  used  primarily  for  the  trans- 
portation of  persons  or  property  and  incidentally 
operated  or  moved  over  the  highways,  including 
road  construction  equipment  Or  maintenance  ma- 
chinery, ditch-digging  apparatus,  well-boring  ap- 
paratus and  concrete  mixers.    The  foregoing  enumer- 


ation shall  be  deemed  partial  and  shall  not  operate 
to  exclude  other  such  vehicles  which  are  within 
the  general  terms  of  this  section;  provided,  that  the 
term  "special  mobile  equipment"  does  not  include 
any  of  the  following: 

l  1  )  A  vehicle  such  as  a  truck,  truck-tractor, 
trailer,  or  semi-trailer,  originally  designed 
for  the  transportation  of  persons  or  property 
to  which  machinery  has  been  attached; 

(2)  Dump  truck  and  truck-mounted  transit  mix- 
ers, or  any  rubber-tired  truck  or  trailer,  self- 
propelled,  or  towed,  from  which  machinery 
can  be  removed  and  such  vehicles  used  to 
transport  persons  or  property. 

(c)  Every  person,  firm,  partnership,  or  corpora- 
tion who  owns,  leases  or  rents  special  mobile  equip- 
ment as  defined  in  section  4  (b)  and  occasionally 
moves  said  equipment  on,  over,  or  across  the  high- 
ways of  the  State  of  Montana  shall  not  be  subject 
to  registration  of  said  equipment  nor  be  required  to 
pay  the  fees  and  charges  provided  in  this  Act,  but 
prior  to  any  movement  on  the  highways,  each  piece 
of  equipment  shall  display  an  equipment  identifica- 
tion plate  attached  thereto.  The  annual  application 
for  the  identification  plate  shall  be  made  to  the 
County  Treasurer  prior  to  or  before  any  such  piece 
of  equipment  is  moved  over  the  highway  on  a  form 
furnished  by  the  Department  of  Motor  Vehicles,  to- 
gether with  payment  of  a  fee  of  five  dollar-  (S5.00). 
Provided  that  publicly  owned  special  mobile  equip- 
ment and  equipment  implements  of  husbandry  de- 
signed and  used  exclusively  by  an  owner  in  the  con- 
duct of  his  own  farming  operations  are  exempt  from 
the  provisions  of  this  Act.  The  County  Treasurer 
shall  issue  to  each  applicant  a  single  metal  plate  with 
a  distinguishing  number  and  a  receipt  for  the  fee 
collected,  which  receipt  shall  contain  the  name  and 
address  of  the  applicant,  the  number  of  the  plate 
issued,  the  serial  number  of  the  equipment,  and  a 
brief  description  of  the  same.  The  receipt  shall  be 
carried  in  a  suitable  container  attached  to  the  equip- 
ment or  immediately  available  for  inspection  of  any 
peace  officer  or  highway  patrolman.  The  identifica- 
tion plate  for  special  mobile  equipment  shall  expire 
on  December  thirty-first  of  each  year  in  which  it 
was  issued.  In  any  case  where  the  units  herein  de- 
scribed are  operated  on  the  highways  of  this  State 
herein  provided  for,  it  shall  be  conclusively  deemed 
that  the  carrier  has  waived  the  option  provided  b\ 
this   subsection. 

id  I  Any  carrier  whose  vehicle  is  duly  registered 
and  licensed  under  the  laws  of  a  foreign  State  oper- 
ating a  motor  vehicle  which  is  not  a  part  oi  an 
interstate  fleet  as  defined  by  Chapter  256,  Laws  <<i 
1955,  or  which  is  not  entitled  to  reciprocity  under 
the  provisions  of  Chapter  143,  Laws  oi  1955,  may 
in  lieu  of  obtaining  a  use  permit  as  herein  provided 
for  vehicles  operating  at  a  weight  of  more  than 
24,000  pounds  gross  weight,  obtain  single  trip  use 
permit  upon  payment  o\  the  fees  herein  provided. 
The  fees  for  such  special  use  permit  shall  be  $3.00 
plus  an  amount  calculated  under    Table   B  oi  Sched- 
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ule  II  of  Section  3.  For  vehicles  of  24.000  pounds 
gross  weight,  or  less,  the  fee  shall  be  $3.00  for  each 
trip  for  the  first  200  miles  or  less  ;  $6.00  for  each 
trip  over  200  miles,  and  up  to  400  miles,  or  less; 
$9.00  for  each  trip  over  400  miles.  It  shall  be  lawful 
for  a  carrier  to  obtain  more  than  one  single  trip 
permit  in  each  year  but  any  carrier  who  operates 
a  vehicle  upon  the  highways  of  this  State  at  a  point 
beyond  the  first  point  at  which  such  special  trip 
permits  may  be  obtained  after  his  entry  into  the 
State  of  Montana,  shall  be  conclusively  deemed  to 
have  elected  to  forfeit  his  right  to  a  special  trip 
permit  and  to  have  subjected  himself  to  general  laws 
relating  to  highway  use  permits  in  Montana.  In 
such  event  the  Department  shall  have  the  power  to 
determine  the  amount  of  tax  to  be  paid  for  the  use 
permit  for  such  motor  vehicle  and  to  impound  the 
motor  vehicle  until  such  amount  has  been  paid  or 
until  security  for  the  payment  thereof,  in  an  amount 
and  form  satisfactory  to  the  Department  has  been 
furnished. 

(e)  Carriers  operating  motor  vehicles  which  are 
entitled  to  reciprocity  under  the  provisions  of  Chap- 
ter 143,  Laws  of  1955,  may  obtain  a  use  permit  for 
such  motor  vehicles  by  filing  with  the  Department 
an  application  therefor  on  forms  to  be  provided  by 
the  Department.  In  such  case,  reciprocity  may  be 
extended  to  the  taxes  imposed  under  Schedule  I  of 
Section  3  hereof,  but  in  no  case  shall  any  reciprocity 
law  or  agreement  operate  to  relieve  such  carrier  of 
the  taxes  imposed  under  Schedule  II  of  Section  3 
hereof.  The  Department  is  hereby  empowered  to 
provide  by  rule  for  the  collection  of  the  taxes  im- 
posed by  Schedule  II  of  Section  3  in  advance  at  the 
point  at  which  such  motor  vehicle  enters  Montana 
or  at  the  time  of  filing  the  return  as  provided  in 
Section  5  hereof.  In  the  latter  case  the  Department 
may  require  security  for  the  payment  of  such  taxes 
as  may  be  incurred  under  Schedule  II  of  Section  3. 

(f)  Carriers  operating  interstate  fleets  under  the 
provisions  of  Chapter  246,  Laws  of  1955,  may  obtain 
special  use  permits  as  herein  provided  ;  and  those 
Montana  operators  electing  to  register  an  interstate 
fleet  and  those  foreign  operators'  carriers  who  have 
motor  vehicles  principally  domiciled  in  the  State  of 
Montana  shall  make  application  for  such  use  per- 
mits through  the  office  of  the  County  Treasurer  of 
the  county  in  which  the  motor  vehicle  is  principally 
domiciled.  Carriers  operating  vehicles  which  are 
not  principally  domiciled  in  Montana  shall  make 
application  for  such  use  permits  at  the  Department 
of  Motor  Vehicles.  All  of  the  taxes  imposed  by  this 
Act  are  hereby  imposed  upon  those  motor  vehicles 
constituting  part  of  an  interstate  fleet  which  are 
registered  or  licensed  in  Montana.  All  of  the  taxes 
imposed  by  Schedule  II  of  Section  3  of  this  Act  (but 
not  Schedule  I  of  Section  3)  are  hereby  imposed 
upon  the  motor  vehicles  which  are  not  licensed  or 
registered  in  Montana.  The  use  of  the  term  "im- 
posed upon  motor  vehicles"  shall  not  relieve  the 
carrier  or  owner  from  the  liability  imposed  by  this 
Act  for  the  payment  of  the  taxes  due. 


(g)  The  Department  shall  have  power  to  provide 
forms  for  any  carrier  claiming  any  exemption 
granted  under  Section  4  or  Section  1  or  any  other 
portion  of  this  Act  and  shall  have  the  power  to  de- 
termine whether  such  exemptions  shall  be  allowed. 
When  any  exemption  is  claimed  (and  deserved)  all 
taxes  due  may  be  determined  by  the  Department. 
The  determination  of  the  Department  as  to  any 
claimed  exemption  shall  be  conclusive  unless  re- 
viewed  under  Section  9  of  this  Act. 

Section  5.  Returns  under  Schedule  II  of  Section 
3.  For  the  purposes  of  this  Act  the  calendar  year 
shall  be  divided  into  four  quarters  as  follows:  Janu- 
ary 1  to  March  31  ;  April  1  to  June  30;  July  1  to  Sep- 
tember 30;  October  1  to  December  31.  On  or  before 
the  thirtieth  day  following  the  close  of  each  quarter 
during  which  it  operated  any  motor  vehicle  on  the 
public  highways  of  this  State,  every  carrier  subject 
to  the  terms  of  Schedule  II  of  Section  3  shall  file 
with  the  Department  of  Motor  Vehicles  a  return. 
The  return  shall  be  on  forms  provided  by  the  De- 
partment and  shall  contain  such  data  and  informa- 
tion as  the  Department  shall  require  to  be  included 
therein.  The  Department  may  grant  a  reasonable 
extension  for  filing"  returns  when  good  cause  exists 
therefor.  Each  return  shall  have  annexed  thereto 
a  certificate  to  the  effect  that  the  statements  con- 
tained therein  are  true. 

Section  6.  Payment  of  Tax  Under  Schedule  II  of 
Section  3.  At  the  time  of  filing  a  return  as  required 
by  Section  5  hereof,  every  carrier  shall  pay  to  the 
Department  of  Motor  Vehicles  the  tax  imposed  by 
Schedule  II  of  Section  3  of  this  Act  for  the  period 
covered  by  such  return.  Such  tax  shall  be  due  and 
payable  at  the  time  of  filing-  such  return  or  if  a 
return  is  not  filed  when  due,  on  the  last  day  on 
which  the  return  is  required  to  be  filed.  The  De- 
partment may  for  good  cause  shown  and  upon  such 
security  as  it  may  require  extend  the  time  for  the 
payment  of  tax  due  under  Schedule  II  of  Section  3. 

Section  7.  Owner  Responsible.  In  those  instances 
where  the  carrier  is  not  the  owner  of  the  motor  vehi- 
cle the  owner  may  maintain  the  records,  file  the  re- 
turns and  pay  the  taxes,  required  by  this  Act  or  the 
rules  enacted  under  the  powers  granted  to  the  De- 
partment herein,  but  in  any  event  shall  be  jointly 
and  severally  liable  with  the  carrier  for  the  taxes, 
interest  and  penalty  imposed  under  the  terms  of  this 
Act. 

Section  8.  Determination  of  Tax  and  Penalties. 
fa)  In  case  any  application  for  a  use  permit  is 
false,  insufficient  or  unsatisfactory,  or  in  case  any 
return  filed  pursuant  to  this  Act  is  false,  insufficient 
or  unsatisfactory,  or  in  case  no  application  is  filed 
for  a  use  permit  or  if  no  return  is  made  for  any 
period  the  Department  of  Motor  Vehicles  shall  de- 
termine the  amount  of  tax,  penalty  and  interest  due 
from  such  information  as  is  available  to  the  De- 
partment. Such  determination  shall  be  made  within 
3  years  after  the  application  or  return  is  filed  or 
at  any  time  if  an  application  or  return  is  not  filed. 
The  Department  shall  give  notice  of  any  such  de- 
termination  to   the   person    liable    for   such   tax,   in- 
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terest,  and  penalty.  Such  determination  shall  final- 
ly and  conclusively  fix  such  tax  unless  the  person 
against  whom  it  is  assessed  shall  within  thirty  days 
after  the  date  upon  which  such  notice  is  mailed  by 
the  Department,  apply  in  writing  to  the  Department 
for  a  hearing  or  unless  the  Department  shall  of  its 
own  motion  reduce  the  same.  When  a  hearing  is  re- 
quested the  Department  shall  fix  a  date  and  place  for 
such  hearing  and  give  notice  thereof  to  the  person 
requesting  the  same.  At  such  hearing  the  parties 
shall  have  the  right  to  appear  and  be  represented 
by  counsel  and  to  introduce  evidence.  After  such 
hearing  the  Department  shall  give  written  notice 
of  its  decision  to  the  persons  against  whom  the  tax 
is  assessed.  The  decision  of  the  Depart!  lent  may  be 
reviewed  by  a  proceeding  under  Secti  >n  9  of  this 
Act.  If  the  decision  is  not  reviewed  as  provided  in 
Section  9  then  the  determination  of  the  Department 
shall  be  conclusive  and  final  for  all  purposes. 

Section  9.  Appeals,  (a)  Within  thirty  days  after 
notice  of  the  decision  of  the  Department  fixing  a  tax 
under  this  Act,  any  person  aggrieved  thereby  may 
file  in  the  office  of  the  Clerk  of  any  District  Court  of 
this  State  a  petition  for  review  of  such  decision.  A 
copy  of  such  petition  shall  be  served  upon  the  De- 
partment. As  a  prerequisite  to  the  filing  of  such  peti- 
tion, the  petitioner  shall  deposit  with  the  Clerk  of  the 
Court  the  amount  of  the  tax,  penalty  and  interest 
assessed  by  the  Department  or  in  lieu  thereof  a 
bond  executed  by  a  surety  company  authorized  to 
do  business  in  Montana  in  the  amount  of  the  taxes, 
interest  and  penalty  so  assessed.  Such  bond  shall 
be  approved  by  the  Judge  and  shall  be  to  the  effect 
that  the  surety  will  pay  such  amounts  of  tax,  interest 
and  penalty  as  may  be  found  to  he  due  upon  a  de- 
termination of  the  petition  for  review.  The  Court 
shall  have  no  jurisdiction  of  such  petition  until  the 
deposit  herein  provided  for  has  been  made  or  the 
bond  as  approved  filed. 

The  petition  shall  contain  a  true  copy  of  the  de- 
cision of  the  Department  and  shall  concisely  set 
forth  the  respects  in  which  the  decision  is  in  error. 
No  other  or  further  pleading  shall  be  permitted. 
Upon  the  filing  of  the  petition  the  Court  shall  set 
the  same  for  hearing  upon  not  less  than  twenty 
days  notice  to  the  Department  and  petitioner  and 
the  petitions  shall  be  heard  by  the  Judge  sitting 
without  a  jury.  The  trial  shall  be  conducted  in  the 
manner  of  trials  of  civil  cases  in  the  District  Court 
except  that  the  decision  of  the  Department  shall  be 
presumptive  evidence  of  correct  amount  of  the  tax, 
penalty  and  interest  due  and  the  burden  shall  be 
upon  the  petitioner  to  prove  that  there  is  no  tax, 
penalty  or  interest  due  or  if  a  tax,  interest  or  penalty 
is  due,  the  correct  amount  thereof.  After  the  hear- 
ing the  Judge  shall  determine  the  correct  amount 
of  tax,  interest  and  penalty  due  and  shall  by  judg- 
ment direct  that  the  Clerk  of  the  Court,  out  of  the 
deposit  in  his  hand,  pay  the  amount  so  found  due 
to  the  Department  or,  where  a  bond  has  been  fur- 
nished, shall  enter  judgment  for  such  amount  against 
the  petitioner  and  the  surety,  unless  an  appeal  be 
taken  to  the  Supreme  Court  within  thirty  days  after 
notice  of  judgment.    The   taking  of  an   appeal   shall 


stay  all  procee  h  gs  until  the  appeal  is  decided  or 
dismissed.  Appe.  Is  shall  be  taken  to  the  Supreme 
Court  in  the  manner  of  appeal  in  civil  actions,  ex- 
cept that  the  time   within    .vhi  h  an  appeal  to  the 

Supreme  Court  may  he  taken  is  thirty  days  after 
notice  of  the  Court's  order.  The  record  on  appeal 
shall  consist  of  the  petition  for  ""view,  the  Court's 
order  thereon,  and  a  hill  of  exceptions  to  be  settled 
as  in  civil  cases  tried  in  the  District  Court. 

In  an  appeal  to  the  Supreme  Court,  the  fact  find- 
ings of  the  District  Court,  express  or  implied,  shall 
have  the  weight  of  and  shall  be  reviewed  as  fact 
findings  of  a  District  Court  in  equity  cases,  tried  by 
the  district  Court  without  a  jury. 

The  remedy  provided  by  this   section  for  review 

of  a  decision  of  the  Department  of  Motor  Vehicles 
shall  be  the  exclusive  remedy  available  to  judicially 
determine  the  liability  of  any  person  for  taxes,  in- 
terest or  penalty  under  this  A  t. 

Section  10.  Proceedings  to  Recover  Tax. 
Whenever  any  person  sh  :11  fail  to  pay  when  the 
same  is  due,  any  tax  which  he  is  required  to  pay  un- 
der this  Act,  the  Department  may  issue  a  certificate 
under  its  official  seal  setting  forth  the  amount  of 
the  tax,  penalty  and  interest  due,  and  the  names  of 
the  person  or  persons  by  whom  it  is  owing  and  a 
description  of  the  vehicles  out  of  which  the  tax 
arose,  directed  to  the  sheriff  of  any  county  of  the 
State,  commanding  him  to  levy  upon  and  sell  the 
real  and  personal  property  of  such  person,  found 
within  his  county,  for  the  payment  of  the  amount 
thereof,  with  the  added  penalties,  interest  and  the 
cost  of  executing  the  same,  and  to  return  such  cer- 
tificate to  the  Department  and  to  pay  to  it  the  money 
collected  by  virtue  thereof  within  sixty  days  after 
the  receipt  of  such  certificate.  The  sheriff  shall, 
within  five  days  after  the  receipt  of  the  certificate, 
file  with  the  Clerk  of  the  District  Court  of  his  county 
a  copy  thereof,  and  thereupon  the  Clerk  shall  enter 
in  the  judgment  docket  the  name  of  the  person  men- 
tioned in  the  certificate,  and  the  amount  of  the  tax 
and  penalties  for  which  the  certificate  is  issued  and 
the  date  when  such  copy  is  filed,  and  thereupon  the 
amount  shown  in  such  certificate  so  docketed  shall 
become  a  lien  upon  the  title  to  and  interest  in  real 
property  or  chattels  real  of  the  person  or  persons 
against  whom  the  certificate  is  issued  in  the  same 
manner  as  judgment  duly  docketed  in  the  office  of 
such  Clerk.  The  said  sheriff  shall  thereupon  proceed 
upon  the  certificate  in  all  respects,  with  like 
effect,  and  in  the  same  manner  prescribed  by 
law  in  respect  to  executions  issued  against 
property  upon  judgments  of  a  court  of  record, 
and  shall  he  entitled  to  the  same  fees  for  his 
services  in  executing  the  certificate  to  he  collected  in 
the  same  manner.  In  the  discretion  of  the  Depart- 
ment a  certificate  of  like  terms,  force  anil  effect  may 
he  issued  and  directed  to  any  officer  or  employee  of 
the  Department,  and  in  the  execution  thereof  such 
officer  or  employee  shall  have  all  the  powers  con- 
ferred by  law  upon  sheriffs,  but  shall  he  entitled  to 
no  Fee  or  compensation  in  excess  oi  actual  expenses 
paid  in  the  performance  of  such  duty.  Upon  such 
filing  of  a   COpJ    of  a  certificate   in   the  office  of  the 
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Clerk  of  the  District  Court,  the  Department  shall 
have  the  same  remedies  to  enforce  the  claim  for 
taxes  against  any  person  as  if  the  people  of  the  state 
had  recovered  judgment  against  such  person  for  the 
amount  of  the  tax. 

(b)  In  a  like  manner,  the  Department  may  issue 
under  its  official  seal  a  certificate  as  described  in 
sub-section  (a)  hereof  and  file  the  same  with  the 
Registrar  of  Motor  Vehicles  or  the  successor  to  his 
duties.  The  certificate  shall  be  indexed  against  the 
title  of  the  motor  vehicle.  Upon  the  filing  of  such 
certificate,  the  Department  may  forthwith  collect 
such  amount  from  such  person  by  seizing  any  motor 
vehicle  or  vehicular  unit  subject  to  the  lien  of  the 
tax  and  may  thereafter  sell  it  at  public  auction  to 
pay  the  fees,  taxes,  interest  and  penalties  and  any 
costs  incurred  on  account  of  the  seizure  and  sale, 
after  giving  ten  days'  notice  of  the  sale  in  writing 
to  such  person.  The  proceeds  of  such  sale,  except 
as  hereinafter  provided,  shall  be  paid  into  the  state 
treasury  provided  however,  any  excess  received 
upon  the  sale  over  the  amount  of  the  fees,  taxes,  in- 
terest and  penalties  shall  be  refunded  to  such  person, 
and  provided,  however,  that  if  the  amount  received 
upon  the  sale  after  payment  of  liens,  if  any,  is  not 
sufficient  to  pay  the  amount  of  taxes,  interest  and 
penalty  due,  the  Department  may  proceed  to  use 
any  of  the  other  remedies  provided  in  this  Act  for 
the  collection  of  the  amount  so  remaining  due. 

In  the  case  of  vehicles  registered  under  the  laws 
of  foreign  states,  the  lien  shall  attach  and  the  power 
of  sale  shall  be  effective  in  the  same  manner  as  if 
the  motor  vehicles  were  registered  under  the  laws 
of  this  state. 

The  lien  herein  created  shall  be  paramount  to  all 
other  liens  existing  under  the  laws  of  this  or  any 
foreign  state  except  to  the  extent  herein  provided. 
In  those  cases  where  there  is  a  bona  fide  lien  or  liens 
duly  filed  in  the  office  of  the  Registrar  of  Motor 
Vehicles  or  the  successor  to  his  duties  prior  to  the 
date  of  the  filing  of  the  certificate  issued  by  the 
Department,  the  first  proceeds  of  the  sale  above 
provided  for,  shall,  to  the  extent  of  the  amount  due 
on  such  lien  or  liens,  be  paid  to  the  holders  thereof 
in  the  order  of  the  priority,  and  the  balance  shall 
be  paid  into  the  State  Treasury  as  above  provided. 
The  power  of  seizure  and  sale  herein  created  shall 
not  be  abrogated  or  impaired  by  the  fact  that  the 
amount  of  a  prior  lien  is  in  excess  of  the  amount 
which  is  or  may  be  realized  at  a  sale  of  the  vehicles 
subject  to  the  tax  lien. 

In  those  cases  where  the  motor  vehicle  subject  to 
the  lien  is  not  registered  under  the  laws  of  this 
state,  the  sale  may  be  had  in  the  same  manner  ex- 
cept that  the  proceeds  of  the  sale  shall  be  deposited 
in  a  suspense  account  and  held  for  a  period  of  90 
days.  If,  within  such  period,  any  person  files  a 
claim  and  is  able  to  prove  to  the  Department  that 
he  was  the  owner  of  a  bona  fide  lien  which  was  duly 
filed  for  record  according  to  the  laws  of  the  state 
in  which  the  vehicle  was  registered  prior  to  the 
date  upon  which  the  certificate  was  filed  by  the 
Department,  then  the  owner  of  such  lien  shall  be 
paid  the  amount  of  such  lien  to  the  extent  that  the 


proceeds  of  the  sale  are  sufficient  and  the  balance 
in  the  suspense  fund  shall  be  paid  into  the  state 
treasury.  If  no  claims  are  filed  within  the  90  day 
period  the  money  in  the  suspense  account  shall  be 
paid  into  the  state  treasury.  The  rejection  of  a 
claim  under  this  section  shall  be  deemed  a  decision 
of  the  Department  reviewable  as,  and  only,  as  pro- 
vided in  Section  9  hereof. 

(c)  In  addition  to  the  foregoing  proceedings,  ir 
case  of  default  of  any  person  to  pay  within  the  time 
limited  herein  any  taxes,  penalties  or  interest  which 
he  is  required  to  pay  under  the  provisions  of  this 
article,  the  Department  shall  revoke  all  registration 
plates  of  all  motor  vehicles  of  such  persons  on  ac- 
count of  such  default. 

( d )  No  execution  shall  be  levied  under  sub-section 

(a)  hereof  and  no  sale  shall  be  had  under  sub-section 

(b)  and  no  revocation  of  license  affected  under  sub- 
section (c)  hereof  until  the  tax  liability  has  been 
finally  determined  as  provided  in  Sections  8  and  9 
thereof.  In  the  event  of  a  judicial  review  under 
Section  9,  all  liens  arising  under  this  section  shall 
be  released,  upon  the  filing  of  the  bond  or  deposit 
of  cash  as  provided  in  said  Section  9.  Any  person 
may,  at  any  time,  procure  the  release  of  any  cer- 
tificate, judgment  or  lien  created  by  this  Act  and 
the  cancellation  of  any  revocation  of  licenses  provid- 
ed for  in  sub-section  (c)  hereof  by  paying  the 
taxes,  interest  and  penalties  due  or  by  posting  with 
the  Department  a  bond,  executed  by  a  surety  com- 
pany authorized  to  do  business  in  Montana,  in  the 
amount  of  the  taxes,  interest  and  penalties  due  and 
interest  to  accrue  and  conditional  to  the  effect  that 
the  surety  will  pay  when  the  same  is  finally  de- 
termined the  amount  of  the  taxes,  interest  and 
penalties  accruing  interest. 

(e)  The  remedies  provided  in  this  Section  shall  be 
cumulative  and  the  Department  may  exercise  any 
remedy  provided  in  this  Section  without  necessity 
of  any  prior  resort  to  any  other  remedy. 

(f)  The  operation  by  any  person  resident  or  non- 
resident of  a  motor  vehicle  upon  the  public  high- 
ways of  this  state  or  the  operation  upon  the  public 
highways  of  this  state  of  a  motor  vehicle  owned 
by  a  resident  or  non-resident  shall  be  deemed  to 
be  an  appointment  of  the  Secretary  of  State  as  an 
agent  upon  whom  service  of  any  notice  or  process, 
relating  to  the  liability  for  taxes,  interest  or 
penalties  or  the  remedies  for  the  collection  of  the 
same,  arising  under  this  Act,  may  be  made  as  here- 
inafter provided.  Service  of  notice  or  process  upon 
the  Secretary  of  State  where  the  same  is  provided 
for  by  this  Act  shall  be  equivalent  to  personal  serv- 
ice in  the  State  of  Montana. 

(g)  Service  of  any  notice  required  by  this  Act  or 
the  rules  of  the  Department  adopted  under  the  pow- 
ers herein  granted  may  be  made  as  follows  : 

(1)  Personally  by  delivery  of  such  notice  to  the 
person  or  persons  affected  thereby. 

(2)  In  the  alternative  by  mailing  to  such  person 
at  the  address  shown  in  the  most  current  ap- 
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plication  for  a  use  permit  on  file  in  the  De- 
partment or  if  no  use  permit  is  on  file  to  any 
other  address  shown  in  the  files  or  records  of 
the  Department. 

(3)  If  there  is  no  address  shown  in  the  records 
of  the  Department  and  the  person  affected 
thereby  cannot,  after  due  diligence,  be  found, 
there  shall  be  attached  to  the  notice  and  mail- 
ed to  the  Secretary  of  State  of  the  State  of 
Montana,  a  certificate  stating  the  conclusion 
that  there  is  no  address  for  such  person  in  the 
records  or  files  of  the  Department  and  that 
such  person  cannot,  after  due  diligence,  be 
found  in  the  State  of  Montana. 

Upon  a  Non-Resident : 

(  1  )  By  personal  service  of  such  notice  upon  such 
person  and  for  the  purpose  of  this  Act  any 
truck  driver  or  other  individual  in  charge  of 
a  motor  vehicle  used  upon  the  public  high- 
ways of  this  state  shall  be  deemed  to  be  an 
agent  upon  whom  service  of  notice  or  process 
relating  to  the  liability  for  taxes,  penalties  or 
interest  or  the  remedies  for  the  collection  of 
the  same,  arising  under  this  Act  may  be  made, 
or 

(2)  In  the  alternative,  by  mailing  said  notice  to 
the  Secretary  of  State  of  the  State  of  Mon- 
tana and  a  duplicate  thereof  to  such  person 
at  the  address  shown  for  such  person  in  the 
most  current  application  for  a  use  permit  on 
file  in  the  Department,  or  if  there  is  no  s .  ch 
address  on  file,  to  such  other  address  as  may 
be  found  in  the  records  of  the  Department  or 
if  there  is  no  address  shown  in  the  files  of 
the  Department,  to  any  address  at  which,  in 
the  opinion  of  the  Department,  such  person 
might  be  reasonably  lo  :nd. 

Service  by  mail  on  both  residents  and  non-resi- 
dents as  herein  provided  shall  be  complete  when 
the  envelope  containing  such  notice,  duly  addressed 
and  with  postage  prepaid  ;  is  deposited  in  the  United 
States  mails. 

Section   11.     Penalties. 

(a)    It  shall  be  unlawful  for  any  person  to  do  any 
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(1)  Use,  or  cause  or  permit  to  be  used,  any 
public  highway  in  this  state  for  the  opera- 
tion of  a  motor  vehicle  subject  to  the 
provisions  of  this  Act  without  first  ob- 
taining the  permit  required  under  this 
Act,  or  without  carrying  upon  each  such 
motor  vehicle  the  permit  and  the  tag, 
plate  or  sticker  required  under  this  Act 
or  tbe  rules  adopted  by  the  Department 
under  the  provisions  of  this  Act  ; 

(2)  (  (perate,  or  cause  or  permit  to  he  operat- 
ed, on  any  public  highway  any  such 
motor  vehicle  having  an  actual  gross 
weight  in  excess  of  the  gross  weight  set 
forth  on  tlie  permit  issued  for  such  mot(  r 

vehicle ; 


(3)  Fail  to  make  any  return  required  under 
this  Act: 

(4)  Make  any  false  return; 

(  5 )  Fail  to  keep  records  of  operations  as  the 
Department  shall  prescribe  ; 

(6)  Violate  any  other  provisions  of  this  Act 
or  any  reasonable  rule  or  regulation 
promulgated  by  the   Department. 

Any  person  who  violates  any  provision  of  this 
Section  11  (a)  upon  a  first  conviction  shall  be 
punishable  by  a  fine  of  not  less  than  one  hundred 
dollars  ($100.00)  or  more  than  two  hundred  fifty 
dollars  ($250.00)  and  upon  a  second  or  subsequent 
conviction  by  a  fine  of  not  less  than  two  hundred 
fifty  dollars  ($250.00)  or  more  than  five  hundred  dol- 
lars ($500.00)  or  by  imprisonment  for  not  more  than 
ten  (10)  clays.  The  penalty  or  punishment  imposed 
under  this  sub-section  11  (a)  shall  not  be  deemed 
for  any  purpose  a  penal  or  criminal  penalty  or 
punishment  and  shall  not  impose  any  disability  upon 
or  affect  or  impair  the  credibility  as  a  witness,  cr 
otherwise,  of  any  person  convicted  thereof. 

Offenses  arising  under  this  Section  11(a)  shall  be 
deemed  to  be  misdemeanors,  provided,  however, 
that  the  Justice  Courts  and  the  District  Court  in 
the  State  of  Montana  shall  have  concurrent  juris- 
diction thereof. 

(b)  Any  person  who  files  or  causes  to  be  filed 
any  return,  affidavit  or  statement  required  or  per- 
mitted by  this  article  which  is  wilfully  false  or 
fraudulent,  or  who  wilfully  fails  to  file  a  return 
with  intent  to  evade  the  tax  is  guilty  of  a  felony. 

(c)  Any  person  failing  to  file  a  return  or  correct- 
ed return  or  to  pay  any  tax  within  the  time  required 
by  this  article  shall  be  subject  to  a  penalty  of  five 
(5)  per  centum  of  the  amount  of  tax  due  plus  in- 
terest of  one  (  1  )  per  centum  of  such  amount  for 
each  month  of  delay  or  fraction  thereof,  after  the 
day  upon  which  such  return  was  required  to  be  filed 
or  such  tax  became  due.  Anv  person  filin-r  a  false 
or  fraudulent  return  or  wilfully  failing  to  file  a  re- 
turn with  intent  to  evade  the  tax  shall  be  subject 
to  a  penalty  of  one  hundred  (100)  per  cent  of  the 
;  mount  of  tax  due  plus  interest  of  one  (H  per 
centum  of  such  amount  for  each  month  of  dela)  or 
fraction  thereof  after  the  day  upon  which  such  re- 
turn was  required  to  he  filed  or  such  tax  bee  nne 
due.  The  Department,  in  its  discretion,  upon 
making  a  record  n\  its  reasons,  may  remit  all  or  any 
part  of  such  penalty. 

( d  )  The  failure  to  do  any  act  required  by  or  under 
the  provisions  of  this  article  shall  he  deemed  an  act 
committeed  in  part  at  the  office  of  the  Department 
of  Motor  Vehicles  in  Helena.  The  certificate  of 
the  Department  to  the  effect  that  a  tax  has  not 
been  paid,  that  a  return  has  not  been  filed,  or  that 
information  has  not  been  supplied  as  required  b)  Of 
under  the  provisions  of  this  article,  shall  be  prima 
t'acie  evidence  that  such  tax  has  not  been  paid,  that 
such  return  has  not  been  filed,  or  that  such  informa- 
tion has  not  keen  supplied.    The  term  "Person"  as 
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used  in  this  section,  shall  include  an  officer,  director, 
stockholder,  or  employee  of  a  corporation,  or  a  mem- 
ber of  a  partnership,  who  as  such  officer,  director, 
stockholder,  employee  or  member  is  under  the  duty 
to  perform  the  act  in  respect  of  which  the  violation 
occurs. 

(e)  Upon  the  conviction  of  any  person  for  a  viola- 
tion of  any  of  the  provisions  of  this  article  the 
Justice  of  the  Peace  or  the  Clerk  of  the  District 
Court,  as  the  case  may  be,  shall  within  forty-eight 
(48)  hours  certify  the  facts  of  the  case  to  the  Depart- 
ment and  such  certificate  shall  be  presumptive  evi- 
dence of  the  facts  recited  therein.  If  any  such  con- 
viction shall  be  reversed  upon  appeal  therefrom  the 
person  whose  conviction  has  been  so  reversed  may 
serve  upon  the  Department  a  certified  copy  of  the 
order  of  reversal  and  the  Department  shall  there- 
upon record  the  same. 

(f)  Violations  of  this  article  may  be  prosecuted 
by  the  County  Attorney  in  any  county  in  which  a 
violation  of  this  Act  occurrs  or  by  the  Attorney 
General  of  the  State  of  Montana. 

Section  12.  Refunds,  (a)  Whenever  the  Depart- 
ment shall  determine  that  any  monies  received  under 
the  provisions  of  this  article  were  paid  in  error,  it 
may  cause  the  same  to  be  refunded  or  credited,  with- 
out interest,  in  accordance  with  such  rules  and  regu- 
lations as  it  may  prescribe,  out  of  funds  in  the  cus- 
tody of  the  comptroller  to  the  credit  of  such  taxes 
provided  an  application  therefor  is  filed  with  the 
Department  within  two  (2)  years  from  the  time 
the  erroneous  payment  was  made. 

Section  13.  Powers  of  the  Department.  In  addi- 
tion to  any  other  conferred  by  this  Act  the  Depart- 
ment shall  have  the  following  powers:  (a)  To  pre- 
scribe such  methods  and  means  as  the  Department 
determines  to  be  necessary  for  checking,  verifying 
and  ascertaining  the  number  of  miles  traveled  by, 
and  the  weight  of,  each  vehicular  unit  on  the  public 
highways  in  this  state  ; 

(b)  To  prescribe  the  method  of  accounts  and  the 
type  of  records  to  be  kept  by  any  carrier  to  the  ex- 
tent necessary  to  determine  liability  under  this  Act, 
and  to  design  all  application  and  reporting  or  other 
forms  required  for  the  enforcement  or  administration 
of  this  Act ; 

(c)  To  weigh  any  vehicular  unit  operating  on  the 
public  highways  in  this  state  at  reasonably  frequent 
intervals ; 

(d)  To  require  any  carrier  subject  to  tax  here- 
under to  file  with  the  Department  a  bond  issued  by 
a  surety  company  authorized  to  transact  business 
in  this  state  in  such  amount  as  the  Department  may 
fix,  to  secure  the  payment  of  any  monies  which  may 
become  due  from  such  carrier  pursuant  to  this  Act. 
In  lieu  of  such  bond  any  such  carrier  may  deposit 
securities  approved  by  the  Department  in  such 
amount  as  it  may  prescribe,  which  securities  shall 
be  kept  in  the  custody  of  the  Department  and  may 
be  sold  by  the  Department  if  it  becomes  necessary  so 
to  do  in  order  to  recover  any  sums  due  from  such 


carrier  pursuant  to  this  Act;  but  no  Mich  sale  shall 
be  had  until  after  such  carrier  shall  have  had  an 
opportunity  to  review  the  tax  as  provided  in  Sec- 
tions 8  and  9  hereof  if  it  elects  to  do. 

Upon  such  sale  the  surplus,  if  any,  above  the  >ums 
due  under  this  article,  shall  be  returned  to  said  car- 
rier. The  amount  of  the  bond  or  securities  required 
hereunder  shall  be  reasonably  related  to  the  probable 
liability  of  the  carrier  under  this  article.  In  those 
cases  where  a  security  is  required  under  this  section 
to  withhold  the  issuance  of  a  use  permit  until  such 
security  has  been  furnished  or  if  the  security  is  re- 
quired after  a  use  permit  has  been  issued  to  revoke 
the  same  until  such  security  has  been  furnished. 

(e)  To  prescribe  the  form  of  the  tag,  plate,  per- 
mit or  other  evidence  of  the  use  permit  provided  for 
by  this  Act  and  the  method  of  the  display  thereof 
in  or  upon  any  motor  vehicle.  To  establish  rules 
relative  to  the  requirements  for  the  marking  of 
motor  vehicles  subject  to  the  terms  of  this  Act. 

(f)  To  provide  rules  for  its  own  procedure  in  tin 
determination  of  taxes,  the  designation  of  hearing 
officers,  the  power  of  such  hearing  officers,  the  ex- 
tent of  the  rules  and  regulations  as  may  be  neces- 
sary to  the  complete  exercise  of  its  powers  to  deter- 
mine the  amount  of  taxes,  penalties  and  interest  due 
and  owing. 

(g)  To  designate  ports  of  entry  in  the  State  of 
Montana  at  which  carriers  entering  the  State  of 
Montana  shall  be  required  to  report  and  to  establish 
rules  and  regulations  relative  to  such  ports  of  entry, 
the  hours  thereof,  the  duties  of  the  employees  there- 
of;  to  establish  at  places  other  than  permanently 
designated  points  of  entry  places  where  carriers 
entering  Montana  may  be  required  to  report  and 
trip  permits  may  be  purchased  and  to  provide  by 
rule  for  the  appointment  of  deputies  who  are 
authorized  to  issue  such  trip  permits  on  either  a 
whole  or  part  time  basis,  and  to  provide  for  the  com- 
pensation of  such  deputies. 

(h)  Whenever  the  Department  or  its  designated 
agents  shall  deem  that  any  person  may  escape  from 
the  State  of  Montana  with  a  motor  vehicle  which 
has  been  operated  over  the  highways  of  the  State  of 
Montana  without  payment  of  the  taxes  due  by 
reason  of  the  operation  of  such  motor  vehicle  under 
this  Act,  to  impound  such  vehicle  as  security  for  the 
payment  of  taxes,  interest  and  penalties  which  may 
be  due  under  the  provisions  of  this  Act  and  to  pro- 
vide rules  relating  to  the  security  to  be  furnished 
upon  the  release  of  any  vehicle  so  impounded. 

( i )  To  cooperate  with  other  departments,  agencies 
and  officers  of  the  State  of  Montana  in  the  enforce- 
ment of  this  Act  and  to  designate  as  deputies  with 
power  to  assist  in  the  supervision  and  enforcement 
of  this  Act,  the  officers,  agents  and  employees  of 
other  departments  or  agencies  of  the  State. 

(j)  To  make  any  other  reasonable  rules  and  regu- 
lations to  effectuate  the  purposes  of  this  Act  and 
the  general  powers  granted  to  the  Department  here- 
in. 
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Section  14.  Disposition  of  Revenues.  The  amount 
of  all  fees,  taxes,  penalties  and  interest  received  pur- 
suant to  this  article  shall  be  deposited  with  the  State 
Treasurer  of  the  State  of  Montana  for  the  credit 
of  the  Highway  Fund,  which  fund  shall  be  kept 
separate  and  apart  from  all  other  monies  in  the  pos- 
session of  the  State  Treasurer,  except  that  out  of  the 
fees  collected  by  County  Treasurers  under  Schedule 
I,  Section  3  the  County  Treasurers  may  retain  five 
(5)  percent  of  the  amount  thereof  as  a  fee  for  the 
collection  of  such  amounts.  All  fines  imposed  for 
violations  of  the  provisions  of  this  Act  shall  be  de- 
posited with  the  County  Treasurer  of  the  county 
in  which  the  fine  is  assessed  and  by  him  remitted 
to  the  State  Treasurer  for  the  credit  of  the  Highway 
Fund. 

Section  15.  Severability  Clause.  If  any  part  of 
this  Act  shall  be  declared  by  any  court  of  competent 
jurisdiction  to  be  unconstitutional,  such  unconstitu- 
tionality shall  not  affect  the  validity  of  the  remain- 
ing parts  of  this  Act,  except  that  the  legislature  de- 
clares that  if  the  taxes  imposed  under  Section  3 
hereof  are  unconstitutionally  imposed  or  for  any 
reason  uncollectable  that  the  legislature  would  not 
have  enacted  this  Act  and  particularly  Section  19 
hereof. 

Section  16.  Non-Transfer  of  Permit.  Use  permits 
issued  under  this  Act  shall  expire  on  the  31st  day 
of  December  in  each  year.  The  use  permit  shall  not 
be  transferrable  to  another  motor  vehicle  but  is 
transferable  to  a  new  owner  upon  the  transfer  of  the 
title  or  interest  of  the  legal  owner  of  the  motor  vehi- 
cle, provided  that  if  the  motor  vehicle  is  destroyed 
from  any  cause  the  Department  may  credit  such 
portion  of  the  amount  paid  for  the  use  permit  as 
may  be  proper  to  the  payment  for  a  use  permit  for 
a  replacement  vehicle.  No  transfer  of  ownership 
shall  relieve  any  person  who  has  become  liable  for 
the  payment  of  taxes,  penalties  or  interest  from  the 
obligation  to  pay  the  same. 

Section  17.  Municipal  taxation.  Municipalities 
shall  not  levy,  assess,  collect  or  charge  any  tax  other 
than  those  herein  prescribed  upon  any  interstate  or 
intrastate  carriers  of  persons  or  property  for  hire 
whether  such  carriers  operate  between  municipali- 
ties or  through  a  municipality  or  other  municipali- 
ties. No  carrier  shall  be  exempt  hereby  from  paying 
a  parking,  curb,  or  ad  valorem  property  tax  levied 
by  any  municipality. 

Section  18.  Short  Title.  The  taxes  imposed  by 
this  Act  are  imposed  in  consideration  of  the  use  of 
the  public  highways  of  this  state  by  motor  vehicles. 
This  Act  may  be  cited  by  the  short  title  "Montana 
I  Iighway  Use  Act." 

Section  19.  Repeals.  Section  1  of  Chapter  21"  of 
Laws  of  1951  as  amended  by  Section  1  Chapter  139, 
haws  of  1953  and  Section  1  Chapter  258,  Laws  of 
1955,  and  Section  2  of  Chapter  219,  Laws  of  1951 
as  amended  by  Section  1  Chapter  177,  Laws  of  1955, 
and  Section  4  of  Chapter  219,  Laws  of  1951  as 
amended  by  Section  1  Chapter  175,  Laws  of  1955, 
and    Section    5    of    Chapter    219,    Laws    of    1951    as 


amended  bv  Section  1  Chapter  89,  Laws  of  1955. 
and  Sections  6,  7,  8,  9,  10,  11,  12,  13,  14  and  15  of 
Chapter  219,  Laws  of  1951,  and  Section  1  Chapter 
251,  Laws  of  1955,  and  Chapter  183,  Laws  of  1955, 
and  all  acts  and  parts  of  acts  inconsistent  herewith 
are  hereby  repealed  provided,  however,  that  nothing 
herein  contained  shall  have  the  effect  of  extinguish- 
ing any  tax  liability  existing  or  incurred  under  any 
repealed  laws  prior  to  the  effective  date  hereof  nor 
abating  any  prosecution  commenced  prior  to  or  after 
the  effective  date  hereof  for  violations  of  the  laws 
repealed  hereby  occurring  prior  to  the  effective  date 
hereof. 

Section  20.  Effective  Date.  This  Act  shall  be  in 
full  force  and  effect  on  and  after  the  1st  dav  of  Janu- 
ary 1958. 


MOTOR  VEHICLE  DEPARTMENT  LAW 

(The  urgent  need  for  the  establishment  of  a  Motor 
Vehicle  Department  in  Montana  has  been  covered 
in  Appendix  B.  A  proposed  law  for  establishing 
such  a  department  and  incorporating  existing 
agencies  within  it  is  presented  here.  Perhaps  ad- 
ditional laws  would  be  necessary  to  repeal  functions 
of  some  of  the  departments  that  would  be  con- 
solidated under  this  Department.  In  any  case  the 
proposal  given  here  is  based  in  a  large  degree  on 
Chapter  2  of  the  Uniform  Motor  Vehicle  Code.  In 
order  to  finance  the  department  it  has  been  suggest- 
ed that  the  operators  license  fees  that  now  go  to  the 
State  General  Fund  and  all  the  special  fees  that  now 
go  to  operate  the  Registrar  of  Motor  Vehicle  office 
be  credited  to  the  State  Highway  Fund,  and  neces- 
sary operating  monies  for  the  Motor  Vehicle  De- 
partment then  be  appropriated  entirely  from  the 
State  Highway  Fund.  This  fund,  of  course,  should 
be  the  recipient  of  all  fees  collected  by  the  Motor 
Vehicle  Department.) 


(Proposed) 
Section  1.  A  department  of  the  government  of 
the  State  of  Montana  to  be  known  as  the  Depart- 
ent  of  Motor  Vehicles  is  hereby  created.  The  De- 
partment shall  succeed  to  and  is  hereby  vested  with 
all  the  power>,  duties  and  jurisdiction  now  vested 
in  the  Montana  Highway  Patrol,  the  Montana  High- 
way Patrol  Board,  the  Registrar  of  Motor  Vehicles, 
the  State  Reciprocity  Board,  and  the  functions  oi 
the  State  Highway  Commission  as  they  apply  to 
the  collection  of  fees  of  motor  vehicles  specified  in 
Sections  53-615  through  53-643,  inclusive,  of  the  Re- 
vised Codes  of  Montana.  1 c '47.  as  amended,  and  the 
State  Hoard  of  Equalization  so  far  as  duties  specified 
for  that  hoard  under  Section  84-1801  through  84- 
1S41  of  the  Revised  Codes  of  Montana.  1947,  as 
amended. 

Sections  2  &  3.  (Section.-  2  and  3  left  open  to 
provide  for  single  commissioner  or  several  member 
board,  or  such  other  method  of  topside  control  as 
legislative  authority  ma\  consider  appropriate.  In 
this  connection,  the  Fact  Finding  Committee  passed 
a    resolution    on    September    24,    1956,    stating    the 
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opinion  that  the  Commission  should  be  under  the 
control  of  a  director  appointed  by  the  Governor  and 
confirmed  by  the  Senate. 

Section  4.  The  commission  shall  organize  the 
department  in  such  manner  as  may  be  deemed  neces- 
sary to  properly  segregate  and  conduct  the  work  of 
the  department  but  the  department  is  hereby  divided 
into  at  least  five  (5)  divisions  to  be  known  re- 
spectively as  the  Division  of  Registration  and  Titles  ; 
the  Division  of  Motor  Vehicle  Tax  Collection  and 
Refunds ;  the  Division  of  Commercial  Vehicle 
Taxation  and  Ports  of  Entry  ;  the  Division  of  High- 
way Patrol ;  and  the  Division  of  Operators  Licenses, 
Traffic  Safety,  Accident  Reporting,  and  Financial 
Responsibility. 

Section  5.  The  commission  shall  appoint  an  ad- 
ministrator, (depending  on  provisions  of  Sections  2 
and  3),  who  will  be  known  as  the  Director  of  Motor 
Vehicles,  and  shall  be  paid  such  salary  as  the  com- 
mission shall  direct,  but  not  to  exceed  Twelve 
Thousand  ($12,000.00)  Dollars  per  annum.  The 
director,  under  the  advice  and  consent  of  the  com- 
mission, shall  appoint  such  deputies,  subordinate  of- 
ficers, clerks,  investigators  and  other  employees  as 
may  be  necessary  to  carry  out  the  provisions  of  this 
act.  This  shall  include  the  appointment  of  a  chief 
of  the  division  of  highway  patrol  and  subordinate 
officers  thereof,  including  captains,  sergeants  and 
traffic  officers.  The  total  personnel  of  the  highway 
patrol  shall  not  exceed  ....  in  number.  The  salaries 
of  all  such  appointees  shall  be  fixed  by  the  director 
of  motor  vehicles,  subject  to  the  approval  of  the 
motor  vehicle  commission,  notwithstanding  the 
salaries  specified  for  highway  patrol  personnel  in 
Sections  31-104  and  31-105  of  the  Revised  Codes  of 
Montana,  1947,  as  amended. 

Section  6.  The  commission  (or  director)  shall 
establish  a  suitable  merit  system  to  assure  continui- 
ty of  personnel  in  the  department. 

Section  7.  The  motor  vehicle  commission  (if  re- 
quired by  Sections  2  and  3)  is  empowered  to  delegate 
as  much  of  its  authority  to  the  director  of  motor 
vehicles  as  the  commission  considers  appropriate. 

The  motor  vehicle  commission  (or  director)  is 
hereby  vested  with  the  power,  and  is  charged  with 
the  duty  of  observing  and  enforcing  the  provisions 
of  this  act  and  of  all  laws  regulating  the  operation 
of  motor  vehicles  or  the  use  of  the  highways,  the 
enforcement  or  administration  of  which  is  now  or 
hereafter  vested  in  the  department. 

The  commission  (or  director)  is  hereby  authorized 
to  adopt  and  enforce  such  rules  and  regulations  as 
may  be  necessary  to  carry  out  the  provisions  of  this 
Act  and  any  laws,  the  enforcement  and  administra- 
tion of  which  are  vested  in  the  Department. 

The  Commission  (or  director)  may  adopt  an  offi- 
cial seal  for  the  use  of  the  Department. 

Section  8.  The  director  shall  have  the  authority 
to  organize  the  Department  with  such  additional 
personnel  as  may  be  necessary  and  to  establish  ac- 
counting procedures  and  other  administrative  serv- 


ices as  may  be  required.  He  shall  delegate  duties 
to  the  supervisors  of  the  various  divisions,  but  in 
assigning  duties  shall  follow  generally  the  titles  of 
the  divisions  herein  created. 

Section  9.  The  commission  (or  director)  shall 
maintain  an  office  in  the  State  Capitol  and  in  such 
other  places  in  the  State  as  the  commission  may 
deem  necessary  to  properly  carry  out  the  powers 
and  duties  vested  in  the  Department.  This  shall  in- 
clude the  establishment  of  a  division  of  registration 
and  operators'  licenses  in  the  city  of  Deer  Lodge 
and  the  warden  of  the  State  Prison  shall  provide 
quarters  therefor. 

Section  10.  The  director  shall  prescribe  and  pro- 
vide suitable  forms  of  applications,  certificates  of 
title,  registration  cards,  operators'  and  chauffeurs' 
licenses  and  all  other  forms  recpiisite  or  deemed 
necessary  to  carry  out  the  provisions  of  the  Act  and 
any  other  laws  the  enforcement  and  administration 
of  which  are  vested  in  the  Department. 

Section  11.  Officers  and  employees  of  the  Depart- 
ment designated  by  the  director  are,  for  the  purpose 
of  administering  the  motor-vehicle  laws,  authorized 
to  administer  oaths,  and  acknowledge  signatures 
and  shall  do  so  without  fee. 

The  director  and  such  officers  of  the  Department 
as  he  shall  designate  are  hereby  authorized  to  pre- 
pare under  the  seal  of  the  Department  and  deliver 
upon  request  a  certified  copy  of  any  record  of  the 
Department  charging  a  fee  of  fifty  cents  ($0.50) 
for  each  document  so  authenticated  and  every  such 
certified  copy  shall  be  admissible  in  any  proceeding 
in  any  court  in  like  manner  as  the  original  thereof. 

Section  12.  All  records  of  the  Department,  other 
than  those  declared  by  law  to  be  confidential  for 
the  use  of  the  Department,  shall  be  open  to  public 
inspection  during  office  hours. 

The  commission  (or  director)  may  order  de- 
stroyed any  records  of  the  Department  which  have 
been  maintained  on  file  for  five  (5)  years  and  which 
the  Commission  may  deem  obsolete  and  of  no  fur- 
ther service  in  carrying  out  the  powers  and  duties 
of  the  Department. 

Section  13.  The  Department  shall  examine  and 
determine  the  genuineness,  regularity  and  legality 
of  every  application  for  registration  of  a  vehicle  for 
a  certificate  of  title  thereof,  and  for  an  operator's  or 
chauffeur's  license,  and  of  any  other  application  law- 
fully made  to  the  Department  and  may.  in  all  cases, 
make  investigation  as  may  be  deemed  necessary  or 
require  additional  information,  and  shall  reject  any 
such  application  if  not  satisfied  of  the  genuineness, 
regularity,  or  legality  thereof  or  the  truth  of  any 
statement  contained  therein  or  for  any  other  reason 
when  authorized  by  law. 

Section  14.  The  Department  is  hereby  authorized 
to  take  possession  of  any  certificate  of  title,  regis- 
tration card,  permit,  license  or  registration  plate 
issued  by  it  upon  expiration,  revocation,  cancella- 
tion or  suspension  thereof,  or  which  is  fictitious,  or 
which  has  been  unlawfullv  or  erroneouslv  issued. 
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Section  15.  The  Department  may  publish  a  synop- 
sis or  summary  of  the  laws  of  the  States  regulating 
the  operation  of  vehicles  and  may  deliver  a  copy 
thereof  without  charge  with  each  original  vehicle 
registration  and  with  each  original  operator's  <  r 
chauffeur's  license. 

Section  16.  (a)  The  commission,  director,  and 
other  officers  of  the  Department  duly  designated 
by  the  commission  shall  have  authority  to  summon 
witnesses  to  give  testimony  under  oath  or  to  give 
written  depositions  upon  any  matter  under  the  juris- 
diction of  the  Department.  Such  summons  may  re- 
quire the  production  of  relevant  hooks,  records,  or 
papers. 

lb)  Every  such  summons  shall  be  served  at  least 
5  days  before  the  return  date,  either  by  personal 
service  made  by  any  person  over  18  years  of  age 
or  by  registered  mail,  but  return  acknowledgment 
is  required  to  prove  such  latter  service.  Failure  to 
obey  such  a  summons  so  served  shall  constitute  a 
misdemeanor.  The  fees  for  the  attendance  and  trav- 
el of  witnesses  shall  be  the  same  as  for  witnesses  be- 
fore the  District  Court. 

(c)  The  District  Court  shall  have  jurisdiction, 
upon  application  by  the  director,  to  enforce  all  law- 
ful orders  of  the  director  under  this  section. 

Section  17.  Whenever  the  Department  is  author- 
ized or  required  to  give  any  notice  under  this  Act 
or  other  law  regulating  the  operation  of  vehicles, 
unless  a  different  method  of  giving  such  notice  is 
otherwise  expressly  prescribed,  such  notice  shall  be 
given  either  by  personal  delivery  thereof  to  the 
person  to  be  so  notified,  or  by  deposit  in  the  United 
States  mail  of  such  notice  in  an  envelope  with  post- 
age prepaid,  addressed  to  such  person  at  his  address 
as  shown  by  the  records  of  the  Department.  The 
giving  of  notice  by  mail  is  complete  upon  the  ex- 
piration of  four  days  after  such  deposit  of  said 
notice.  Proof  of  the  giving  of  notice  in  either  such 
manner  may  be  made  by  the  certificate  of  any  officer 
or  employee  of  the  Department  or  affidavit  of  any 
person  over  18  years  of  age,  naming  the  person  to 
whom  such  notice  was  given  and  specifying  the 
time,  place  and  manner  of  the  giving  thereof. 

Section  18.  The  director  and  such  officers  and 
inspectors  of  the  Department  as  he  shall  designate 
and  all  members  of  the  division  of  the  highway 
patrol  shall  have  the  power: 

(a)  Of  peace  officers  for  the  purpose  of  enforcing 
the  provisions  of  this  Act  and  of  any  other  law 
regulating  the  operation  of  vehicles  or  the  use  of 
any  highway,  road,  or  street  in  Montana. 

(b)  To  make  arrests  upon  view  and  without  war- 
rant lor  any  violation  committed  in  their  presence 
of  any  of  the  provisions  of  this  Act  or  other  law 
regulating  the  operation  of  vehicles  or  the  use  of 
the  operation  of  vehicles  or  the  use  of  the  highways. 

(c)  At  all  times  to  direct  traffic  in  conformance 
with  law  and  in  the  event  of  a  lire  or  other  emer- 
gency  or  to  expedite    traffic   or   to   insure    safety    to 


direct    traffic    as    conditions    may    require    notwith- 
standing the  provision  of  law. 

(d)  When  on  duty,  upon  reasonable  belief  that 
any  vehicle  is  being  operated  in  violation  of  any 
provision  of  this  Act  or  of  any  other  law  regulating 
the  operation  of  vehicles,  to  require  the  driver  there- 
of to  stop  and  exhibit  His  driver's  license  and  the 
registration  card  issued  for  vehicle  and  submit  to 
an  inspection  of  such  vehicle,  the  registration  card 
thereon  or  to  an  inspection  and  test  of  the  equip- 
ment of  such  vehicle. 

(e)  To  inspect  any  vehicle  of  a  type  required  to 
be  registered  hereunder  in  any  public  garage  or 
repair  shop  or  in  any  place  where  such  vehicles  are 
held  for  sale  or  wrecking,  for  the  purpose  of 
locating  stolen  vehicles  and  investigating  the  title 
and  registration  thereof. 

(f)  To  serve  all  warrants  relating  to  the  enforce- 
ment of  the  law  regulating  the  operation  of  vehicles 
or  the  use  of  the  highways. 

(g)  To  investigate  traffic  accidents  and  secure 
testimony  of  witnesses  or  of  persons  involved. 

(h)  To  investigate  reported  thefts  of  motor  ve- 
hicles, trailers  and  semi-trailers. 

Section  17.  (a)  The  commission  (or  director) 
shall  require  that  the  division  of  highway  patrol 
properly  patrol  the  highways  of  this  State  and  co- 
operate with  and  assist  sheriffs  and  police  in  en- 
forcing the  laws  regulating  the  operation  of  vehicles 
and  the  use  of  highways. 

(b)  The  commissioner  (or  director)  may  estab- 
lish a  school  for  the  training  and  education  of  the 
members  of  said  division  in  traffic  regulation,  the 
promotion  of  traffic  safety  and  enforcement  of  the 
laws  regulating  the  operation  of  vehicles  and  the 
use  of  the  highways. 

(c)  All  members  of  said  division  when  on  duty 
shall  be  dressed  in  distinctive  uniform  and  display 
a  badge  of  office. 

Section  18.  (a)  The  director  may  issue  to  each 
member  of  the  Division  of  Highway  Patrol  a  badge 
of  authority  with  the  seal  of  this  State  in  the  center 
thereof,  the  word,  Montana  Highway  Patrol,  en- 
circling said  seal  and  below,  the  designation  of  the 
position  held  by  the  member  to  whom  issued.  Every 
such  badge  shall  be  serially  numbered  or  each  mem- 
ber shall  otherwise  display  a  distinctive  serial 
number. 

(b)  Neither  the  director  nor  any  other  person 
shall  issue  any  such  badge  to  any  person  who  is 
not  a  duly  appointed  and  acting  member  of  said 
division. 

Ic)  Any  person  who.  without  authority,  wears 
the  badge  of  a  member  of  said  division,  or  a  badge 

of  similar  design  which  would   tend  to  deceive  any- 
one, is  guilt}    of  a  misdemeanor. 

(d)  Any  person  who  impersonates  a  member  of 
said  division  or  other  officer  or  employee  of  the  De- 
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partment  with  intent  to  deceive  anyone,  or  who, 
without  authority,  wears  a  uniform  likely  to  be 
confused  with  the  official  uniform  of  any  such  ofii- 
cer  is  guilty  of  a  misdemeanor. 

Section  19.  The  Motor  Vehicle  Recording  Fund, 
sometimes  known  also  as  the  Motor  Vehicle  Admin- 
istration Fund,  is  hereby  abolished,  and  all  funds 
formerly  directed  to  the  credit  of  the  Motor  Vehicle 
Recording  Fund  shall  hereafter  be  credited  to  the 
State  Highway  Fund. 

Section  20.  Section  13,  Chapter  199,  Laws  of 
1943,  regarding  disposition  of  drivers'  license  fees 
is  hereby  repealed.  All  future  monies  received  by 
the  State  Treasurer  from  the  sale  of  drivers'  or 
operators'  licenses  shall  be  deposited  to  the  State 
Highway  Fund. 

Section  21.  All  accounts  and  expenditures  of  the 
Motor  Vehicle  Department  shall  be  certified  by 
the  Director  of  Motor  Vehicles,  approved  by  the 
State  Board  of  Examiners,  and  paid  by  the  State 
Treasurer  by  warrants  drawn  by  the  State  Auditor 
on  the  State  Highway  Fund. 

The  director  of  motor  vehicles  shall  provide  a 
system  of  accounting  which  will  provide  accurate 
records  of  the  expenditures  by  purpose  for  each  of 
the  divisions  herein  created  or  established. 

Section  22.  In  addition  to  other  powers  and  duties, 
the  Motor  Vehicle  Commission  (or  director)  shall 
direct  the  compilation  of  statistics  relative  to  motor 
vehicle  and  operator  registration,  highway  accidents, 
enforcement  activities,  fuel  tax  collection  and  re- 
funds, and  such  other  matters  as  are  deemed  neces- 
sary and  appropriate. 

Section  23.  The  Motor  Vehicle  Department  estab- 
lished by  this  Act  shall  organize  immediately  upon 
the  passage  and  approval  of  the  Act.  It  shall  take 
over  the  functions  of  other  departments  and  divi- 
sions, as  directed  in  this  Act,  effective  July  1,  1957. 

Section  24.  If  any  clause,  sentence,  section,  para- 
graph or  portion  of  this  Act  shall  be  adjudged  to  be 
invalid  or  inoperative,  such  judgment  shall  not  af- 
fect, impair  or  invalidate  the  remainder  of  this  Act 
and  should  any  portion  of  this  Act  be  held  to  be  un- 
constitutional in  its  application  in  any  circum- 
stances, such  holding  shall  not  apply  to  the  Act  as  a 
whole  nor  to  the  particular  portion  as  it  is  applied  in 
circumstances  other  than  the  specific  circumstances 
wherein  such  unconstitutional  application  was  held. 

Section  25.  All  Acts  and  parts  of  Acts  in  conflict 
herewith  are  hereby  repealed  except  as  otherwise 
specified  herein. 


A  PROPOSED  PORT  OF  ENTRY  LAW 

(The  possibility  of  developing  Ports  of  Entry  and 
the  need  for  such  action  has  been  discussed  in  Ap- 
pendix H.  Such  ports  would  presumably  have  to  be 
established  by  law.  A  proposed  law  containing  at 
least  the  broad  outlines  of  provisions  found  success- 
ful in  other  States  which  have  taken  this  step  is 
included  here  as  a  guide.) 


Section  1.  Declaration  of  Policy.  In  order  to  fa- 
cilitate enforcement  of  the  laws  of  the  State  of 
Montana  concerning  motor  carriers  and  the  owners 
and  operators  of  motor  vehicles,  to  equally  dis- 
tribute  the  payments  of  any  fees,  licenses  or  taxes 
imposed  by  the  laws  of  this  State  on  motor  carriers 
and  the  owners  and  operators  of  motor  vehicles,  and 
to  effect  the  collection  thereof,  and  to  assist  motor 
carriers  and  the  owners  and  operators  of  motor  ve- 
hicles to  comply  with  all  tax  laws,  rules  and  regula- 
tions pertaining  to  them  it  is  hereby  declared  neces- 
sary to  establish  motor  vehicle  inspection  stations 
on  the  public  highways  of  this  State. 

Section  2.  Definition.  Wherever  used  in  this  Act, 
the  words  "motor  vehicles"  shall  be  defined  as 
trucks,  truck-tractors,  trailers  or  semi-trailers  or 
combinations  thereof. 

Section  3.  Division  of  Motor  Vehicle  Department. 
There  is  hereby  created  within  the  Motor  Vehicle 
Department  of  the  State  of  Montana  a  motor  vehicle 
inspection  division,  which  division  shall,  acting 
under  the  direction  of  the  Director  of  Motor  Ve- 
hicles, be  responsible  for  establishing  and  operating 
motor  vehicle  inspection  stations  at  such  points  on 
the  public  highways  of  this  State  as  are  deemed 
necessary  to  carry  out  the  purposes  of  this  Act.  The 
Director  of  Motor  Vehicles  shall  create  no  less  than 
six  permanent  inspection  stations  and  no  less  than 
three  mobile  inspection  stations  within  the  division. 
He  shall  create  such  additional  stations  as  are  deem- 
ed necessary  and  are  within  the  limits  of  the  funds 
available  for  that  purpose.  The  location  or  reloca- 
tion of  such  stationary  or  movable  inspection  sta- 
tions shall  be  at  the  discretion  of  the  Director  of 
Motor  Vehicles. 

Section  4.  Pcwers  and  Duties.  The  Director  of 
Motor  Vehicles  shall  issue  such  rules  and  regula- 
tions as  are  deemed  by  him  to  be  necessary  to  im- 
plement this  Act  and  carry  out  its  purposes.  The 
Director  of  Motor  Vehicles  shall,  to  the  fullest  ex- 
tent possible,  house  department  field  offices  at  such 
places  as  inspection  stations  are  established.  All 
permanent  inspection  stations  established  under  the 
authority  of  this  Act  shall  be  operated  continuously 
and  on  a  twenty-four  hour  a  day  basis  and 
in  such  manner  as  to  reasonably  allow  owners 
and  operators  of  motor  vehicles  subject  to  fees, 
licenses  or  taxes  or  to  regulations  imposed  by  the 
State  of  Montana  to  comply  with  all  such  laws  and 
regulations  issued  pursuant  thereto,  by  clearance  at 
an  inspection  station.    All  permanent  inspection  sta- 
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tions  shall  be  equipped  with  weighing  equipment, 
approved  as  to  accuracy  by  the  State  Division  of 
Weights  and  Measures. 

The  personnel  of  a  motor  vehicle  inspection  sta- 
tion, during  the  time  they  are  actually  engaged  in 
performing  their  duties  as  such,  and  while  acting 
under  proper  orders  or  regulations  issued  by  the 
Director  of  Motor  Vehicles,  shall  have  and  exercise 
all  the  powers  invested  in  peace  officers  in  connec- 
tion with  the  enforcement  of  the  provisions  of  this 
Act,  except  that  they  shall  not  have  the  power  to 
serve  civil  writs  and  process,  and  in  the  exercise  of 
their  duties  such  personnel  shall  have  authority  to 
restrain  and  detain  persons  or  vehicles  and  may 
impound  any  vehicle  until  any  tax  or  license  fee 
imposed  by  law  is  paid,  or  until  compliance  is  had 
with  any  tax  or  regulatory  law  or  regulation  iss  ed 
thereunder. 

Section  5.  Clearance  of  Motor  Vehicles  at  Inspec- 
tion stations.  All  owners  and  operators  of  motor 
vehicles  subject  to  fees,  licenses,  or  taxes  imposed 
by  the  State  shall  be  required  to  stop  for  clearance 
at  a  motor  vehicle  inspection  station  or  obtain  clear- 
ance from  an  officer  of  the  Montana  Highway  Pa- 
trol. The  Director  of  Motor  Vehicles  shall  issue 
regulations  to  implement  this  requirement  and  may 
provide  for  an  equivalent  method  of  complying  with 
the  clearance  and  inspection   requirement. 

Section  6.  Issuance  of  Clearance  Certificates  (1) 
Each  inspection  station  shall  be  provided  by  the 
Director  of  Motor  Vehicles  with  a  current  list  of  all 
owners  and  operators  of  motor  vehicles  who  have 
been  properly  licenesd  by  the  State  of  Montana  and 
who  are  qualified  to  make  their  approved  regular 
tax  payments  to  the  Motor  Vehicle  Department.  All 
owners  and  operators  appearing  on  such  lists  shall 
be  issued  a  clearance  certificate  by  the  State  after 
inspection.  The  inspection  stations  shall  maintain 
a  daily  record  of  all  clearances  issued  under  this 
subsection,  which  record  shall  include :  the  name 
of  the  owner  or  operator  in  whose  name  the  licenses 
have  been  issued,  origin  and  destination  of  trip, 
taxable  weight  and  description  of  the  vehicle  and 
cargo,  and  any  other  data  which  in  the  opinion  of 
the  Director  of  Motor  Vehicles  is  required.  Such 
daily  reports  by  the  inspection  stations  shall  be  used 
as  a  basis  of  audit  of  motor  vehicle  reports  filed 
with  the  Department  of  Motor  Vehicles  as  are  re- 
quired by  law. 

(2)  All  owners  and  operators  of  motor  vehicles 
subject  to  the  payment  of  fees,  licenses  or  taxes 
imposed  by  the  laws  of  this  State  including  foreign 
vehicles,  which  have  not  been  properly  certificated 
or  permitted  by  the  Montana  Railroad  Commission 
or  which  have  not  been  approved  by  the  I  >epartment 
of  Motor  Vehicles  for  quarterly  or  periodic  payment 
of  such  fees,  licenses  or  taxes,  shall  be  issued  a  clear- 
ance certificate  at  inspection  station  only  after  such 
fees,  licenses,  or  taxes  which  may  he  due  are  paid 
or  compliance  is  had  with  regulatory  Acts.  \  clear- 
ance certificate  issued  under  this  subsection  -hall 
specify  the  date  upon  which  issued,  origin  of  trip. 
destination,  routes  to  be  travelled  within  the  State. 


amounts  of  fees,  licenses  or  taxes  paid.  Such  certifi- 
cate shall  be  valid  only  for  the  routes  and  trips 
specified  thereon,  and  for  the  length  of  time  speci- 
fied thereon.  The  Director  of  Motor  Vehicles 
through  the  motor  vehicle  inspection  stations  may 
also  issue  permits  for  oversize  and  overweight  com- 
mercial hauls  pursuant  to  rules  and  regulation-  gov- 
erning such  hauls  established  by  the  State  Highway 
Department.  Failure  to  secure  such  clearance  cer- 
tificate shall  subject  the  owner  or  operator  to  a 
penalty  of  double  the  amount  of  any  tax.  license  or 
fee  due  which  shall  be  in  addition  to  and  distinct 
from  the  penalty  provided  for  in  Section  9  hereof. 

Section  7 .  Construction  and  Rights-of-Way.  With- 
in thirty  days  after  receiving  notification  from  the 
Director  of  Motor  Vehicles  the  State  Highway  De- 
partment shall  make  available  without  charge  to  the 
Department  of  Motor  Vehicles  such  right  -of-way 
upon  or  adjacent  to  the  public  highways  of  this 
State  as  are  needed  for  the  construction  or  recon- 
struction of  inspection  stations.  If  such  ri  rhts-of- 
way  are  not  available,  the  State  Highway  Depart- 
ment shall  acquire  such  rights-of-way  as  are  needed 
to  carry  out  the  purposes  of  this  Act  out  of  money 
in  the  State  Highway  Fund  provided  for  right-of- 
way  acquisition.  Insofar  as  possible  the  construc- 
tion, reconstruction  and  maintenance  of  motor  ve- 
hicle inspection  stations  shall  be  accomplished  with 
forces  of  the  State  Highway  Department  within 
thirty  clays  after  notification  by  the  Director  c  f 
Motor  Vehicles  requesting  such  work. 

Section  8.  Cooperation  Among  Departments.  The 
Governor  of  Montana  shall  require  the  Director  of 
the  Department  of  Motor  Vehicles  (chief  of  the 
State  Highway  Patrol,  if  not  under  the  Motor  Ve- 
hicle Department)  the  Highway  Commission.  Com- 
missioner of  the  Department  of  Agriculture.  Direc- 
tor of  the  State  Department  of  Advertising  and  Pub- 
licity and  the  chairman  of  the  Montana  Railroad 
and  Public  Service  Commission  to  cooperate  to  the 
fullest  extent  possible  to  the  end  that  motor  vehicle 
inspection  stations  established  under  authority  <>i 
this  Act  shall  serve  the  broadest  possible  functions. 

Section  9.  Fines  and  Penalties,  i  1  I  All  tines  and 
penalties  imposed  under  this  Act  shall  he  paid  into 
the  State  Highway  Fund. 

(2)  Any  owner  or  operator  of  a  motor  vehicle, 
or  the  officers,  agents  or  employees  thereof,  or  any 
other  person  or  corporation  violating  any  of  the  pro- 
visions of  this  Act  or  knowingly  violating  any  regu- 
lations issued  persuant  thereto  shall  be  guilts  of  a 
misdemeanor  and  upon  conviction  thereof  shall  he 
punished  according  to  the  following  schedule: 

(a)  For  a  first  offense'  -not  less  than  fifty  dollars 
($50.00)  nor  more  than  one  hundred  dollars 
($100.00), 

(b)  For  a  second  offense  not  less  than  one  hun- 
dred dollars  ($100.00)  nor  more  than  two  hun- 
dred fifty  <lollars  ($250.00), 

(c)  For  a  third  or  subsequent  offense — not  le>> 
than  five  hundred  dollars  ($500.00)  nor  more 
than     one     thousand     dollars     (SI.  or 
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not  more  than  six  months  imprisonment  in 
the  county  jail  or  both  such  fine  and  im- 
prisonment at  the  discretion  of  the  Court. 

In  addition  to  the  pena'ties  stated  above  the  Di- 
rector of  Motor  Vehicles  shall,  upon  the  conviction 
of  a'1}'  owner  or  operator  or  of  any  agent,  officer 
or  employee,  auer  a  third  offense  within  one  calen- 
dar year,  notify  the  Railroad  and  Public  Sen  ice 
Commission  of  such  conviction,  and  the  Commis- 
sion may  suspend  any  license  or  permit  for  a  period 
not  to  exceed  six  (6)  months  or  revoke  all  such 
certificates  and  permits  issued  to  the  owner  or 
operator  of  such  vehicles  by  the  Commission.  Such 
certificate  or  permit  can  be  suspended  or  revoked 
orly  after  due  notice  and  hearing  and  for  good  cause 
shown.  The  Director  of  Motor  Vehicles  shall  file 
a  complaint  with  the  Railroad  and  Public  Service 
Commission,  and  the  Commission  must  hold  a  hear- 
ing within  thirty  days  after  filing  of  a  complaint  by 
the  Director  of  Motor  Vehicles.  If  at  such  hearing 
the  Commission  finds  that  the  facts  as  stated  in  the 
complaint  by  the  Director  of  Motor  Vehicles  are 
substantially  correct,  then  the  Commission  may 
forthwith  revoke  all  intrastate  certificates  and  per- 
mits issued  by  them  to  such  violator. 

Section  10.  Appropriations.  ( 1 )  For  the  construc- 
tion of  motor  vehicle  inspection  stations  and  for  the 
purchase  of  equipment  therefor,  and  equipment  for 
roving   crews,   there    is    hereby   appropriated,    as    a 


first  claim,  the  sum  of  two  hundred  fifty  thousand 
dollars  ($250,000.00)  from  the  State  Highway  Fund. 

(2)  For  the  purpose  of  administering  this  Act 
and  for  operation  of  the  inspection  stations  estab- 
lished pursuant  thereto,  there  is  hereby  appropri- 
ated from  the  State  Highway  Fund  the  sum  of  two 
hundred  thousand  dollars  ($200,000.00)  for  the  fiscal 
vear  ending  June  30,  1958,  and  an  additional  two 
hundred  thousand  dollars  ($200,000.00)  for  the  fiscal 
year  ending  June  30,  1959.  All  funds  for  future  years, 
for  construction,  maintenance  and  operation  shall  be 
made  from  the  State  Highway  Fund  by  the  Legis- 
lative Assembly,  upon  presentation  of  a  budget  for 
that  purpose  in  form  and  content  as  may  be  pre- 
scribed by  the  Controller  of  the  State. 

Section  11.  This  Act  shall  be  in  force  and  effect 
from  and  after  July  1,  1957,  and  all  ports  of  entry 
or  courtesy  stations  now  operated  by  the  Montana 
agencies  at  the  time  of  final  passage  and  approval 
of  this  Act  shall  be  transferred  to  the  Department 
of  Motor  Vehicles  as  of  that  date. 

Section  12.  If  any  provision  of  this  Act,  or  the 
application  thereof  to  any  person  or  circumstances, 
is  held  invalid,  such  invalidity  shall  not  affect  other 
provisions  or  applications  of  the  Act  which  can  be 
given  effect  without  the  invalid  provision  or  appli- 
cation, and  to  this  end  the  provisions  of  this  Act 
are  declared  to  be  severable. 
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